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HOCH-SMITH RESOLUTION APPLIED 
The Hoch-Smith resolution is now the law. It pro- 


vides that all cases now pending before the Commission 


involving rates on products of agriculture shall be decided 
in accordance with it. That includes the western live stock 


case now being heard in Kansas City, involving all west- 
ern rates on live stock and carrier revenue of from thirty 
to fifty million dollars a year. Everybody knows that the 
net revenue of the carriers has not reached the percentage 
found by the law and the Commission to be reasonable, 
and that the revenue of the western carriers is below the 
average of all.. What follows? Is it not that, if the west- 
ern rates on live stock are materially reduced (as it would 
appear that they are likely to be, now that the Hoch-Smith 
resolution is the law, unless some extraordinary protest 
is made), there must be increases on other commodities 
from which the carriers may recoup their losses? Would it 
not appear, then, that commercial organizations and indi- 
vidual shippers in the west might well intervene in this 
case to protect the situation as it affects them? What, if 
anything, is the National Industrial Traffic League going 
to do about it? The carriers are suggesting such interven- 
tion. Their motive is selfish, of course. So would the 
motive of intervening shippers be selfish. But the question 
is what is demanded by a situation brought about by the 
equally selfish desire to put the farmer in a favored class. 


A FOOLISH AGRICULTURAL CONFERENCE 

President Coolidge’s Agricultural Conference has rec- 
ommended several things for the relief of the farmer about 
which we know little and as to the merits of which we 
do not presume to judge. But if its recommendations about 
the things as to which we know little are as foolish as 
those with respect to the things about which we do know 
something, then the Conference is a futile thing and its 
conclusions are worth nothing. 

Last week the recommendation of the Conference that 


on in this column. In making this recommendation the 
Conference showed that it had acted hastily and that it had 
disregarded the advice of many competent to judge; it rec- 
ommended a wrong theory of rate-making to meet an 
emergency that had practically passed and that could re- 
sult in little benefit to the farmer anyhow. This week, the 
Conference, in its report to the President, set forth else- 
where in this issue, has made another unsound proposal, 
and has revealed a superficial knowledge and a misconcep- 
tion of the relation of the Commission to the shipper and 
the carrier. It has proposed that the Federal Cooperative 
Marketing Board, which it recommends that Congress cre- 
ate, shall represent the farmer before the Commission for 
“redress in rate matters.” It has found that the Com- 
mission “has failed or has been unable to recognize its re- 
sponsibility as an advocate of the shipper and has developed 
into a court.” 

The report is based on the premise that the law that 
created the Commission made it the duty of that body to 
act ‘‘as an investigator and advocate for the shipping public 
in general.” In support of this conception of the law, the 
conference quotes the late Charles A. Prouty, for many 
years a member of the Commission, as having said to the 
American Bar Association, in 1907, the following: 

If a railway imposes upon you in common with others an 
unjust rate, that is not a private but a public wrong which 
should be corrected by public authority in which you, as an 
individual, can not be expected to redress for the benefit of your 
fellows. Any scheme of a regulation which does not embrace 
this feature will end in failure. 

But four years later, Commissioner Prouty, as author 
of the Commission’s report in No. 3400, in re investigation 
of advances in rates by carriers in Official Classification 
Territory (20 I. C. C., 243), decided Feb. 22, 1911, said: 

This Commission must stand for the entire public, including 
the railways. It can not accede to the mere wish of any class; 
it must recognize the just demands of all classes; and it must . 
have in mind those who do not appear as well as those who 
are represented before it. 

We fail to see in what Commissioner Prouty said in 
1907, as quoted by the Conference, approval of the conten- 
tion that the Commission was intended to act as an advo- 
cate for the shipper. But whatever his thought may have 
been in 1907, his thought in 1911 revealed what we believe 
to be a sound conception of the relation of the Commission 
to the public and to the railroads. 

However, whatever was the intent of the law in 1907 
and 1911, Congress, in 1920, enacted the transportation act 
of 1920, which clearly made it the duty of the Commis- 
sion to prescribe just and reasonable rates that will ade- 
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CONDENSED DAILY MANIFEST THROUGH FREIGHT SCHEDULES 
















Example Example 
No. 55 by days No. 51 by days Connections 

8:00 a.m. Mon. 3:30p.m. Mon... .Lv. Bells, Tenn. L. & N. 

9:35 a.m. Mon. 4:45p.m. Mon....Lv. Jackson, Tenn. I. C.—M. & O—N. C. & St. L. 
12:30 p.m. Mon. 7:43 p.m. Mon....Lv. Middleton, Tenn. Southern 

3:35 p.m. Mon. 11:01p.m. Mon....Lv. New Albany, Miss. st. L. & S. F. 

7:54p.m. Mon. 3:08 a.m. Tues...Ar. Mathiston, Miss. C. & G. 

4:50 a.m. Tues.11:20 a.m. Tues....Ar. Union, Miss. J. & E. 

3:30p.m. Tues. 3:30p.m. Tues....Ar. Meridian, Miss. A. G. §$.—Southern 

6:18 a.m. Tues.12:50p.m. Tues....Ar. Newton, Miss. A. & V. 
12:05 p.m. Tues.12:10 a.m. Wed....Ar. Jackson, Miss. A. & V. 

2:30p.m. Tues. 2:30 a.m. Wed....Ar. Vicksburg, Miss. ‘V.S8. & P. 

6:55a.m. Wed. 7:00p.m. Wed....Ar. Shreveport, La. Diverging lines West 

9:30 a.m. Tues. 3:45p.m. Tues....Ar. Laurel, Miss. N. O. & N. E. for New Orleans and West 
10:00 p.m. Tues. 1:05a.m. Wed....Ar. New Orleans, La. Diverging lines West—All Steamship Lines 


m 
2:30 a.m. Wed. 2:30a.m. Wed....Ar. Evanston, Miss. Mississippi Export 
5:15 a.m. Wed. 5:15 a.m. Wed....Ar. Mobile, Ala. L. & N.—M. & O.—Sou.—All Steamship Lines 


Second morning arrival from Memphis, third from St. Louis, fourth from Chicago, Kansas City 
and Wichita, at Mobile and New Orleans; and close connections made at all junction points to insure 


continuous movement to other points of destination in Mississippi Valley, Southeastern, Southwest- 
ern and Pacific Coast territories. 









Daily Merchandise cars from Chicago, St. Louis and Memphis 


Weekly Refrigerator cars from Chicago | to Meridian, Laurel and Mobile 


eoeeeereeree ee ee eeeee ee 


Preferred attention given to Import, Export me Intercoastal traffic via Mobile, Gulfport and New 
Orleans. 













Chicage, Ill. Memphis, Tenn. 

E. L. Mountfort, A. T. M. TRAFFIC AGENCIES: M. Lamon, D. F. A. 
Dallas, Texas Meridi Mi 

C. H. Stutz, D. F. A. MOBILE, ALA. yg a 

troit, Mich. 
~~ + i, Butler, D. F. A. . J. A. JACKSON, Ass’t Traffic Manager ~~ Pg 9 F. A. 
Bahay City, (In Charge ef Imports and Exports) Pittsburgh, Pa. 

5S. Chovtrand, D. F. A. a aea W. R. Tice, C. A. 
in Angeles and San Francisce - . Askew, A. G. FB. A. St. Louis, M 

M. F. Smith, P. C. A. C. H. Dege, Jr., D. F. A. W. 0. Lewis, D. F. A. 
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quately maintain the railroads and carry out the policy 
declared in section 500, “to promote, encourage, and de- 
velop water transportation, service, and facilities in con- 
nection with the commerce of the United States, and to 
foster and preserve in full vigor both rail and water trans- 
portation.” 


Assuming, for the sake of argument, that Congress 


intended, by legislation theretofore enacted, that the Com- 
mission should be an advocate for the shipper, the legisla- 


tion of 1920 must be assumed to have changed that policy. 
In other words, if the Commission ever was intended to 
be the advocate of the shipper, the law of 1920 certainly 
changed its status in that respect. We think the Confer- 
ence has overlooked the significance of the transportation 
act of 1920. 


Moreover, we do not believe the Commission is sub- 
ject to the charge that it has failed in its duty to the ship- 
ping public in general. When Commissioner Esch appeared 
recently before the House committee on appropriations, he 
referred to the Commission instituting investigations on its 
own motion. He said he believed that one of the most 
valuable things the Commission did was to institute such 
proceedings. He said the Commission did that whenever 
there was a large number of complaints covering wide 
areas. 


“We do that to save not only work for ourselves but 
to save expense to litigants, in that, in investigation on our 
own motion, we cover all the complaints over the whole 
territory,” said he. “As to our investigations instituted on 
our Own motion, we instituted only eight in 1906; thirty- 
one in 1920; twenty-eight in 1923, and only eleven in 1924. 
We only instituted eleven in 1924 because of our appropri- 
ations, because we did not feel that we would be justified 
in instituting these proceedings on our own motion, because 
we would not be able to do that work under the limit of 
the appropriations. So I say these investigations on our 
own motion are of exceedingly great value and result in 
good throughout wide areas. But they cost money and 
they take time, and so we feel constrained to limit the ex- 
ercise of our right to investigate on our own motion.” 

A cursory examination of the reports of the Commis- 
sion, as far back as 1898, shows that the commissioners 
did not entertain the idea that the Commission was an ad- 
vocate for the shipper. In its reports, the Commission had 
occasion to construe the act it was administering. Ex- 
pressions from various cases, showing the name of the 
commissioner who wrote the report in parentheses, except 
the five per cent case, which was attributed to the Com- 
mission and not to a commissioner, are as follows: 

In this connection, what the Supreme Court of the United 
States in U. S. vs. Trans-Missouri Freight Asso., 166 U. S. 290, 
said of the relation of the railways to the public, “that they all 
Primarily owe duties to the public of a higher nature even than 
that of earning large dividends for their shareholders,’ must be 
borne in mind. Still it is plain that the interest of the carrier 
is an important factor to be considered, and that in order to 
justly estimate a given case it is necessary to know how that 


carrier as well as the public stands affected by the preference. 
71.C. C. 612, (PROUTY.) 

It is difficult in every case to determine what ought to be 
done in justice to the public and to the carrier and it is even 
more difficult to state the reasons for that determination. 
8 I. C. C. 409. (PROUTY.) 

In determining questions of this character, the Commission 
takes into consideration, with other matters, the revenue of the 
carriers. 16 I. C. C. 12 (17). (KNAPP.) 

The decision of the Commission must be based upon broad 
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principles of justice, keeping in view the welfare of the public 
as well as the interests of carriers and shippers... 161. C. C 
323. (CLEMENTS.) ; 

The Commission, however, must take a broad view and 
extended view of the interests of all shippers, the public and the 
railroads. 16 I. C. C. 572 (582). (CLARK.) 

The carriers defendant herein are among the most prosper- 
ous in the United States. . . . It has been truly said that the 
public and the carriers have an equal interest in this “margin 
of safety” and we must take into consideration not only these 
carriers and these complainants but also the remainder of the 


public served by these same carriers. .. 27 I. C. C. 173 (185). 
(MEYER.) 


The proceeding before us may therefore be described as, 
in some sense, a controversy between the consuming public 
which pays the rates and the investor who furnishes facilities 
for moving the freight; and it is our duty to ascertain from the 
record before us what are their respective rights. Five per cent 
case, 31 1. -€..©. 351 (359). 

That is, while, of course, the rights of the investors, as of 
all classes of the public, are to be protected, the essential 
matters to be decided are, What will be just and reasonable 
rates for the future, taking into consideration the conditions 
under which the service is performed and the interest of the 


entire public, including consumers, shippers and carriers. 48 
I. Cc. CG Sz (67). CGAALL.) 


In determining what is in the public interest . . . we must 
take into consideration not only the interests of the particular 
shippers . . . but also the interests of the carriers and the 
general public. 73 I. C. C. 40 (49). York case. (AITCHISON.) 

The assertion of the Conference that “there are few, 
if any, courts where it is more expensive or more difficult 
to obtain relief, neither is there any court more deliberate 
in reaching its decisions after a case is presented,’ seems 
without definite foundation. There is no expense to a 
complainant other than that of writing his complaint. If 
he chooses to hire an attorney or traffic experts, that is a 
burden put on him, not by law, but by his lack of training 
in the preparation of testimony and the discussion of the 
law. The Commission does not require that those who 
appear before it be members of the bar or know anything 
about law. A man may be his own witness, but it is 
obvious that, unless he knows about the tariffs containing 
the rates about which he is complaining, he cannot tell the 
Commission as well about his grievance as if he hired some 
one who had skill in presenting such matters. 


In courts, a petitioner must pay the cost of filing and 
serving his suit. He must, in addition, pay fees for the 
services of the sheriff, of the clerk, of witnesses, and the 
jury. There are no such costs in cases before the Com- 
mission. The government provides the tribunal and even 
pays for a copy of the transcript of the testimony and the 
oral argument for the benefit of the complainant. The 
only expense on him is that which he feels he must incur 
to overcome the disadvantage on him by reason of his lack 
of familiarity with the subject with which he is dealing. 

As to the time taken by the Commission for consider- 
ing cases that have been submitted to it, this may be said: 
There are no general figures showing ‘the time consumed 
by courts in disposing of cases brought to them. There 
are statistics to show how long it has taken the Commis- 
sion, on the average, to dispose of cases. The Commis- 
sion has advised Congress that delay is caused by inade- 
quate appropriations. 

The big point in the matter, other than the miscon- 
ception of the law by it, is that the Conference proposes 
the politically unsound scheme of having Congress create 
an agency, one of the duties of which shall be to represent 
one class of citizens in cases before the Commission—that 
is, that the government shall make of the farmers a pre- 
ferred class, a class that shall be particularly represented in 
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contests with carriers for rate adjustments which, if the 
Commission is the advocate of the shipper, may be carried 
to such a point as to be unjust to the carrier, and almost 
certainly to some other class or classes of shippers. The 
theory that the farm constitutes a class interested only in 
rates on agricultural products bound to the markets is, to 
our mind, ridiculous. The farmer is interested in all 
freight rates just as is every other citizen. His interests 
are not bound up in rates on products bound to market. 
He is a consumer as well as a producer and just and rea- 
sonable rates on all things carried by the railroads are as 
important to him as to any other class of citizens. In fact, 
they are probably of greater importance to him. Unless 
they are just to the railroads, the carrier cannot survive, 
and when a railroad has to be abandoned there is no greater 
sufferer than the man who has bought a farm along its 
rails and taken on financial obligations based on the belief 
that the railroad would be there for all time to serve him 
and those to whom he might sell his land. 


THE HOCH-SMITH RESOLUTION 


The Trafic World Washington Bureau 


President Coolidge has signed the Hoch-Smith rate revision 
resolution. Whether or not the Commission will ask for a 
— appropriation to comply with the resolution remains to 

e seen, 

In the course of debate in the House on the independent 
offices, appropriation bill, carrying the appropriation for the 
Commission, Representative Moore, of Virginia, said he inferred 
it was a fair statement that adoption of the Hoch-Smith rate re- 
vision resolution meant that there would be “very heavy addi- 
tional work imposed on the Interstate Commerce Commission.” 

“IT suspect that is true, and that is another place wherein 
the Congress of the United States, both the House and Senate, 
unconsciously, are eternally throwing additional duties upon the 
Interstate Commerce Commission without additional appropria- 
tions,” said Representative Wood, of Indiana, in charge of the 
bill. “We are passing resolutions with reference to this, that, or 
the other thing; we are passing laws with reference to rates, 
and so forth, without taking into account what it is going to 
cost the Interstate Commerce Commission.” 


RAILROAD RATES AND REVENUE 


“The railways are now handling a record-breaking freight 
business and the net return being earned by them is showing 
an increase, but there is real danger in an exaggerated idea 
which is becoming prevalent as to the profits they are making,” 
said Samuel O. Dunn, editor of the Railway Age, in an address 
February 6 at the annual dinner of the Illinois Lumber Mer- 
chants’ Association. “This exaggerated idea regarding their 
profits stimulates agitation for reductions of rates which is 
not justified by the facts and which, if successful, will be 
disastrous. 


“They must earn a largely increased net operating income 
before it will be safe seriously to discuss further reductions 
of rates. It is only necessary to compare the net returns earned 
by them recently with that earned in years of both adversity 
and prosperity before the war to show that this is true.” 

He continued ag follows: 


The average return earned by them on their property investment 
in the four years ending with 1909—which included the panic year 
1908—was 5.42 per cent. In the four years ending with 1913 it was 
4.92 per cent. In the four years ending with 1917 it was 4.74 per 
cent. This decline in net return before the war almost stopped rail- 
road development. During the next three years, owing to govern- 
ment control, their returns were guaranteed. In the four years end- 
ing with 1924 the average return earned was only 3.92 per cent. 

They handled more freight business in the last two years than 
ever before and yet the return earned by them in these years averaged 
only 4% per cent as compared with such amounts as 5.79 per cent 
in 1906; 5.98 per cent in 1907; 5.53 per cent in 1910 and 5.93 per cent 
in 1916. The prospects of 1925 are good, but the roads would have 
to earn at least one-third more net this year than they did in 1924 
to make them relatively as prosperous as they were in past years 
of prosperity. 

Congress recently has passed the Hoch-Smith resolution direct- 
ing the Commission to make an investigation to determine if special 
reductions of rates should not be made on farm products. This is 
a good example of the kind of agitation about rates that goes on 
constantly. 

The financial results of the western roads since they were re- 
turned to private operation have been especially poor, and yet, as 
they handle one-half of the country’s total tonnage of farm prod- 
ucts, they would be the hardest hit by special reductions of rates 
on such products. The average wholesale price of all commodities 
is now 57 per cent higher than in 1913 and the average wholesale 
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price of all farm products is 56.7 per cent higher. It is difficult to 
see anything in this relationship of prices that would justify special 
reduction in freight rates on farm products. Furthermore, since 1913 
the increase in the average freight rate on all commodities has been 
55 per cent, while the increase in the average rate on farm prod- 
ucts has been not more than 48 per cent. Where can there be found 
in such facts as these any justification for proposals that rates on 
farm products be reduced? 


MONEY FOR I. C. C. AND BOARD 


The Traffic World Weshington Bureau 


The House February 5 passed the independent offices’ ap- 
propriation bill carrying appropriations for the Commission and 
the Shipping Board. The measure was sent to the Senate. 

The bill, as passed, provides $6,853,962 for the Commission 
for the fiscal year ending June 30, 1926. This was the amount 
recommended by the committee on appropriations. 

The House approved the budget estimate of $24,330,000 for 
the Shipping Board and Fleet Corporation, with provision for 
use of up to $4,000,000 out of recipts from sale of property for 
liquidation expenses. A provision in the bill requiring the 
board to give preference to navy yards in repairing and re- 
conditioning of ships was eliminated. 

An effort by Representative Newton, of Minnesota, to insert 
in the independent offices appropriation bill an amendment pro- 
viding that no part of the appropriation for the Commission 
“shall be expended for investigation requested by either House 
of Congress except those authorized and directed by the con- 
current resolution of both Houses,” did not meet with success, 
the amendment being rejected. Mr. Newton referred to the ad- 
ditional work that was put on the Commission by the adoption 
of resolutions by one of the two branches of Congress. He con- 
tended that if Congress set aside certain moneys for a specific 
purpose, the work ought not to be interfered with merely by 
the request of one of the branches of Congress. 

Representative White, of Kansas, attacked high rates on 
farm products but urged that the increases over the budget 
recommendations for the Commission be granted so that the 
Commission could do its work more expeditiously. Representa- 
tive Hudspeth, of Texas, congratulated the appropriations com- 
mittee for increasing the estimates for the Commission. He 
said if rates could not be reduced, it could be made so that the 
claimant could be heard by an examiner and saved the expense 
of prosecuting his claim otherwise. 


THE WOODLOCK APPOINTMENT 


The Trafic World Washington Bureau 


President Coolidge, it was said at the White House by a 
spokesman for him, nominated Thomas F. Woodlock for the 
Commission because of his familiarity with railroad finance and 
the necessity of having someone on the Commission who under- 
stood that part of the work of the Commission. It was pointed 
out that this was desirable because of the Commission’s juris- 
diction over railroad securities. The spokesman for the Presi- 
dent said it was always a hazardous thing to say that one was 
the best in his line, but that Mr. Woodlock had been repre- 
sented to the President as highly qualified on the subject of 
railroad finances and as good as anyone on that subject. 

The Senate interstate commerce committee took no action 
on the Woodlock nomination February 3. It adjourned subject 
to the call of Chairman Smith. 


In the debate that took place in the Senate, preliminary to 
the confirmation of Attorney-General Stone’s appointment as 
associate justice of the Supreme Court, February 5, Senator 
Norris of Nebraska attacked a number of other appointments 
made by Presidnt Coolidge, among them that of Thomas F. 
Woodlock to succeed Commissioner Potter. He said the people 
had shown their preference for a Vermont farmer over John 
W. Davis, counsel for Morgan, but they did not know that they 
would have a representative of Morgan on the Supreme Court 
bench. He classified Woodlock as a representative of the rail- 
roads, and Warren, the successor of Stone, and Humphries, nom- 
inee as a member of the Federal Trade Commission, as being 
all honorable men, but men who saw “the things of life 
through the glasses of corporations. With Morgan’s attorney 
on the Supreme bench, the sugar trust running the Attorney- 
General’s office, with the railroads themselves operating the 
Interstate Commerce Commission, with the greatest reactionary 
in the country sitting on the Federal Trade Commission, tell 
me, O God, tell me, where the toiling millions of the honest 
common people of this country are going to be protected in 
their rights as against big business?” 

Senator Trammell, of Florida, February 2, introduced a bill 
requiring the President, in filling vacancies on the Commission, 
to give recognition to various parts of the United States, so 
that the East, South, North and West would have representa- 
tion on the Commission, not more than one commissioner coul 
be appointed from the same state, under the Trammell bill. 
Similar bills have been introduced before, particularly when a 
candidate from a certain section was not successful in getting 
on the Commission. 
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A Woodlock Mental Product.—An idea as to what may be 
expected from Thomas F. Woodlock, in valuation cases, at least, 
when he becomes a commissioner, is afforded by a few words 
from an article written by him recently by way of comment on 
the report of the special master in the New York consolidated 
gas case. The fact that the master allowed “going value” as 
an element where the question was as to whether allowance 
should be made in a case involving a rate, caused him to do 
a moderate amount of rejoicing. He noted that the master’s 
report followed that of the New Jersey Court of Errors and 
Appeals (New Jersey Law Reports 87, II. Gummere). That New 
Jersey opinion, Mr. Woodlock said, was good sense, as well as 
good law. “If a company has to spend capital for ‘intangibles’ 
as well as for ‘physical’ property in establishing a public serv- 
ice, it is entitled to a ‘return’ on the capital so spent, and in 
ascertaining the elements that enter into a rate base by which 
such ‘return’ is to be provided, ‘intangibles’ of this sort must 
be included,” said Mr. Woodlock. “Any argument which would 
exclude it might apply with equal force against any or all of 
the ‘physical’ property, that is, with no force at al.” His con- 
clusion was that, assuming the Constitution of the United 
States and the constitutions of the several states were to stand, 
the principles of rate-base making for public service companies 
were pretty clearly in sight, and, for the most part, firmly 
imbedded in decisions of the courts, so that proceedings such 
as the consolidated gas case might be expected to follow a 
pretty well charted course. The opportunity afforded by the 
report of the master to comment on the campaign on at the 
time caused him to observe that “the only alternative to public 
service under public regulation igs public service by public 
ownership and operation. No amount of railing will affect the 
processes of law. If the people want public ownership of public 
service utilities—with all its squalid appurtenances, tangible and 
intangible—let them vote for it and take the consequences. 
They cannot, however, by mere clamor, achieve a theft of pri- 
vate property now devoted to public service, whether by means 
of the ‘original cost’ or ‘prudent investment’ or any other of 
the short-cut devices suggested from time to time.” In other 
words, he seemed to imply, the courts were well aware of the 
significance of every formula devised by valuation experts, many 
of whom were public ownership men, for cutting down the 
amount on which the public utility might ask for a return, and 
would prevent theft by such means. From that arises the im- 
plication that he thinks public ownership will come only from 
a vote of the people calling for it. If that was the idea he 
intended to convey, he probably will be able to find men in 
Washington who will suggest to him that he is too great an 
optimist. The pessimistically inclined believe there is more 
danger of public ownership and operation being forced on the 
public than there is of the public voting for it. They argue 
that those who favor government ownership, holding places of 
responsibility, seldom are so high-minded as to make their 
courses conform, in valuation and rate cases, to a standard so 
strict that what they do will not tend to bring about conditions, 
to escape from which public ownership and operation will seem 
the only avenue. They are the ones who saw the railroads 
forced into the hands of the government in 1917 by the ill- 
advised steps taken by government officials and then used by 
those in control for the construction of a political machine, 
which, if it had functions as hoped for, would have forced the 
keeping of the railroads because their owners would have pre- 
ferred what money they could get for them rather than the 
return of their property. 





Hoax-Smith and Farm Relief.—The punsters, on account of 
the indefiniteness of the Hoch-Smith resolution, have converted 
the name of that bit of legislation to the form used in the cap- 
tion. Few of those with an adequate conception of the making 
and regulating of freight rates can see good for anyone flowing 
from the Hoch-Smith law, for that is what it is, although called 
a joint resolution. The Commission has no money with which 
to do the work therein commanded, unless it elects to stop 
work on pending cases. The Commission, of course, can initiate 
a case such as the newest law commands. It can do a con- 
siderable amount of work. It knows, however, before it starts, 
that it cannot do other than shift the burden of existing rates 
from one set of commodities to another. The net income of 
the railroads is less than the law tells the Commission to 
undertake to allow them. The Commission knows, it is sug- 
gested, that to make a horizontal reduction in rates on the 
products of the farm seeking markets will throw some of the 
railroads in the middle west into the hands of receivers. It 
knows that the policy, in respect of the fourth section, forced 
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on it, many believe, by the inter-mountain country and the 
tightening of the fourth section in recent years, has made it 
hard sledding for the northern transcontinental carriers, which 
are also heavy carriers, to markets, of farm products. There- 
fore, nearly all of those who have talked about the matter 
take it for granted that no relief can come to the farmers, un- 
less the latter can show how the railroads can reduce costs. 
The Commission’s own bureau of statistics, in its recently pub- 
lished unit cost study, has shown that the return to the man 
who furnishes the money for building railroads has not caused 
any increase in freight rates. It has shown that the increase 
is due wholly to the increases in wages and cost of materials. 
Therefore, it is believed that, if the Commission, as a result 
of the Hoch-Smith law, should order a reduction in freight 
rates on farm products, the courts would have to enjoin the 
order on the ground that it would cause a confiscation of 
property. The great wonder among well informed men is as 
to how President Coolidge can stand for such things as the 
Hoch-Smith resolution and the report of his Agricultural Con- 
ference. As they see it, everything that tends to push the 
railroads toward bankruptcy is a help toward the plans La 
Follette and other government ownership men would put into 
operation, had they the power. A suggestion on the other side 
is that, perhaps, the President hopes the suggestions contained 
in the law and the report before mentioned will bring out such 
an array of facts as to make it plain to the sincere leaders 
of the farmers that there can be no hope of material reductions 
in rates unless and until they can show the railroads how to 
cut their costs of operation even more than they have since 
the return to private operation. 





Sauce for Goose and Gander.—The Commission’s decision in 
No. 14933, Campbell Construction Company vs. La Crosse & 
Southeastern, is being taken by those interested as notice by 
the Commission that, if the railroads desire to use for their 
benefit the rule laid down by the Supreme Court of the United 
States in James C. Davis, plaintiff in error, vs. George D. Hen- 
derson, they must be prepared to have the rule enforced against 
them. In the Henderson case, Justice Brandeis laid it down as 
law that a railroad could not be held in damages, by reason of 
failure to furnish cars because the shipper had not given written 
notice of his desire to have cars furnished him, but had relied 
on oral notice given to the local station agent. In the Camp- 
bell case, the Commission said the railroad might not collect 
demurrage on cars of road-making material because it had failed 
to give written notice of their arrival. In both caseg the tes- 
timony showed that the agent knew the shipper needed cars 
and had asked for them, and the shipper knew the cars had 
arrived, because he had talked with the agent about them. 
Justice Brandeis based his opinion on the fact that the tariff 
required the giving of written notice. The Commission, taking 
note of that fact, in effect, held that if a shipper invariably 
was bound to give written notice of his need for cars in which 
to ship cattle, the law required a carrier to give like notice 
that it meeded the cars loaded with the goods of the shipper 
in question for hauling still other goods. The Commission did 
not argue with the court. It simply said that what the court 
said about the inviolability of tariff provisions was the law, 
that it would reverse a number of cases in which it had made 
decisions differing from that conception of the law, and get 
into line with what the court said was the law. Justice Bran- 
deis and Commissioner Eastman, vernacularly speaking, are 
“buddies.” Unofficially, it has been suggested, the commissioner 
might ask the justice for an advisory opinion as to whether 
he deemed his opinion required reversal of a number of cases 
by the Commission. In his dissent Mr. Eastman thought it 
did not. 





The Eastern Class Case.—It is not nerve shattering news 
that this week hearings were begun in the eastern class rate 
case. It is, however, a conventional way to begin calling atten- 
tion to the fact that the Commission could keep itself reason- 
ably busy in the coming three years if it had nothing on its 
docket but the formal cases and this one investigation. "Were 
it to be relieved of all other work it might even go back over 
the debates in Congress to determine what basis, if any, the 
President’s Agricultural Conference had for asserting that the 
intention of the regulation statute, when passed in 1887, was 
that the Commission should be the advocate of the shipper and 
not merely the judge between the carrier and the shipper. Old- 
timers suggest that the thought that the Commission should 
be the advocate of the shipper arose from the fact that provision 
was made in the statute for the initiation of proceedings by 
the body created by the old act to regulate commerce. Any- 
one reading the reports of the committees framing the statute 
will learn that one of the fears then was that shippers would 
not file complaints against a railroad lest their last estate 
become worse than their first. The fear was well founded. 
In those days the railroads could reduce rates practically with- 
out notice and raise them, even under the new law, on thirty 
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days’ notice, if memory on that point is not at fault. Then, 
as now, undue prejudice was a real hurt. A railroad, on its 
own initiative, or at the behest of a large shipper, could hurt 
a complaining shipper by lowering a rate. It could make the 
hurt doubly severe by telling a favored shipper that on a 
certain day it would make such and such a rate on such and 
such a commodity to last for so many days. The competing 
shipper, not having been told about the proposed rate, would 
not know about it until it was published. Then he would find, 
when he undertook to sell goods with the price fixed on the 
basis of the lower rate, that the market had been absorbed. 
Insinuation that advance information of that character was 
given was made in respect of a rate on blackstrap molasses 
not sO many years ago. Congress knew that it was a fairly 
common practice, at the time it was thinking of enacting the 
so-called Cullom law of 1887, for railroads to undertake to 
punish shippers who complained. Therefore, it made provision 
for the initiation of proceedings by the Commission. It was 
figured that in that way timid shippers could be induced to 
bring grist to the newly established mill and, therefore, justify, 
in part, at least, the thing that had been done. That the 
Commission also had an idea that it was an advocate, in a 
limited sense, may be inferred from the fact that, in the early 
days, it assigned its own lawyers to help in the conduct of 
cases. It still does that in cases started on its own motion. 
The most recent notable instance was the assignment of its 
men to conduct the inquiry into the possibility of making rates 
that would take into New England substitutes for hard coal. 
As that case developed it might as well have been called a 
complaint by West Virginia operators that the rates through 
Hagerstown and Potomac Yards kept their low volatile coal 
from competing with hard coal, for the favor of New Eng- 
land consumers. The allegation of the Agricultural Conference 
that it takes money to present a case to the Commission is 
well illustrated by what was done in that case. The Com- 
mission spent thousands. So did the coal operators. Suppose, 
it has been suggested, that the case results in putting low 
volatile West Virginia coal into New England; would the Penn- 
sylvania operators have a right to demand help from the Com- 
mission to make out a case for them that would put their coal 
into markets now held by the West Virginians, and, if not, 
why not? A. Wi 3. 


PULLMAN SURCHARGE BILL 


The Trafic World Washington Bureau 


Representative McLaughlin of Nebraska has obtained ap- 
proximately thirty signatures to a petition asking the House to 
take from the House interstate commerce committee the bill 
passed by the Senate last year providing for elimination of the 
surcharge on travel in Pullman cars. One hundred and fifty 
signatures must be obtained before the petition can be brought 
before the House for action. The House committee has taken 
no action on the surcharge bill. If the necessary number of 
signatures is obtained and the House approves the petition, the 
surcharge bill could be taken up February 16 and March 2. 


SHIPSTEAD BLOCKS INTEREST BILL 


The Senate almost passed the bill authorizing a reduction in 
the rate of interest on railroad indebtedness to the government, 
under certain conditions, January 31, when Senator Shipstead, of 
Minnesota, objected. Bills were being considered under un- 
animous consent and the Shipstead objection prevented further 
consideration of the bill at that time. 

Senator Watson, of Indiana, asked Senator Shipstead if he 
would consent to consideration of the bill if it did not lead to 
long debate, adding that the measure was one of great import- 
ance. Senator Shipstead said that it struck him that the bill 
involved a change in policy of the government and that it should 
be discussed briefly. He then objected to immediate considera- 
tion and the bill was passed over. 

The Republican steering committee of the Senate has de- 
cided to press the bill for passage at this session. 


SUSPENDED TARIFFS 


In I. and S. No. 2326, the Commission has suspended from 
January 31 until May 31 schedules as published in WLeland’s 
I. C. C. No. 1726. The suspended schedule proposes to increase 
the rates on alfalfa hay from all stations on the Pecos Valley 
Southern Railway, and from Fort Stockton, Tex., to New Orleans 
rate points in Louisiana, and from El] Paso, Tex., to Lumber- 


ton, Hattiesburg, Laurel and Meridian, Miss. The following is 
illustrative: 


From Present Proposed 
El Paso, Texas, to Hattiesburg, Miss. ............ 61 6914 
Saragosa, Texas, to New Orleans Rate Points..... 60 $76 *6§6314 


Balmorhea, Texas, to New Orleans Rate Points... 6114 $76 *65 
* Applicable only to New Orleans rate points on the T. & P. Ry., 
in Louisiana. 


t Applicable to New Orleans rate points in Louisiana other than 
on the T. & P. Ry. 
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In I. and S. No. 2327, the Commission has suspended from 
February 1 and 15 until June 1 schedules contained in Atchison, 
Topeka & Santa Fe I. C. C. No. 10032 and Oklahoma City-Ada- 
Atoka Railway Company I. C. C. No. 8. The suspended sched- 
ules propose to establish transit privileges at Ada, Okla. on 
crushed limestone and shale inbound from Lawrence and Lan- 
try, Okla., on the St. L-S. F. Ry. and cement outbound from 
Ada, and provide that the rate applicable on cement from 
the transit point to final destination shall be applicable on 
the outbound shipment, but that refunds would be made on 
the inbound shipments in amounts not exceeding $6.60 per car 
of 80,000 pounds’ capacity and $8.25 per car of 100,000 pounds’ 
capacity. 

In I. and S. No. 2328, the Commission has suspended from 
February 1 until June 1 schedules as published in joint sup- 
plement No. 2 to Boyd’s I. C. C. No. A-1517 and Jones’ I. C. C. 
No. 1576. The suspended schedules propose to increase the 
rate on sand, carloads, from Eau Claire, Wis., to Detroit, Mich., 
via across lake routes. The following is illustrative: 


Sand, carloads, minimum weight 90 per cent of marked capacity 
of car, but not less than 60,000 pounds (rate in cents per 2,000 Ibs): 

From— Present Proposed 
Hau Claire, Wis., t6 Detroit, WHC. occ ccccsccccccceccws 37 

In I. and S. No. 2329, the Commission has suspended from 
February 1 and later dates until June 1 schedules as published 
in various tariffs issued by the Chicago, Milwaukee & St. Paul, 
the Great Northern and the Northern Pacific. The suspended 
schedule proposes to increase the rates on grain and grain 
products, carloads, milled at points in Montana, Oregon and 
Washington, when the product is destined to points in Cali- 
fornia by charging 2% cents per 100 pounds for the privilege 
of milling in transit at directly intermediate points where at 
present no charge is assessed, and to increase to 2% cents 
per 100 pounds the charge now assessed at milling points where 
an out-of-line haul is involved, and where the charge is less 
than 2% cents per 100 pounds. 

In I. and S. No. 2330, the Commission has suspended from 
February 2 until June 2 schedules as published in supplement 
No. 12 to Speiden’s I. C. C. No. 754. The suspended schedules 
propose changes in the rates on lumber, carloads, from Mis- 
sissippi Valley points in Alabama, Louisiana and Mississippi to 
destinations on the Norfolk & Western Railway, Front Royal, 
Va., to Shenandoah Junction, W. Va., inclusive, and to destina- 
tions on the Southern Railway, Rixlew to Harrisburg, Va., inclu- 


sive, which result in both increases and reductions. The folk 
lowing is illustrative: 


ToN. & W. Ry. stations Front Royal, Va., to Shenandoah Jct, W. Va. 


From— Present Proposed 
MIRIE,, CTS. coi cnc: 4: Gcauias ec oibsbieve one ol hearer eres rarwlelemimaleerataeers 43 5 
Te CE, BM. Slade oc scd ccm esieririwacwcoeswesions 4914 45 


In I. and S. No. 2332, the Commission has suspended from 
February 5, until June 5, schedules as published in Seaboard 
Air Line I. C. C. No. A-7033, and Agent F. L. Speiden’s tariff 
I. C. C. No. 851. The suspended schedules propose to cancel 
commodity rates on wet phosphate rock, carloads, originating 
at producing points on the Seaboard Air Line Railway and 
the Florida Central and Gulf Ry. when destined to Jacksonville, 
Fla., for export or reshipment, which would result in increased 
rates. 

In I. and S. No. 2331, the Commission has suspended, from 
February 8, until June 8, schedules as published in Atlantic 
Coast Line I. C. C. No. B-2334. The suspended schedule pro- 
poses to restrict the rates on phosphate rock, carloads, from 
stations on the Atlantic Coast Line Railroad in Florida, to Knox- 
ville, Tenn., to apply only via Atlantic Coast Line Railroad 
to Jesup, Ga., Southern Ry. beyond, while the present rates are 
applicable via all routes in connection with carriers parties to 
the tariff. 

In I. and S. No. 2333, the Commission has suspended from 
February 5, until June 5, schedules as published in supplement 
No. 53 to Leland’s I. C. C. No. 1561 and in his I. C. C. No. 1732. 
The suspended schedules propose to cancel commodity rates 
on petroleum and its products from Louisiana and Texas points 
to certain Kansas and Oklahoma destinations and to apply 


higher class or commodity rates in lieu thereof. The following 
is illustrative: 


From— Present Proposed 
Ft. Worth, Tex., to Garden City, BORG: «.cccccccvecs 34 524 
Gates, “Eex.. ‘to TAME, (CRA. ac cscs. csss.sodescdeces 34 37% 





COMMISSION ANSWERS SENATE 
The Senate has published, as a document, a letter from 
Chairman Aitchison transmitting the Commission’s answer to 
Senator Copeland’s resolution asking for information about sup- 
plement No. 33 to Consolidated Freight Classification No. 3 (see 
Traffic World, January 31, p. 274). The answer sets forth that 
the proposed ratings on foods in metal cans arose out of the 
decision in Indian Packing Corporation vs. Director-General, 93 
I. C. C. 400, and that the increased ratings had been suspended 

in I. and S. No. 2324, from January 30 to May 30. 
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TRANSIT PERMISSIBLE 


In No. 15141, Maloney Tank Manufacturing Company vs. 
Baltimore & Ohio et al., mimeographed, the Commission found 
that fabrication in transit, at Tulsa, Okla., of steel plates 
shipped from Gary, Ind., to Sunburst, Mont., at the through 
rate from Tulsa, plus the fabrication charge of two cents per 
100 pounds, was permissible under the tariffs, provided the 
route of movement did not necessitate a back haul. It directed, 
put did not order, the refund of overcharges and dismissed the 
complaint. The complainatn alleged that the charges on three 
carloads of plates, from Gary, Ind., to Tulsa, fabricated in transit 
and reshipped to Casper, Wyo., and Sunburst, Mont., were unrea- 
sonable and illegal, in violation of the first and tenth sections 
of the interstate commerce law. At the hearing, the report 
said, the Casper shipment was eliminated. The complainant, 
the report said, asked the Commission to determine whether the 
tariffs permitted fabrication in transit, and to award reparation. 

The transit items used the customary language supposed 
to confine transit to freight moving “in direct line of transit” 
and a witness for the Frisco considered that Tulsa was not “in 
direct line of transit” from Gary to Sunburst. In discussing and 
disposing of the case the Commission said: 


The tariff naming the applicable rates from Gary to Sunburst 
carried no limitation with respect to routes. But defendant’s wit- 
ness considers that the movements over the Frisco from Kansas City 
to Tulsa and réturn, and from St. Louis to Tulsa and thence to 
Kansas City, are unreasonably circuitous, and that Tulsa is not “in 
direct line of transit’? with respect to shipments from Gary to Sun- 
burst. He urges, therefore, that the fabrication arrangement can- 
not be granted under the joint rates. aed 

Rates between any given points, where no restriction is made 
as to routing, apply over all routes of the carriers parties to the 
tariff naming the rates, whether such routes are circuitous or not, 
if there be no back haul. Likewise transit arrangements applicable 
in connection with such rates, where no special restriction as to 
transit is contained in the tariff, are coextensive with the routes 
over which the rates apply, provided routes are not employed which 
necessitate a back haul. Complainant therefore was entitled to the 
fabrication arrangement at Tulsa on the shipment which moved 
through St. Louis at the applicable $2.185 rate from Tulsa to Sun- 
burst, constructed 49 cents Tulsa to Kansas City, plus $1.695, Kan- 
Sas City to destination, plus the 2-cent per 100 pounds transit charge. 
That rate is applicable because it is the highest of the alternative 
rates, origin to final destination, origin to transit point, or transit 
point to final destination, named in the tariffs. The joint rate of 
$1.785 alleged by complainant to have been applicable did not apply 
= tanks but only on shipments of sheet iron or materials for metal 
umes. 

Complainant was not entitled to transit on the shipment which 
moved through Kansas City to Tulsa and thence back to Kansas 
City as the through rate did not apply over that route, necessitating 
as it did a straight back haul. Complainant did not route the ship- 
ment through St. Louis and the Chicago & Alton complied with the 
routing instructions when it delivered the shinoment to the Frisco at 
Kansas City. As seen, these instructions provided only that the 
car move to Tulsa in connection with the Frisco. Defendants did not 
know that the shipment was to have transit service at Tulsa and 
did not misroute the car. The applicable combination of locals was 
81 cents from Gary to Tulsa and $2.145 from Tulsa to Sunburst. 
These rates were collected. 

We find that the rate of $2.955 assessed on the shipment which 
moved to Tulsa through Kansas City was applicable; that on the 
shipment which moved through St. Louis the applicable rate was 
$2.185 plus the 2-cent fabrication charges; that the complainant made 
this shipment as described, paid charges thereon that were illegal, 
and is entitled to a refund thereof in the amount of $338.44, with in- 
terest. No order will be issued herein but defendants are expected 


to so the outstanding overcharges. The complaint will be dis- 
missed, 


SLIGO RULE APPLICATION 


The Commission, in No. 15106, Pendleton & Gilkey et al. vs. 
Director-General, Canadian Northern et al., made an application 
of the rule in the Sligo Iron Store case to the facts disclosed as 
to the shipments of cedar poles and posts, in 1919 and 1920, while 
the railroads were under federal control, and while the rule for 
making rates by combination was undergoing changes. It found 
the rates assessed on shipments originating on the Minneapolis 
& Rainy River and the Minneapolis, Red Lake & Manitoba and 
destined to points in Minnesota, Iowa, Illinois, the Dakotas and 
— were applicable, in some instances, and inapplicable in 
others, 

It specifically held the “holding out here was by the Director- 
General” and that he should make the reparation. The Minne- 
apolis, Red Lake & Manitoba, one of the two short lines that 
connect with the Great Northern, the Soo Line, and the Minne- 
sota & International, either at Deer River at Bemidji, Minn., 
asked that if the Commission found that reparation should be 
made that a specific finding be made that it was not subject 
“to any liability” therefor. 

The Commission was at pains to say that it was not to be 
understood as intending, in this decision, to qualify, in any 
degree, the principle announced in the Sligo case. It said that 
the fact that the application of the rule was limited to certain 


Comm 
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rates differentiated this case from the case in which the sligo 
rule was announced. The report recites that tariff publications 
affecting the applicability of the combination rule in this case 
were made on February 15 and March 15, 1919, and those dates 
appear in the findings as dividing lines. The findings are as 
follows: 


1. That the rates assessed on the shipments which moved prior 
to February 15, 1919, were inapplicable and that the rates applicable 
were those made by use of the combination rule published in the 
tariffs naming the rates from Bemidji and Deer River. 

2. That the rates assessed on the shipments which originated 
at points on the Minneapolis & Rainy River and moved on and after 
February 15, 1919, were applicable. al 

3. That the rates assessed on the shipments which originated 
at points on the Minneapolis, Red Lake & Manitoba and moved be- 
tween February 15 and June 29, 1919, both inclusive, were applicable 
except on those from Spur 28, Minn., shown in the following table: 


To Date of Rate Rate 
Shipment Assessed Applicable 
(cents) (cents) 
Cherokee, Iowa Feb. 21, 1919 34.5 34 
Bancroft, Iowa Apr. 12, 1919 31.5 30.5 
Alta, Iowa May 17, 1919 34.5 34 


4. That the rates assessed on the shipments which originated at 
points on the Minneapolis, Red Lake & Manitoba and moved on and 
after June 30, 1919, were inapplicable and that the rates applicable 
were those made by use of the combination rule published in Agent 
Morris’ tariff I. C. C. No. U. S. 1 to which reference was made in 
the tariffs naming the rates from Bemidji. 

We further find that Complainants F. H. Pendleton and F. H. 
Gilkey, trading as Pendleton & Gilkey, made the shipments as de- 
scribed and paid and bore the charges thereon at the rates herein 
found inapplicable; that they were damaged thereby in the amount 
of the difference between the charges paid and those which would 
have accrued at the rates herein found applicable; and that they are 
entitled to reparation with interest. They should comply with rule 
V of the Rules of Practice. 

The Minneapolis, Red Lake & Manitoba asks that if we find that 
reparation should be awarded we specifically find that it is not sub- 
ject ‘“‘to any liability” therefor. In the Sligo case, supra, we said: 

“The carriers which performed the transportation from Coketon 
to Kansas City were entitled to, and under the decision would re- 
— their full local rates, the decision in no way affecting those 
actors.” 

The holding out here was by the Director General and the repara- 
tion to which complainants are entitled should be made by the Di- 
rector General, as Agent. 


WRITTEN NOTICE REQUIRED 


A written notice of the arrival of cars, as a condition prec- 
edent to the collection of demurrage charges, hereafter, appar- 
ently will be the invariable rule because, in James C. Davis, 
plaintiff in error, vs. George D. Henderson (See Traffic World 
November 1, 1924, p. 956), the Supreme Court of the United 
States, passing on the question whether written notice that cars 
were needed by a shipper was required, in effect, said that no 
rule in a tariff could be waived. In that case the shipper testi- 
fied that he had orally requested the station agent to furnish 
cars. 

The Commission, in disposing of No. 14933, Campbell Con- 
struction Company vs. LaCrosse & Southeastern, mimeographed, 
announced that, in its opinion, the doctrine laid down in the 
Henderson case was controlling in this one. It found that de 
murrage charges on carload shipments of various commodities, 
chiefly sand, gravel and crushed rock, held near Viroqua, Wis., in 
September and October, 1922, were inapplicable because of lack of 
written notice of the arrival of the cars, as provided by the tariff. 
The Wisconsin Highway Commission, the report said, failed to 
supply the necessary quantity of cement to carry on the highway 
construction work undertaken by the complainant. While the 
contractor was waiting for cement, 165 carloads of other mate- 
rial arrived but could not be delivered because they exceeded the 
capacity of the complainant’s siding. The cars were placed on 
the carrier’s storage track and demurrage assessed under the 
average agreement. The complainant relied, for its defense, on 
the failure to give written notice of the arrival of the cars. The 
Commission in disposing of the case said: 


The evidence shows that complainant’s representatives were noti- 
fied orally by defendant’s agent of the daily arrival and accumula- 
tion of cars at Viroqua; that upon arrival of the cars expense bills 
covering freight charges thereon were taken to complainant’s office 
and verified by complainant’s representatives; and that written no- 
tice was given for cars placed on defendant’s storage tracks at 
Westby, Wis., a point about 7.5 miles north of Viroqua. The record 
clearly establishes that complainant had actual notice of arrival of 
the cars, and no objection was offered to the method of giving such 
notice prior to the filing of this complaint. Defendant’s witness testi- 
fied that complainant admitted knowledge of the accumulation of 
demurrage on the cars held for delivery but preferred to pay de- 
murrage rather than be without the material when needed. 

Defendant contends that although the notice of arrival did not 
fully comply with the letter of defendant’s demurrage rules, the ab- 
sence of written notice was not the proximate cause of delay in 
unloading and releasing the cars and did not in any way prejudice 
complainant in the premises, and that the giving of oral notice of 
the arrival of cars was according to a custom and understanding 
between complainant and defendant. 


We have heretofore found that demurrage charges assessed under 
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similar circumstances were applicable and not unlawful. Bartles- 
ville Zinc Co. vs. Director General, 74 I. C. C., 26, International 
Paper Co. vs. Director General, 74 I. .C. C., 34. But we view the 
doctrine of Davis vs. Henderson, U. S., Advance Opinions, Novem- 
ber 15, 1924, page 22, decided October 27, 1924, as controlling. There 
a shipper of cattle brought an action in a state court for damages 
against an interstate carrier then under Federal control for failure 
to furnish a car within a reasonable time after notice. The defense 
was that the shipper had not complied with the rule, published in a 
tariff duly filed with us, which provided that orders for cars must 
be placed with the local agent in writing. Written notice was not 
given, but plaintiff was permitted to testify that he had notified 
the station agent orally, and that the agent had accepted his oral 
notice. The trial court refused to instruct the jury that the shipper 
could not recover without proving a notice in writing. Complainant 
obtained the judgment and it was affirmed = the highest court of 
the state. The Supreme Court in reversing the judgment, said: 

“There is no claim that the rule requiring written notice was 
void. The contention is that the rule was waived. It could not be. 
The transportation service to be performed was that of common car- 
rier under published tariff. The rule was a part of the tariff.” 

We find that the demurrage charges assailed were inapplicable; 
that complainant made the shipments as described and paid and 
bore the charges herein found inapplicable; that it was damaged 
thereby in the amount of such charges; and that it is entitled to 
reparation in the amount thereof, with interest. Complainant should 
comply with Rule V of the Rules of Practice. 


Commissioner Hastman dissented, with Commissioner Esch 
joining in that dissent. He said he doubted whether the deci- 
sion in the Henderson case required the reversal of the cases 
in which the Commission had held the failure to give written 
notice of the arrival of cars did not prevent the collection of 
demurrage. He said that the case before the court involved 
only common carrier duty of furnishing transportation, and that 
such damage as accrued from the alleged failure to perform that 
duty was private rather than public in its nature. He said that 


the complaint in this case was not colored even with a tinge of 
equity. 





NEW ENGLAND MAIL PAY 


The Commission, in No. 9200, the Railway Mail Pay Case, 
opinion No. 10076, 95 I. C. C., 204-8, on re-argument, has found 
that rates of mail pay for the transportation of mail matter by 
the applicant New England carriers, from February 25, 1921, to 
December 12, 1923, both inclusive, were unreasonable. It found 
that the fair and reasonable rates for services rendered by the 
applicants, on and after December 13, 1923, were the fair and 
——— rates for the service rendered on and after February 

In the first report in this proceeding, 85 I. C. C., 157, Decem- 
ber 13, 1923, the Commission said it found, upon re-examination 
of the facts and circumstances surrounding mail transportation 
in New England, that the existing rates were inadequate. It 
prescribed increased rates for the future to be made effective 
December 13, 1923. It said it denied the request of the carriers 
for findings as to rates of pay rendered from September 1, 1920, 
or from February 25, 1921, the date upon which their application 
was filed to the date when the increased rates became effective. 
Upon request of the carriers for re-argument with respect to the 
denial of the request, the case was reopened and argument had 
on that point solely. 

The postmaster general, the report said, contended the Com- 
mission was not authorized by the act giving it jurisdiction to 
make the requested readjustment. The carriers, the Commission 
said, waived the question of increased rates from September 1, 
1920. to February 25, 1921, the day upon which they filed their 
application. 

The Commission said that the future period contemplated 
by the application was that commencing with the filing of the 


application. Continuing and stating its conclusion the Commis- 
sion said: 


The space and cost data and other facts presented were of this 
period and were obtained in this period. The extent of the data com- 
piled and the nature of the studies thereof necessarily required a 
considerable time for adequate preparation and presentation to us 
at subsequent hearings. Upon the record thus made we reached the 
conclusion and made the finding that the existing rates of mail pay 
were inadequate. This finding is clearly applicable to the rates in 
effect during the period the matter was before us, beginning with 
the filing of the carriers’ application, as well as to the period sub- 
sequent to our order of December 13, 1923, in which we gave effect 
to our findings and published the increased rates which we deter- 
mined to be fair and reasonable. We are of the opinion that we 
may so find. 

We, therefore, find that the rates of mail pay for the service ren- 
dered by the applicant carriers on and after February 25, 1921, were 
not fair and reasonable and that the rates fixed and determined by 
us to be fair and reasonable for services rendered by the applicants 
on and after December 13, 1923, were the fair and reasonable rates 
for the service rendered on and after February 25, 1921. 


NEWSPRINT RATES 


In a mimeographed report on No. 14072, Western Newspaper 
Union et al vs. Atchison, Topeka & Santa Fe et al., the Commis- 
sion found the rate on newsprint paper, in carloads, from Alex- 
andria, Ind., to Omaha and Kansas City unreasonable for the 
future. It found rates on newsprint, printing paper and certain 
other kinds of paper, in carloads, from manufacturing points in 
Minnesota, Wisconsin, upper Michigan and in central and eastern 
territories, to Omaha and Kansas City, not unreasonable. It de- 
nied claims for reparation based upon rates prescribed in Min- 
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nesota & Ontario Paper Company vs. Northern Pacific, 66 I. C. C., 
571 (known as the Paper Case), as to certain points and allowed 
reparation as to others. In deciding the case the Commission 
said: 


We find that the rates assailed to Omaha and Kansas City, 
except on newsprint from Alexandria, are not shown to be unreason- 
able; that the rate assailed on newsprint from Alexandria to Omaha 
and Kansas City has not been unreasonable in the past, but for the 
future will be unreasonable to the extent that it may exceed 39 cents; 
and that the rates charged on envelopes from Waukegan to Moor- 
head were unreasonable to the extent that they exceeded the aggre- 
gate of intermediate rates contemporaneously in effect from and to 
these points. 


The rates prescribed in the Paper case brought about reductions 
in the rates on newsprint to Des Moines, Omaha, Council Bluffs, 
Lincoln, Kansas City and Sioux City, increases in the rates on print- 
ing paper from the Fox River and northern Wisconsin groups and 
certain other points related thereto to Des Moines, Omaha, Council 
Bluffs and Kansas City and from Fox River group to Sioux City and 
Lincoln, and increases in the rates on writing paper from the Fox River 
and northern Wisconsin groups to Des Moines. The rates prescribed 
on newsprint from International Falls to Des Moines and Sioux City, 
and from the northern Wisconsin group to Kansas City, represented 
increases in the rates from and to these points considered in that 
case. Increases as well as reductions were reflected in the rates to 
these destinaticns from points east of the Mississippi River which 
were established following the revision made in the rates west of the 
river. Although most of the shipments to these destinations on which 
reparation is asked consisted of newsprint, there were also numerous 
shipments of printing paper and wrapping paper and some of writing 
paper. The law, of course, affords no remedy to defendants with 
respect to shipments of printing and other classes of paper which 
moved at rates which are less than those found reasonable. It 
would be manifestly unfair, therefore, to require defendants to make 
reparation on the classes of paper on which the rates to these points 
were reduced. We have frequently declined to award reparation 
where increases as well as reductions in rates result from a general 
readustment such as the one in question. Sunderland Bros. Co. vs. 
A. T. & S. & Ry. Co., 48 I. C. C., 377; Delaware, Lackawanna & 
Western Coal Cos. vs. R. R. Co., 46 I. GC. C., 506, and cases there 
pea Reparation is denied on shipments to all of the points above 
named. 


The rates to the other destinations Fong in the Paper case 
and the rates from eastern points based upon the revision made in 
the rates west of the Mississippi River, with possibly some minor 
exceptions, resulted in reductions in the rates on all classes of paper. 
To certain of these destinations reparation was awarded in the 
Paper case. Reparation is asked on shipments of newsprint from 
Alexandria to Memphis, but the evidence of record is insufficient to 
warrant a finding that the applicable rates on these shipments were 
unreasonable. The record indicates that charges were assessed at 
rates of 38.5 and 53.5 cents on two of these shipments which moved 
December 17, 1920, and March 10, 1921, respectively. The applicable 
rate was 35.5 cents, and these shipments were therefore overcharged. 
We find that from August 26, 920, to June 30, 1922, inclusive, prior 
to August 26, 1920, and on and after July 1, 1922, the rates assailed 
to these destinations other than Memphis were unreasonable to the 
extent that they exceeded during the first-named period, the rates 
from and to the same points and on the same commodities prescribed 
in the Paper case and to points covered by, but not specifically named 
in, that case, rates that were established in harmony with the rates 
therein fixed, and from points east of the Mississippi River not em- 
braced in the Paper case to the same destinations, to the extent that 
they exceeded the rates from and to the same points and on the same 
commodities, reflecting the revision in the rates west of the river 
prescribed in that case or established in harmony therewith; and 
during the second and third periods, rates made by deducting from 
the aforesaid rates the percentage of increase authorized by us on 
July 29, 1920, and 10 per cent, the general reduction of July 1, 1922, 
respectively. 


Complainant Western Newspaper Union paid the freight charges 
on shipments of printing paper and book paper consigned by the 
Hammermill Paper Company from Erie, Pa., to Moorhead, Pa., Little 
Rock, Oklahoma City, and Wichita, but deducted them from the cost 
price of the paper in making settlement with the consignor. At the 
hearing it filed an assignment to it by the Hammermill Paper Com- 
pany of all the latter’s right and interest in any reparation that may 
be awarded herein. 


We further find that shipments were made from and to the points 
indicated in the second and fourth preceding paragraphs; that com- 
plainants paid and bore the charges thereon, except on _ printing 
paper and book paper from Erie to Moorhead, Little Rock, Okla- 
homa City, and Wichita; that, subject to the qualification hereinafter 
stated, they and, as to the above-excepted shipments, the Hammer- 
mill Paper Company, have been damaged in the amount of the 
difference between the charges paid and those that would have ac- 
crued at the rates herein found reasonable; and that complainants, 
including the Western Newspaper Union as assignee of the Hammer- 
mill Paper Company, are entitled to reparation and interest. . The 
claims of the Western Newspaper Union include shipments of news- 
print from Ladysmith, Wis., and Cloquet, Minn., to Oklahoma City 
on which reparation was awarded in No. 11846, Oklahoma Publishing 
Company vs. Director General, as agent, et al., report of which is 
embodied in the Paper case. That complainant is not entitled to 
reparation herein on any of such shipments. Complainants should 
comply with Rule V of the Rules of Practice. 





TALC RATES UNREASONABLE 


A finding of unreasonableness, an award of reparation and 
an order establishing new rates, not later than March 18, have 
been made in No. 15544, Standard Mineral Company, Inc., et al. 
vs. Norfolk Southern et al., mimeographed, as to rates on talc, 
carloads, from Hemp, N. C., to Jacksonville, Fla., York and: Phil- 
adelphia, Pa., Manville, N. J., East St. Louis and Vandalia, Ill., 
in the period of two years next preceding the filing of the com- 
plaint. The Commission said the rates were not unjustly dis- 
criminatory or unduly prejudicial. It said present rates from 


Hemp to Vandalia were not unreasonable or otherwise unlawful 
but that to Manville, over the direct route of the Pennsylvania 
and its connections beyond Norfolk, Va., they were unreasonable. 
The order in the case relates to the rate to Manville over the 
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route of the Pennsylvania. 


The Commission’s findings are as 
follows: 


We find that the rates assailed were not unjustly discriminatory 
or unduly prejudicial but were unreasonable to the extent that they 


exceeded the following rates per net ton, minimum 50,000 pounds: 
Prior to On and after 


0 July 1, 1922 July 1, 1922 
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We further find that the present rate to Vandalia is not un- 
reasonable, but that the present rate to Manville over the Norfolk 
Southern to Norfolk and the Pennsylvania and its connections in 
the direct route beyond is, and for the future will be, unreasonable 
to the extent that it exceeds, or may exceed, $5.22 per net ton, mini- 
mum 50,000 pounds. 

We further find that the Standard Mineral Company, Inc., made 
the shipments as described; that it bore the charges on the ship- 
ment to Manville, York and East St. Louis, and on six cars to 
Vandalia; that the Ford Roofing Products Company paid and bore 
the charges on six cars to Vandalia; that these complainants have 
been damaged thereby in the amount of the difference between the 
charges paid and those which would have accrued at the rates herein 
found reasonable; and that they are entitled to reparation with 
interest. They should comply with rule V of the Rules of Practice. 


EX-RIVER COAL RATES 


In a mimeographed report on No. 15184, E. T. Slider vs. 
Baltimore & Ohio et al., the Commission found rates on ex- 
river coal from New Albany, Ind., to other points in Indiana 
unreasonable and directed the filing of new rates on or before 
Aprii 10. The complaint alleged that the rates applicable from 
New Albany to points on their lines in Indiana on bituminous 
coal originating in Kentucky and West Virginia and barged to 
New Albany, were excessive and unreasonable for application 
as proportional rates. The prayer was for reasonable rates for 
the future. The Commission’s finding is ag follows: 


We find that defendants’ rates for the interstate transportation 
of bituminous coal, in carloads, when coming off the Ohio River, from 
New Albany, Ind., to other points in Indiana on their respective lines, 
are and for the future will be unreasonable to the extent that they 
exceed the rates per ton of 2,000 pounds set forth in the following 
table for the respective distances shown: 


Reasonable maximum 


_Distance rates to apply 
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COTTON OVERCHARGED 


The Commission, in No. 14891, George H. McFadden & 
Brother’s Agency vs. Director-General, mimeographed, has found 
that shipments of cotton, from Blythe, Calif., to Galveston, Tex., 
compressed in transit, originating prior to February 15, 1919, 
and on and subsequent to September 10, 1919, were overcharged 
and has awarded reparation. The report also covers a sub- 
number, Edward M. Fowler vs. California Southern, Director- 
General et al. The Director-General was held to have over- 
charged the shipments under the principle laid down in the 
Sligo Iron Store case. The consignor was held to be entitled 
to the reparation because the consignee had charged back the 
freight physically paid by him to the account of the consignor. 


NEW PIPE RATES ORDERED 


A finding of unreasonableness, an award of reparation and 
an order requiring the publication of new rates not later than 
March 6, have been made in No. 15025, Humble Oil and Refining 
Co. vs. Missouri Pacific et al., mimeographed, as to rates and 
charges on wrought iron and steel pipe from Cisco and other 
points in Texas common point territory, to points in the Little 
Rock-Fort Smith group in Arkansas, chiefly Eldorado and 
Smackover. The report also covers two sub-numbers, namely, 
Farish-Watts-Collins, Inc., vs. Same, and Texas Company and 
Texas Pipe Line Co. vs. Cisco & Northeastern et al. Ninety- 
two carloads were shipped. The complaints alleged that com- 
modity rates of 67.5 before and 61 cents after July 1, 1922, were 
and are unreasonable. The complainants asked reparation to the 
basis of 50.5 and 45.5 cents. The Commission held the 67.5 
cent rate unreasonable to the extent it exceeded 56.5 cents 
and the 61 cent rate unreasonable to the extent it exceeded or 
may exceeed, in the future, 51 cents. The 51 cent rate is to be 
established not later than March 6. 





OVERCHARGE REPARATION 


The Commission, in a mimeographed report on No. 14849, 
S. W. Thaxter & Co. vs. Director-General, has found that com- 
bination rates assessed on grain and grain products, on ship- 
ments made in the period of federal control, from points west 
of Buffalo, N. Y., to destinations in Washington and Somerset 
counties, Maine, milled in transit, were not applicable. The 
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combinations consisted of the rates to the milling point and 
the proportionals of the Maine Central beyond Washington 
Junction and Oakland, Me. The proportionals alone were at- 
tacked, the complainant contending that rates referred to in 
certain billing books, including Grand Trunk, I. C. C. No. A-1503 
and Shallenberger’s I. C. C. No. 13, took precedence over the 
proportionals. They were arbitraries lower than the pro- 
portionals. The Commission held the rates in the billing 
books should have been used. A question as to whether an 
informal filing had been sufficient to stop the running of the 
statute of limitations was raised by the Director-General. The 
Commission said that the informal filing showed that the cor- 
poration paid the overcharges and that it was immaterial 
whether the filing was authorized by William Thaxter, formerly 
president of the corporation, who had sold his stock, but who 
was to have the refund of the overcharges, if obtained. He 
authorized his son to proceed with the claims, the report said, 
and the son authorized the Industrial Traffic Bureau to obtain 
refund. The informal filing showed the bureau as claimant, 
but the expense bills showed the corporation as having paid 
the charges and that the bills were filed with the Commission 


and returned by it to the bureau for the preparation of the 
formal complaint. 


STEEL PLATE CASE 


The Commission has dismissed No. 15418, Maloney Tank 
Manufacturing Company vs. Chicago & Eastern Illinois et al., 
mimeographed, on a finding that the applicable rates on steel 
plates, carloads, shipped between January 1 and June 30, 1922, 
from Gary, Ind., to Tulsa, Okla., there fabricated into knocked 
down steel tanks, and reshipped to New Orleans, for export, 
were not unreasonable. 


GREEN PEAR CASE DISMISSED 


An order of dismissal has been made in No. 15169, Pacific 
Adjustment Company vs. Oregon-Washington Railroad & Navi- 
gation et al, mimeographed, the Commission finding rates 
charged on green pears, in carloads, from Sunnyside, Grand 
View and Yakima, Wash., to San Francisco and Campbell, 
Calif., applicable. It said that both complainant and defend- 
ants were in error, in construing the tariff involved so as to 
permit the application of proportional rates mentioned therein. 
It said the rate of 94.5 cents to San Francisco and $1.025 to 
Campbell were the proper ones to have applied. 


REPARATION ON LOGS 


Reparation has been awarded in No. 13499, Knoz Box and 
Lumber Company vs. Director-General, Minneapolis, St. Paul & 
Sault Ste. Marie, et al., mimeographed, on a finding of unrea- 
sonableness as to rates on logs, shipped from Goodrich, Whit- 
tlesey, Park Falls, and Rib Lake, Wis., to Black Creek, Wis., 
in the period of federal control, shipments being made between 
March and November, 1918. The Commission found the rates 
unreasonable to the extent they exceeded 6 cents from Good- 
rich and Whittlesey, 7.5 cents from Rib Lake, and 8.5 cents 
from Park Falls. 


RATES NOT UNREASONABLE 


The Commission has dismissed No. 14848, Peerless Carbon 
Black Company vs. Arkansas & Louisiana et al., mimeographed, 
finding rates on second-hand carbon black houses, iron or steel, 
knocked down, second-hand iron and steel articles, and second- 
hand machinery, in mixed carloads, from Wilsonburg, W. Va., 
to Guthrie and Swartz, La., of $1.31 to Guthrie and $1.28 to 
Swartz not unreasonable. 


REPARATION AWARDED 


In a second report on No. 14351, Traffic Bureau of Phoenix 
Chamber of Commerce et al. vs. Atchison, Topeka & Santa Fe 
et al., mimeographed, the Commission, acting on its former 
report, in 88 I. C. C. 178, has awarded reparation to the Ari- 
zona Grocery Company, Melczer Company and James A. Dick 
Company, on account of unreasonable rates on canned goods, 
including canned salmon and canned and preserved fruits, from 
Portland, Ore., and Seattle, Wash., or points taking the same 
rates, to Phoenix, Ariz. 


PORTABLE TRACK RATE 

The Commission has dismissed No. 14817, State of Arizona, 
ex rel Arizona Corporation Commission vs. Arizona Eastern 
et al., mimeographed, finding, on the authority of Lakewood 
Engineering Co. vs. B. & O., 88 I. C. C. 588, that a commodity 
rate of $2.255 on portable railway track, from Tullytown, Pa., 
to Phoenix, Ariz., assessed on shipments made in October and 
November, 1921, was not unreasonable. 


COTTON GOODS CASE 


An order of dismissal has been made in No. 15566, A. Berk- 
man vs. Pennsylvania et al., mimeographed, the Commission 
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finding the rates on cotton goods in the original piece, any 
quantity, between Philadelphia, Pa., and Bridgeton, N. J., not 
unreasonable or otherwise unlawful. The complaint alleged the 
rates were unreasonable and unduly prejudicial in that they 
exceeded the rates contemporaneously in effect from Philadel- 
phia to Millville and Mays Landing, N. J. 


CEMENT INCREASES FORBIDDEN 


A finding of non-justification has been made in I. and S. 
No. 2251, cement from Oklahoma to Texas, and parts of fourth 
section application No. 627, mimeographed, as to increases pro- 
posed in rates on cement from Ada, and Hartshorne, Okla., to 
points in Texas. The Commission said no evidence was sub- 
mitted in support of the fourth section application and fourth 
section relief was denied in fourth section order No. 9075 as 
of May 25, 1925. 


SOFT COAL REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 15640, Beacon Coal Company vs. Director- 
General, New York Central et al., mimeographed, as to rates 
and charges thereunder on bituminous coal from Panhandle, O., 
to Mingo Junction, O., in the period of federal control. The 
Commission found the rate unreasonable to the extent it ex- 
ceeded $1. The complaint was that it was unreasonable, un- 
justly discriminatory and unduly prejudicial to collect the 
combination of $1.40. 


FERROMANGANESE RATE 


The Commission has dismissed No. 14128, D. Fairfax Bush et 
al. vs. Director-General, Northern Pacific et al., mimeographed, 
holding the rate assessed on 6 carloads of ferromanganese 
shipped from Seattle, Wash., to Minnequa, Colo., in 1919, was not 
unreasonable. Commissioner Campbell dissented, pointing out 
that a rate of 65 cents was published immediately after the ship- 
ments had moved. He contended that if the 65 cent rate was 
reasonable at the time it was established it would have been 
reasonable immediately theretofore, when a rate of 94 cents was 
collected. The shipments were held for a while waiting for 
the publication of the lower rate but finally forwarded at the 
existing rate. 


SUGAR RATE PREJUDICIAL 


A finding of undue prejudice and an order to remove it 
not later than March 20, have been made in No. 13539, Omaha 
Chamber of Commerce, Traffic Bureau, et al. vs. Atchison, To- 
peka & Santa Fe et al., mimeographed, as to the rate on sugar 
from New Orleans to Omaha. It found the rates to Omaha, 
Kansas City and Atchison not unreasonable. The report covers 
a sub-number, Atchison Chamber of Commerce vs. Same, which 
was dismissed. The finding was that the rate to Omaha was 
unduly prejudicial to that point and unduly preferential to St. 
Paul and Minneapolis to the extent that it exceeded the rate 
to the Twin Cities. 

Commissioner Campbell, concurring, said he was reluctant 
to approve a rate from New Orleans to Omaha, no lower than 
to the Twin Cities. For the difference in distance, 182 miles, 
he thought Omaha might well have a rate two cents lower than 
the Twin Cities. However, he said, the difference in degree 
of competition that affected the rate to the Twin Cities as 
compared with that affecting the rate to Omaha was not suffi- 
ciently developed upon this record, to warrant prescribing any 
differential and therefore he said he concurred in the conclu- 
sion reached. 


REPARATION ON COAL 


A finding of unreasonableness and an award of reparation 
have been made in No. 15589, St. Anthony & Dakota Elevator 
Company vs. Denver & Salt Lake et al., mimeographed, as to 
rate on one carload of coal shipped in September, 1922, from 
Mount Harris, Colo., to Dixon, Neb. Charges were collected to 
the basis of $7.065. The Commission said the rate was unrea- 
sonable to the extent it exceeded $6.26 and awarded reparation 
to that basis. Commissioner Eastman dissented, but did not 
write his views. 


COAL INCREASES CONDEMNED 


The Commission, in a mimeographed report on I. and S. 
No. 2267, coal from Evansville, Ind., group to points in Illinois, 
found the Chicago & Hastern Illinois had not justified proposed 
increased rates on bituminous coal, from Evansville, Ind., to 
destinations on its line in Illinois. The proposed increases 
were suspended upon the protests of the Indiana Coal Oper- 
ators’ Association of Terre Haute and the Iliff-Bruff Chemical 
Company of Hoopeston, Ill. The Commission said the respond- 
ent served only one mine in the Evansville district and that 
that one was within the city limits of Evansville. The sta- 
tions to which increases would apply were those from Brewer 
to Momence, Ill., on the carrier’s main line. In justification 
of the proposed rates, the Commission said, the carrier showed 
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that they would compare favorably with the rates on coal which 
moved for similar distances from and to a number of points 
in Central, Eastern and Western Trunk Line territories. The 
protestants contended that, even though the movement from 
Evansville was relatively small, the producer at that point was 
entitled to rates properly related to the rates from the Princeton 
and other coal producing groups. 


SILICATE OF SODA RATE 


Reparation has been awarded in No. 13667, Philadelphia 
Quartz Company of California vs. Director-General, mimeo- 
graphed, on account of an unreasonable combination of raies 
charged on a shipment of silicate of soda from Livny, Calif., to 
Los Angeles, Calif., in November, 1919. A rate of 93 cents, the 
report said, was applicable. Reparation, the report says, was 
asked for the difference between 93 cents and 34.5 cents. Com- 
missioner Lewis, who wrote the report, said that the complain- 
ant conceded that the rate of 34.5 cents, to which reparation was 
demanded, was a depressed one, caused by water competition 
and therefore not the measure of a reasonable rate from Livny 
to Los Angeles. The Commission found the rate of 93 cents 
was unreasonable to the extent it exceeded 48.5 cents. 


COCONUT OLEINE RATING 


A finding of unreasonableness and an order prescribing a 
reasonable rating on coconut oleine, carloads, have been made 
in No. 15405, Best Foods, Inc., formerly the Nucoa Butter Com- 
pany vs. Central Railroad Company of New Jersey et al., mimeo- 
graphed. The Commission found the rating in Southern Classi- 
fication territory, governing rates from Bayonne, N. J., to Suffolk, 
Va., unreasonable but not unjustly discriminatory or unduly 
prejudicial. It said the rating was unreasonable to the extent 
it exceeded the fifth class rating and rates, minimum weight 
30,000 lbs., contemporaneously applicable and that the complain- 
ant was entitled to reparation. The new rating is to be pub- 
lished on or before March 20. 


CHARGES ON CORRUGATED BOXES 


The Commission in a mimeographed report on No. 15631, 
Villines Canning Co. et al. vs. Manufacturers’ Railway Company 
(St. Louis) et al., found unreasonable charges assessed on four 
carloads of corrugated strawboard boxes shipped in July and 
August, 1922, from St. Louis to Urbanette and Green Forest, 
Ark., and awarded reparation. It found the charges were un- 
reasonable to the extent they exceeded those which would have 
accrued at a rate of 53.5 cents, minimum 40,000 pounds. The 
Commission, in disposing of this case, pointed out what it had 
done in Minnesota & Ontario Paper Co. vs. N. P., 66 I. C. C. 571, 
and Memphis Southwestern Investigation, 55 I. C. C. 515, and 
77 I. C. C. 473, in respect of rates on paper and paper articles. 


TAP LINE BAN REMOVED 


’ In a report on the Prescott & Northwestern feature involved 
in I. and S. No. 11, the Tap Line Case, opinion No. 10079, 95 
I. C. C. 235-6, the Commission has found that the principles an- 
nounced in prior reports, 23 I. C. C. 549 and 31 I. C. C. 490, had no 
further application to the Prescott & Northwestern Railroad 
Company. Therefore, it has issued an order dismissing the 
Prescott & Northwestern as a party to the Tap Line proceeding, 
as of December 26, 1924. It said the testimony offered, on further 
hearing, showed that the railroad was no longer operated or held 


in the interest of any timber company or industry on or near 
its line. 


DEMURRAGE FINDING AFFIRMED 


In a report written by Chairman Aitchison on No. 11301, 
Union Bag & Paper Corporation vs. Director-General, as agent, 
opinion No. 10078, 95 I. C. C. 222-34, the Commission has affirmed 
the findings in the original report, 61 I. C. C. 424, as modified by 
the supplemental report in 69 I. C. C. 711, concerning demurrage 
charges on carloads of pulpwood held short of destination under 
constructive placement. The substance of the finding was that 
the charges were not unlawful. The Commission said most of 
the cars were constructively placed by the defendant because of 
the alleged inability of the complainant to receive them due to 
or as a consequence of a fire in its plant at Fenimore, N. Y., in 
July, 1918. The demurrage involved was imposed on cars con- 
structively placed in July, August and September. 

Commissioner Hall dissented as he did in the supplemental 
report, and was therein joined by Commissioners Eastman, Pot- 
ter and Cox. Commission Lewis said he concurred in Mr. Hall’s 
expressions but would go farther in expression of dissent. 


SPINACH CASE DISMISSED 


The Commission has dismissed No. 14664, S. H. and E. H. 
Frost, Inc., et al. vs. Asherton & Gulf et al., mimeographed, 
finding charges collected on spinach, in carloads, from Texas 
points to various destinations, not unreasonable or otherwise 
unlawful. The report and order also cover No. 14918, Iron City 
Produce Co. vs. International & Great Northern et al. The 
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complaint alleged that the charges collected on spinach shipped 
between December, 1920, and January 28, 1922, based on the 
gross weight per basket at the point of origin, including ice, 
were unjust, unreasonable, unduly prejudicial and illegal to 
the extent they exceeded charges which would have accrued 
at an estimated weight of 20 pounds per basket, including ice. 


CEMENT REPARATION 


An award of reparation has been made in No. 15558, Dixie 
Portland Cement Company vs. Nashville, Chattanooga & St. 
Louis et al., mimeographed, on a finding of unreasonableness 
as to the rate on cement from Richard City, Tenn., to Normal, 
Tenn., applied on three carloads shipped in April and May, 1922. 
The Commission found the rate unreasonable to the extent it 
exceeded 1§ cents and ordered reparation to that basis. 


CANNED GOODS CASE DISMISSED 


The Commission has dismissed No. 15599, Jacob Vossler 
Company et al. vs. Elgin, Joliet & Eastern et al., mimeographed, 
finding the rates charged on 17 carloads of canned vegetables 
and condensed milk shipped from points in Wisconsin to Cin- 
cinnati, between August 1, 1920, and November 1, 1921, were 
not unreasonable. The complaint alleged they were unreason- 
able and in violation of the long-and-short-haul part of the 
fourth section. 


STORAGE CHARGES UPHELD 


An order of dismissal has been entered in No. 15127, Henry 
L. Hunter vs. New York, New Haven & Hartford et al., mimeo- 
graphed, the Commission finding that storage charges applicable, 
during winter months, on Eastman heater cars, provided with 
artificial heating apparatus, not unreasonable, unjustly discrimi- 
natory or unlawful. The report also embraces a sub-number 
thereunder, Frank Hewitt et al. vs. New Haven, Director-Gen- 
eral, etc al. The complaint alleged, among other things, that 


the charges on the Eastman heater cars were collected without 
tariff authority. 


ARMY WAGON RATES 


The Commission hag dismissed No. 15053, D. T. Taylor vs. 
International & Great Northern et al., mimeographed, finding 
the rates charged on 50 carloads of army escort wagons, shipped 
from Jeffersonville, Ind., to Laredo, Tex., in August, September 
and October, 1920, were applicable and not unreasonable or 
otherwise unlawful. They were alleged to be illegal, unrea- 
sonable, unjustly discriminatory and unduly prejudicial. 


OVERCHARGE REFUND REQUIRED 

The Commission, in No. 15240, Sid F. Mauk Produce Com- 
pany vs. Director-General, mimeographed, has found a combi- 
nation of $1.31 applied on fruits and vegetables, in mixed car- 
loads, from Los Angeles, Calif., to Globe, Ariz., between June 
27 and September 20, 1918, was not applicable but that the ap- 
plicable rate was a combination of $1.145. It said that in view 
of that conclusion it was not necessary to pass upon the ques- 
tion of the reasonableness of the rate, the complainant contend- 
ing that the higher combination was unreasonable to the ex- 
tent it exceeded $1.145. It held that while the details concern- 
ing the handling of claims on shipments made after the period 
mentioned in the formal complaint had not been observed there 
would seem to be no reason why the Director-General should 


not refund the overcharges shown to have been paid by the 
complainant. 


UNDUE PREJUDICE FOUND 


A finding of undue prejudice and an order to remove it not 
later than April 10 have been entered in No. 15663, A. C. Cec- 
chini, A. Arragucci, and L. Guisti, doing business as New Ital- 
lan Importing Company vs. Southern Pacific, mimeographed, as 
to the rate on wine grapes, in carloads, from Madison, Calif., to 
Portland and East Portland, Ore. The Commission said the rate 
was not unreasonable but that it was unduly prejudicial in com- 
parison with rates contemporaneously maintained on like traffic 
to the Oregon destinations from South Vallejo, Napa and points 
on the Southern Pacific’s San Ramon and Walnut Grove branches. 
The order requires a rate no higher than from the points men- 
tioned, extended to Madison. Reparation was denied because 
the Commission said the record afforded no basis for an award. 


ACTUAL WEIGHTS APPLICABLE 

The Commission has dismissed No. 15660, Gulf Refining 
Company vs. Atlanta & West Point et al., mimeographed, find- 
ing that charges resulting from the use of actual weights on 
less-than-carload shipments of petroleum and its products, in 
packages, from Jacksonville, Fla., to destinations in Georgia are 
hot unreasonable or unduly prejudicial. The complainant al- 
leged, said the report, that the charges assessed on lubricating 
oil, crude oil, fuel oil and fuel-oil distillate, in less than carloads, 
shipped from Jancksonville, Fla., to various points in Georgia, 
between March 2 and October 16, 1922, and the present charges, 
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based upon the actual weight of the shipment, were and are 
unreasonable, unduly prejudicial and unduly preferential of state 
traffic within Florida and Georgia. The railroads admitted that 
estimated weights applied on carloads but denied that estimated 
weights ever applied on less than carload shipments from Jack- 
sonville to Georgia destinations. 

The only evidence, the report said, submitted by the com- 
plainant consisted of excerpts from various tariffs showing the 
history of the rates. It said that intrastate in Georgia the rule 
was the same as from Jacksonville to Georgia. The railroads 
asserted there was no movement of package oils intrastate in 
Florida so there could be no preference for intrastate traffic in 
that instance, although the tariffs in use in that state provided 
for estimated weights on less than carloads of oils in packages. 
The carriers asserted they intended cancelling estimated weights 
in connection with carload shipments, but that they had re- 
frained from acting on that matter pending the general revision 
of class rates in the southeast. 


DEMURRAGE REPARATION 


The Commission, in a mimeographed report on No. 14198, 
Southwestern Milling Company vs. Washington & Old Dominion, 
found that demurrage charges on one carload of bran held at 
Purcellville, Va., were inapplicable in part because the notice 
of arrival, in October, 1920, did not show the numbers and ini- 
tials of the car in which the shipment started, and that demur- 
rage did not start until proper notice had been given. It found 
that the applicable demurrage charges on that car and three 
others were unreasonable to the extent they exceeded $2 for 
each of the first four days following free time and $5 per day 
for the time thereafter, and awarded reparation to that basis. 


MICKE RATE TOO HIGH 


The rate on grapes, from Micke, Calif., to Seattle, the Com- 
mission found, in a mimeographed report on No. 14986, Pioneer 
Fruit Company et al. vs. Central California Traction Company 
et al., not unreasonable but unduly prejudicial as compared with 
contemporaneous rates on like traffic from San Jose, Stockton 
and Lodi, Calif., to the same destination. Reparation was de- 
nied. A rate in accordance with that finding is to be established 
not later than April 10. Commissioner Campbell, dissenting, 
said he thought the rate should also have been held unreason- 
able and reparation awarded. 


OIL PIPE REPARATION 


The Commission, in a report on No. 15659, Texas Company 
and Texas Pipe Line Company vs. Kansas City Southern et 
al., mimeographed, found rates on wrought iron or steel pipe, 
used in the southwestern oil fields, from and to many points 
in Louisiana, except Shreveport, and to and from designated 
points in Arkansas unreasonable and awarded reparation. It 
found rates on like traffic from Shreveport to points in Arkansas 
not unreasonable. 


In laying a foundation for its findings the Commission re- 
viewed what it had done in the Memphis-Southwestern and 
other cases involving rates in the territory embraced in this 
case and then made the following findings: 


We find that the rates assailed from Shreveport were not un- 
reasonable, but that the other rates assailed were unreasonable to 
the extent that they exceeded the rate hereinafter indicated: 11 cents 
from Emerson to Haynesville; 22.5 cents from Marion to Smackover; 
26 cents from Smackover to Swartz; 27 cents from Louann to Haynes- 
ville; 28 cents from Ardis to Emerson; 29 cents from West Monroe 
to Griffin; 32.5 cents from Oil City to Camden; 33.5 cents from Oil 
City to Louann, from Lewis to Louann and from Norphlet to Sa- 
repta; 34 cents from Hosston to Louann, and from Vivian to Smack- 
over, El Dorado and Norphlet; 35 cents from Mooringsport to 
Louann, from Oil City, to Griffin, Smackover and Norphlet, from 
Homer to Griffin and Smackover, from Lane to Smackover, and from 
Gilliam to Smackover; 36 cents from Mooringsport to Kenova and 
from Blanchard to Griffin; 39.5 cents from Mansfield to Louann, 
Griffin and Smackover; 40.5 cents from Harmon to Louann, from 
Crichton to Griffin and Smackover and from Mansfield to Norphlet 
by way of the Kansas City Southern and Missouri Pacific; 41.5 cents 
from Harmon to Norphlet and from Mansfield to Norphlet by wav 
of the Mansfield Railway & ‘Transportation Company, Texas & 
Pacific and Missouri Pacific; and 42.5 cents from Pelican to Smack- 
over. 

We further find that the respective complainants and intervener 
made the shipments as described and paid and bore the charges thereon; 
that they have been damaged in the amount of the difference between 
the charges paid and those that would have accrued at the rates 
herein found reasonable; and that they are entitled to reparation, 
with interest. Complainants and intervener should comply with 
Rule V of the Rules of Practice. 

The Chicago, Rock Island & Pacific participated in the move- 
ment of one carload from Vivian to El Dorado and the Mansfield 
Railway & Transportation Company in the movement of a number 
of carloads from Mansfield to Norphlet and Louann. 


REPARATION ON TRUNKS 
In a mimeographed report on No. 15626, R. T. Frazier 
Saddlery vs. Missouri Pacific et al., the Commission found 
the rates imposed on five less than carload shipments of trunks 
(wrapped), from Petersburg, Va., to Pueblo, Colo., in 1922, 
were inapplicable and awarded reparation, $16.81, for the dif- 
ference between the applicable rates and the ones used by the 
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carriers. It said the applicable rate was $4,635 before and $4.17 
after July 1, 1922. 


WRAPPING PAPER REPARATION 


An award of reparation has been made in No. 15444, Col- 
orado Paper Co. vs. Atchison, Topeka & Santa Fe et al., mimeo- 
graphed on account of unreasonable rates on plain wrapping 
paper, carloads, from Port Edwards and Nekoosa, Wis., and 
Otsego, Mich., on paper bags from Decatur, Ill., and on printing 
paper from Neenah, Wis., to Pueblo, Colo., the shipments 
having been made between November 25, 1921 and June 7, 1922. 
The Commission found the rates to Pueblo unreasonable to 
the extent they exceeded 82.5 from Port Edwards, Nekoosa 
and Neenah, $1.04 from Otsego and 78 cents from Decatur. 


TANNING EXTRACT REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 15953, Quebracho Products Company vs. 
Staten Island Rapid Transit Co. et al., mimeographed, the 
Commission finding the rate on liquid tanning extract, in 
tank cars, from Mariners Harbors, N. Y., to Millville, Pa., un- 
reasonable to the extent it exceeded 31.5 cents prior to July 1, 
1922, and 28.5 cents thereafter. 


POULTRY, BUTTER AND EGGS 


A complete readjustment of rates on butter, eggs and live 
and dressed poultry from Texas, Arkansas, and Oklahoma, to 
defined and eastern territories, to be made not later than 
May 9, has been ordered in connection with a mimeographed 
report on I. and S. No. 1769, No. 14592, Dallas Chamber of 
Commerce vs. Abilene & Southern et al.; No. 14695, Patterson 
Products Company vs. Same, and parts of Fourth Section Ap- 
plication No. 469, filed by Leland. 

The schedules in the suspension case were filed after the 
formal docket complaints were made. The Commission said 
the carriers had not justified their positions, which were 
for more increases than reductions. 

It prescribed two scales, A and B. The first is to be used 
in making rates on butter, eggs and dressed poultry, and the 
second in making rates on live poultry. The scales run to 
two thousand miles with provision for their extension to 
greater distances, if necessary. They allow higher rates for 
joint, than single line hauls up to five hundred miles. They 
begin with a basic five-mile haul on butter, eggs, and dressed 
poultry at twenty cents for a single, and twenty-five cents for 
a multiple line haul. On live poultry the rate for the basic 
distance is twenty-four cents, with five cents added for a 
multiple line haul. At one hundred miles the rates on butter 
are 45 and 50 cents, and on live poultry, 54 and 59 cents. At 
500 miles, but not over 525, they are 109 cents on butter and 
128 cents on live poultry. At 1000 miles, but not over 1,025, 
they are 148 and 173 cents, and at 2,000 miles, 217 cents and 
254 cents. 

Fourth Section Order No. 9080 allows relief for circuitous 


lines not more than seventy per cent longer than the direct 
ones. 


CANCELLATION FORBIDDEN 


In a mimeographed report on I. and S. No. 2249, lumber 
from Pacific coast, transcontinental eastbound, the Commission 
condemned, as not having been justified, the proposed cancella- 
tion of the intermediate clause in Transcontinental Eastbound 
Lumber Tariff I. C. C. No. 1132 on lumber eastbound from the 
California coast group and related points in connection with 
traffic moving to points in Kansas, Oklahoma, Texas, Iowa, Mis- 
souri, Arkansas, Louisiana, Wisconsin, Ohio, West Virginia, 
New York and Pennsylvania, and the elimination of Bradford 
and East Bradford, Pa., from group K. It ordered the sus- 
pended schedules canceled and discontinued the proceedings. 

The Commission said the proposed cancellation would result 
in material increases in rates to many points in the states 
mentioned. California lumber interests protested and procured 
the suspension. The report also covers I. and S. No. 2214, 
Routing Eastbound Transcontinental Lumber to Missouri. 

The intermediate clause marked for cancellation reads as 
follows: “and intermediate points located between and di- 
rectly intermediate to and on the same line with two of the 
above named stations.” Cancellation, the Commission said, would 
cause an unnamed point which now took a rate under the 
intermediate clause to take a rate applicable to “all other 
points,” the rates to all other points generally being consid- 
erably higher than the rates to points on each side of an un- 
named point. The situation to which the Commission’s atten- 
tion was called particularly, the report said, would have arisen 
in Iowa, Missouri and Arkansas in particular. 

The Commission said that if the suspended schedules be- 
came effective, there would result, in each instance, a rate to 
the unnamed intermediate point which would be higher than 
a rate to the farther distant point, resulting in new unprotected 
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fourth section departures. The removal of fourth section de- 
partures was one of the reasons assigned for the proposed can- 
cellation. The fourth section departures consisted of salients, 
to use a military term, extending from group F into group E 
territory. The Commission said there wags merit in the desire 
of the carriers to remove the group F salients, but that the 


remedy could not be one which carried with it new violations 
of law. 


COMMISSION ORDERS 


The Northwestern Coal Dock Operators’ Association has 
been permitted to intervene in No. 16458, Sheridan-Wyoming 
Coal Company vs. C. M. & St. P. Ry. et al. 

Swift & Company, the Western Meat Company, Texas 
Wholesale Fruit and Vegetable Dealers’ Association, Bergman 
Produce Company, Hardriker-Keith-Cooke Company, Turner- 
Altus Company, Turner-Ardmore Company, Turner-Chickasha 
Company, Turner-Clinton Company, Turner-Enid Company, 
Turner-Lawton Company, Turner-McAlester Company, Nash. 
Norne Company, Dawson Produce Company, Turner-Oklahoma 
Company, Turner-Tulsa Company, Mills Fruit Company, Nash- 
Brinlee Company, King Fruit Company, Orth-Klefeker-Wallace 
Company, M. H. Stephens Produce Company, the Symonds Com- 
pany, Wood and Company, Grove-Walker Fruit Company, Good- 
ner-Mitchell Company, Brown Produce Company, Bazzell-Wright 
Company, Muskogee Produce Company, Muskogee Wholesale 
Grocer Company, Oklahoma Produce Company, Bartlett 
Produce Company, the Grand Billingsley Fruit Company, Sam 
Horne Company and R. C. Mills & Company have each been 
authorized by the Commission to intervene in the proceeding 
in No. 16526, Pacific Coast Vegetable Growers’ and Shippers’ 
Transportation Committee et al. vs. Southern Pacific Co. et al. 

The Jackson Traffic Bureau of Jackson, Miss., has been 
permitted to intervene in Finance No. 4572, in re joint appli- 
cation of the Mississippi Valley Co. and Illinois Central R. R. 
Co. - authority to acquire control of the Guif & Ship Island 
R. R. Co. 

The Town of Wakefield, Mass., has been authorized to in- 
tervene in Finance No. 4590, in re the application of Boston & 
Maine Railroad for certificate permitting the abandonment of 
its so-called South Reading branch. 

The proceeding in No. 13823, Virginia Coal Operators’ Asso- 
ciation vs. Aberdeen & Rockfish R. R. et al., has been reopened 
for further hearing solely for the purpose of developing the 
facts with respect to the lease of the Carolina, Clinchfield & 
Ohio Railway by the Louisville & Nashville Railroad and At- 
lantic Coast Line Railroad companies, and the effect thereof 
upon the rate situation involved. 

The Commission has denied the complainant’s petition for 
rehearing of Finance No. 4456, in re bonds of Jackson & East- 
ern Railway. 

The Tavern Rock Sand Company has been permitted to in- 
tervene in No. 16434, Harding Glass Company vs. St. L.-S. F. Ry. 

The Bloomington Association of Commerce has been per- 
mitted to intervene in No. 16497, Burlington Shippers’ Associa- 
tion et al. vs. Santa Fe et al. 

The Minneapolis Traffic Association has been permitted to 
intervene in No. 16501 Sub No. 1, The Board of Trade of Kansas 
City, Mo., vs. Abilene & Southern Ry. et al. 

Swift & Company has been authorized to intervene in No. 
16550, Guggenheim Brothers vs. B. & O. R. R. et al. 

The Plankinton Packing Company has been permitted to 
intervene in No. 16562, Oscar Mayer & Company vs. Santa Fe 
et al. 

J. B. Bainton and numerous other interésted parties have 
been authorized by the Commission to intervene in No. 16627, 
Southwestern Horse & Mule Dealers’ Association et al. vs. Santa 
Fe et al. 

The Commission has denied the petition of the Bastern 
Shippers’ Traffic League praying that the order of May 18, 1924, 
instituting an investigation and inquiry in No. 15879, eastern 
class rate case, be vacated and set aside. 

The Board of Trade of the City of Chicago, Ill, and the 
St. Joseph Grain Exchange have each been permitted to inter- 
vene in No. 16501 (Sub-No. 1), Board of Trade of Kansas City, 
Mo., vs. Abilene & Southern Ry. et al. 


CHANGES IN DOCKET 


Hearing in I. and S. No. 2289, transit privileges on grain 
at Chicago, Peoria and Pekin, Ill., assigned for February 2, at 
Chicago, before Examiner Gaddess, was canceled. 

Argument in No. 15618, Jackson Traffic Bureau for Case- 
Teel Company et al. vs. A. &.V. Ry. et al., and portions of 
fourth section application No. 373, assigned for February 5, at 
Washington, D. C., was postponed to a date to be hereafter 
fixed. 

Hearing in I. and S. No. 2306, crushed stone between Indi- 
ana and Illinois points, assigned for February 7, at Indianap- 
olis, Ind., before Examiner Hunter, was postponed to a date 
to be hereafter fixed. 


Febr 








February 7, 1925 





EXAMINER RECOMMENDS DISMISSAL 


In a report on No. 15759, Walla Walla County Farm Bureau, 
et al.. vs. Northern Pacific, et al., Examiner Frank M. Weaver 
has recommended dismissal on a finding that rates on farm 
products from points in Washington and Oregon south of the 
Snake River to Portland, Seattle, and Tacoma, and other north 
Pacific ports, are not unreasonable or unduly prejudicial. 

The complaint alleged the rates on products of the farm, 
including grain and grain products, from the Snake River coun- 
try, has been, were, and for the future would be unjust, un- 
reasonable and unduly prejudicial. It asked the Commission to 
prescribe reasonable rates for the future. The Department of 
Public Works of Washington, Tacoma Chamber of Commerce, 
Seattle Chamber of Commerce, Port of Seattle, Spokane Mer- 
chants’ Association, Chamber of Commerce of Astoria, Port of 
Astoria, City of Astoria, Clatsop County, and Umatilla Farm 
Bureau intervened in support of the complainants. The Public 
Service Commission of Oregon, Portland Chamber of Commerce, 
Portland Traffic and Transportation Association, Commission of 
Public Docks of Portland, Port of Portland, Chamber of Com- 
merce of Vancouver, Wash., Port of Vancouver, City of Van- 
couver and Clark County of Washington intervened in opposition 
to the relief sought by the complainants. 

The evidence, the examiner said, did not challenge the rea- 
sonableness of any of the rates in issue. As presented at the 
hearing, he said, the complaint was solely against the relative 
adjustment of rates on farm products, especially grain and grain 
products, prescribed in Inland Empire Shippers’ League vs. Di- 
rector-General, 59 I. C. C. 321, and cases reported therewith. 

In that case, the examiner said, the Commission found the 
rates were not unreasonable but that.the rates on classes and 
commodities between points in the Columbia River basin north 
of the Snake River on the one hand, and Portland and Van- 
couver on the other, had not been shown to have been unjustly 
discriminatory or unduly prejudicial as compared with the rates 
contemporaneously in force between Columbia River basin 
points on the one hand and Puget Sound Ports, Astoria and other 
ports on the other; but that the rates on classes and commodi- 
ties between points in the Columbia River basin south of the 
Snake River on the one hand, and Portland and Vancouver, on 
the other, were unduly prejudicial, to Portland and Vancouver, 
to the extent they exceeded 90 per cent of the rates contem- 
poraneously in effect on like traffic between the Columbia River 
basin points on the one hand and Puget Sound, Astoria and other 
ports, on the other. 

The examiner reviewed many of the facts that were brought 
out in the Inland Empire Case and other cases involving rela- 


lionship and came to the conclusion that the Commission should 
¢‘smiss the complaint. 


GRAIN CASE DISMISSED 


Attorney-Examiner Arthur R. Mackley has recommended 
the dismissal of No. 14572, Board of Railroad Commissioners 
of the State of Montana vs. Butte, Anaconda & Pacific et al., 
on a finding that rates on grain and grain products from Mon- 
tana points of origin to Minneapolis, Seattle, and other des- 
tinations are not unreasonable. He said the Commission should 
further find that export rates lower than domestic from western 
Montana points of origin to Seattle and other north Pacific 
coast ports were not unduly prejudicial. He said the complaint 
challenged, as unreasonable and unduly prejudicial under the 
first three sections of the law, the domestic rates on grain 
from points in Montana to destinations in California, Oregon, 
Washington, Nebraska, Missouri, Iowa, Minnesota, Wisconsin 
and Illinois; also the export rates on grain from western Mon- 
tana points to Seattle, and other north Pacific coast terminals. 


REPARATION ON SALT 


An award of reparation has been recommended by Exam- 
iner Frank M. Weaver in No. 16087, Capell Salt Company -vs. 
Chicago, Milwaukee & St. Paul et al., on a finding of unreason- 
ableness as to rates assessed on 46 carloads of salt, shipped 
between August 16, 1921, and May 12, 1923, from Salduro, Utah, 
to various points in Montana. He said the Commission should 
find that from August 16, 1921, to May 12, 1923, the rates on 
salt, in carloads, from Salduro, to main line points on lines 
of the defendants in Montana, were unreasonable to the extent 
they exceeded the rates shown in the scale appearing at page 
665 of the report in Inland Crystal Salt Co. vs. B. A. & P., 
78 I. C. C. 659, for the actual distances from Salduro; and 
that in the same period the rates on salt, in carloads, from 
Salduro, to branch line points in Montana, were unreasonable 
to the extent that they exceeded the rates to main line points 
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by more than the amounts by which the rates from north 
Pacific ports to the branch line points exceeded the rates to 
the main line points. : 


ACID CASE DISMISSED 


An order of dismissal has been recommended by Examiner 
Leo J. Flynn in No. 16012, F. S. Royster Guano, Company vs. 
Michigan Central et al., on a finding that the applicable rate 
of $4.90 per ton on 97 carloads of sulphuric acid, shipped from 
Grasselli, Ind., to Toledo, O., in 1922 and 1923, was not unrea- 
sonable. The complainant asked for reparation, the examiner 


said, to the basis of a rate of $4.30, which, he said, became 
effective May 10, 1923. 


HOG BRISTLE RATES 


In a report on further hearing, in No. 15704, Frederick H. 
Cone & Co. vs. Director-General, Canadian Pacific, et al., Ex- 
aminer Thomas E. Pyne said the Commission should find rates 
assessed on shipments of hog bristles, in boxes, from Pacific 
coast ports to New York were applicable except as indicated 
by him. He said the Commission should find the complain- 
ant’s shipment consisted of hog bristles, other than crude, 
within the meaning of that designation as employed in the tariffs 
of the defendants, and that the charges assessed on such ship- 
ments were applicable except that on two shipments, on which 
a rate of $2.75 was collected, the applicable rate was $4.625. 
He said the complaint should be dismissed. 


BIRD’S-EYE COAL RATES 


In a proposed report on further hearing in No. 13472, United 
Paper Board Company, Inc., vs. Greenwich & Johnsonville et al., 
Examiner Morris H. Konigsberg said the Commission should 
affirm the finding made in the original report, 83 I. C. C. 712, 
that the rates on bird’s-eye coal from group A. B. and C. mines 
in Pennsylvania, to Thomson, N. Y., were and are unreasonable. 
He said the Commission should further find rates to Ondawa, 
N. Y., unreasonable to the extent they exceeded the rates to 
Thomson, N. Y., on and after February 1, 1922. He said that 
a further hearing should be granted on the question of damage. 


COAL CASE DISMISSED 


Attorney-Examiner Arthur R. Mackley has advised the 
Commission to dismiss No. 15817, Hoopeston Grain and Coal 
Company vs. Chicago & Eastern Illinois et al., on a finding that 
the rate on coal from mines in the southern Illinois group to 
Hoopeston, over an interstate route is not unreasonable or 
unduly prejudicial. The recommendation covers Sub-No. 1, 
Illinois Lumber, Coal & Grain Co. vs. Same; Sub-No. 2, the 
Cliff-Brief Chemical Co. vs. Same; Sub-No. 3, Illinois Tanning 
Co. vs. Same; Sub-No. 4, Hoopeston Lumber & Coal Co. vs. 
Same, and Sub-No. 5, McGill Coal Co. vs. Same. 


REPARATION ON LUMBER 


Examiner E. L. Gaddess, in No. 16084, Pensacola Creosoting 
Company, Inc., vs. Central of Georgia et al., has recommended 
that the Commssion find that the join through rates charged on 
shipments of lumber from Gantt and Sports, Ala., to Pensacola, 
in the period from May to October, 1922, were unreasonable to 
the extent they exceeded the contemporaneous aggregate of in- 
termediates. He said that the Commission should find that rea- 
sonable rates for the future would be the subsequently estab- 
lished rate of 13 cents from Gantt and 14.5 cents from Sports. He 
said the Commission should award reparation for the difference 


between the assessed rate of 20 cents and those mentioned by 
him. 


REICING RATE CASE 


Examiner Alfred F. Knowlton has recommended the dis- 
missal of No. 16326, Swift & Company et al. vs. Aberdeen & 
Rockfish et al., on a finding that a charge of $4.50 per ton for 
reicing shipments at Howell, Ind., on the Ohio river was ap- 
plicable, and not in violation of the interstate commerce law. 
The complaint that the charge collected or sought to be collected 
at Howell (Evansville), Ind., on shipments of their products 
since March 1, 1920, was and is inapplicable and in violation of 
the sixth section to the extent it exceeded or exceeds $4 per ton. 
It was a case of tariff. interpretation and the examiner recom- 
mended as hereinbefore indicated. 





SUGAR CASE DISMISSED 
Attorney Examiner Arthur R. Mackley has recommended the 
dismissal of No. 15832, Keokuk Shippers’ Association vs. Atchi- 
son, Topeka & Santa Fe et al., on the authority of Burlington 
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Shippers’ Association vs. Atchison, Topeka & Santa Fe, 88 I. C. 
C. 46. Mackley said this case presented substantially similar 
facts in respect of the carload rate on sugar from New Orleans 
to Burlington. In this instance, the carload rate from New 
Orleans to Keokuk was involved. He said the Commission 
should find it not unreasonable or unduly prejudicial. The com- 
plainant contended a rate of 57.5 cents to Keokuk was unreason- 
able and unduly prejudicial when compared with a rate of 54 
cents to Galesburg and other points in Illinois made by the 
shorter routes on the east side of Mississippi river. 


SAND RATE RELATIONSHIP 


Attorney Examiner Arthur R. Mackley, in a report on No. 
15833, Keokuk Shippers’ Association et al. vs. Baltimore & Ohio 
et al., recommended what he called a reasonable relationship of 
rates on moulding sand from Ottawa and Utica, Ill., to Keokuk 
and Burlington, Ia., and other Mississippi river crossings. 
Mackley said the Commission should find the rate to Keokuk 
should not exceed that to Burlington by more than 13 cents and 
that it should be at least 12 cents lower than the rate to Quincy. 
He said that it had not been established that there was any 
actual damage resulting from the existing relationship and that 
reparation should be denied. 


FURNITURE COMPLAINT DISMISSED 


Examiner P. F. Gault has recommended the dismissal of 
No. 15347, National Council of Furniture Associations vs. Ann 
Arbor et al., on a finding that ratings and rates on many arti- 
cles of furniture, in carloads, in Official Classification territory, 
are not unreasonable or otherwise unlawful. Broadly speaking, 
the examiner said, the complainant assailed existing carload 
ratings and rates as unreasonable, and as compared with rat- 
ings and rates on the same articles in Western, Southern and 
Illinois Classifications, unjustly discriminatory and unduly pre- 
judicial. Generally the articles in which the complainant was 
interested took second class. It compared that rating with 
third class in Western and Southern territories and suggested 
that it was entitled to as low a rating in Official Classification 
territory. 

The examiner said there were generalizations about the in- 
tense competition of the furniture trade, but that there was 
nothing tangible, indicating that the manufacturers within the 
Official Classification territory were suffering unduly therefrom 
as compared with the manufacturers located in other territories 
or that such difficulties as they encountered were attributable 
to the existing rate adjustment; nor did it appear, said the ex- 
aminer, that the carriers in Official territory controlled the 
rates carrying the traffic in other territories. He said the rec- 


ord did not afford a basis for condemning the ratings and rates’ 


as unduly prejudicial between persons, localities or descrip- 


tions of traffic. He said there was no evidence of unjust dis- 
crimination. 


NEW DIVISIONS PRESCRIBED 

Examiner Alfred S. Knowlton, in No. 15701, Minnesota 
Western R. R. Company vs. Atchison, Topeka & Santa Fe et al., 
said the Commission should find divisions accorded complainant 
out of interstate joint rates participated in by the defendants 
were unjust, unreasonable and inequitable. He said the Com- 
mission should prescribe divisions effective as of Febraury 29, 
1924, 10 per cent in excess of the present ones, except that in 
no instance need the divisions be increased to exceed the local 
rates over the complainant’s line as a maximum. The complaint 
in this case was originally filed by the Electric Short Line Rail- 
way Company. In April, 1924, the property of that company 
was sold to a committee of bondholders at a receiver’s sale for 
$275,000. The committee organized the complaining company. 
An amended complaint was field whereby the Minnesota West- 
ern was made the complainant, The complaining company has 
a line extending westerly to Lake Lillian, Minn., from Luce 
Line Junction, near the western limits of Minneapolis, where it 
connects with the Electric Short Line Terminal Company. The 
latter owns the terminal used by the Minnesota Western in 
Minneapolis where connection is made with the trunk lines. 


RATING ON COCOA POWDER 


Examiner Alfred S. Knowlton in.a report on No. 16237, E. 
and A. Opler, Inc., vs. Aberdeen & Rockfish, et al., said the Com- 
mission should find ratings on cocoa powder in carloads, in Offi- 
cial, Western and Southern Classifications, unreasonable to the 
extent they exceed fifth class, minimum 36,000 pounds. The 
present rating of fourth class with a minimum of 30,000 pounds, 
the examiner said, applied on cocoa in glass or earthenware, 


cans, or cartons, packed in various specified containers and also 
in bulk in barrels. 


LIVE STOCK REPARATION 


An award of reparation has been recommended by Exam- 
iner David T. Copenhafer, in No. 16140, Geo. R. Barse Live Stock 
Commission Company vs. Director-General, on a finding that the 
charges assessed on 32 mixed carloads of live stock, from vari- 
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ous points in Texas to North Fort Worth, Tex., between May 4, 
1918, and February 25, 1919, were inapplicable. He said the 
“ommission should award reparation amounting to $285.40. 


UNCOMPRESSED COTTON RATE 


An award of reparation, based on a finding of unreasonable- 
ness has been recommended by Examiner H. W. Johnson, in No. 
16033, Churchill Compresses vs. Columbus & Greenville, et al., 
as to a rate imposed on a carload of uncompressed cotton from 
Greenville, Miss., to Dyersburg, Tenn., shipped in September, 
1922. The complaint alleged a rate of $1.145 was unjust, un- 
reasonable and in violation of the long and short haul part of 
the fourth section. The examiner said the Commission should 
find the rate was unreasonable to the extent it exceeded 80.5 
cents, applicable under Rule 77. 





PROPOSED FINANCE REPORT 


In a proposed report in Finance Docket No. 3504, Securities 
of the Louisiana Railway & Navigation Company of Texas, 
Examiner Thomas F. Sullivan has recommended that the orig- 
inal report and order of the Commission, 90 I. C. C. 229, be 
affirmed. In the original decision the carrier was authorized 
to issue $400,000 of common stock and $750,000 of first mort- 
gage 6 per cent bonds, of which $52,500 of stock was to be 
sold at par and the proceeds used for capital purposes, and the 
remainder of the stock and all of the bonds were to be deliv- 
ered to William Edenborn in payment for property to be 
acquired. The carrier had sought authority to issue $200,000 
of stock and $2,963,000 of bonds. It asked for rehearing. The 
examiner said the Commission should find that the issue of 
securities in the amounts and as proposed by the carrier was 
not compatible with the public interest, was not necessary for 
or consistent with the proper performance by the carrier of 
service to the public as a common carrier, and would impair 
its ability to perform that service. 


TENTATIVE VALUATION REPORTS 


In a tentative valuatton report covering the property of the 
Sligo & Eastern Railroad Company and Iron County Central 
Railroad, of Missouri, as of June 30, 1917, the Commission has 
found final value as follows: Sligo & Eastern, wholly owned and 
used, $230,500; leased from Iron County Central and other com- 
panies, $184,924; total owned, $230,500; total used, $415,424. 

In a tentative valuation report covering the property of the 
Glasgow Railway Company, of Kentucky, as of June 30, 1917, the 
Commission has found the final value of the wholly owned and 
used property to be $331,600. 

In a tentative valuation report covering the property of 
the El Dorado & Wesson Railway Company of Arkansas, as of 
June 30, 1918, the Commission has found the final value to 
be $120,335 for wholly owned and used property. 


K. C. S. VALUATION CASE 

Argument was heard this week by the Court of Appeals 
of the District of Columbia in the case in which the Kansas 
City Southern is seeking a writ of mandamus compelling the 
Commission to do certain things in valuing the property of the 
carrier. The lower court denied the writ. Samuel W. Moore, 
counsel for the carrier, and P. J. Farrell, chief counsel for 
the Commission, argued the questions at issue. The Kansas 
City Southern contends, among other things, that the Com- 
mission must find the “exchange” value of the property and 
not a value solely for rate-making purposes and submit an 
analyses of methods in arriving at final value. 


ELGIN RAILROAD VALUATION 


The Commission, in a report on valuation docket No. 6, 
Elgin, Joliet & Eastern et al., opinion B-35, 84 I. C. C. 587-674, 
has declared the final value, for rate-making purposes of the 
United States Steel Corporation railroads covered by that docket 
number, to be $34,660,000. It has declared the cost of repro- 
duction new to be $37,172,882 and the cost of reproduction less 
depreciation to be $28,559,235 and the maximum investment 
to be $33,970,392. It has declared that $1,000,000 is necessary 
to meet the needs of the operating carrier for working capital, 
including materials and supplies. The present value of the 
lands is reported to amount to $3,530,194. The figures are as 
of June 30, 1914, the valuation date. 

Since the valuation date the three carriers whose prop- 
erties are covered by the report have reported property changes 
subsequent to the date of the valuation, to December 31, 1922, 
amounting to $6,545,144, consisting of $4,284,105 of Elgin, Joliet 
& Eastern wholly owned property, and $2,261,039 used but not 
owned, the latter leased from the Chicago, Lake Shore & Hast- 
ern and the Joliet & Blue Island. 

The properties involved in the report are those of the Elgin, 
Joliet & Eastern, Chicago, Lake Shore & Eastern and the Joliet 
& Blue Island. The first mentioned is the carrier operating 
the properties. It has tracks and trackage rights totaling 236.52 
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miles. It serves as an outer belt line around Chicago with 
tracks owned by it. The tracks of the companies, leased to 
the Elgin, Joliet & Eastern, extend from South Chicago, a short 
distance from the lake southeastward and eastward into In- 
diana. 

This report is upon the protests of the carriers against the 
tentative and supplemental tentative valuations. They have 
been modified somewhat and made final by the order attached 
to the report. 

The Commission held that expenditures made by the Chi- 
cago, Lake Shore & Eastern in removing and relocating the 
tracks of other carriers at Gary, Ind., was not a proper item 
to be included in an estimate of the cost of reproduction new. 

A further holding was that forty thousand shares of the 
capital stock of the Elgin, Joliet & Eastern transferred to the 
Chicago, Lake Shore & Eastern, through the Federal Steel 
Company, was a deposit of security for the performance by 
the former, of its obligations under a lease agreement, and not 
an expenditure of money. 

The Commission considered and discussed the contention 
of the carriers that expenditures, charged, when made, to in- 
come and operating expense accounts, were incurred for addi- 
tions and betterments and were properly chargeable to invest- 
ment in road and equipment and should be included in restated 
investment and original cost reported by the Commission. The 
discussion did not constrain the Commission to change the 
views it had theretofore expressed in prior reports. It held 
that the opinion of the engineer for the carriers, based upon 
his experience in railway maintenance and construction work, 
as to the value of appreciation in seasoned and solidified road 
bed was insufficient proof of such value. It said the assertion, 
in brief of the carriers, that the going-concern value of the 
carriers’ property was $5,000,000 was insufficient to warrant the 
inclusion of that amount or any other specific amount in the 
value for rate-making purposes, in view of the fact that such 
value had been determined as that of a going concern. 


FINANCE APPLICATIONS 


The Elkhart & Santa Fe Railway Company, a subsidiary of 
the Atchison, Topeka & Santa Fe, has applied to the Commission 
for a certificate of public convenience and necessity authorizing 
it to construct a new line of railroad connecting with the exist- 
ing line of the Dodge City & Cimarron Valley Railway Company 
at the Oklahoma-Kansas line south of the city of Elkhart, Kans. 
The applicant said that subject to the approval of the Commis- 
sion $50,000 would be raised by the sale of capital stock of the 
applicant. It said the additional funds necessary to construct 
the new line would be borrowed from the parent company and 
would be available from time to time as needed. No securities 
other than the capital stock mentioned would be issued at the 
present time. It said that bonds or certificates of indebtedness 
to cover the amount borrowed from the parent company would 
probably be issued at a later date provided authority for such 
issue were obtained from the Commission. The new line will 
be about 56 miles long, extending through the counties of Texas 
and Cimarron, in Oklahoma, via Boise City. 

The Southern Bell Telegraph & Telephone Company has 
applied to the Commission for authority to acquire certain tele- 
phone properties formerly owned by the Fruit Belt Telephone 
Company but now owned by Max L. James and A. J. Evans, at 
Fort Valley, Ga. The company desires to pay $55,000 for the 
properties. 

The Federal Valley Railroad Company has asked permis- 
sion to issue $24,940 of 3-year 6 per cent notes to be used in 
retiring a like amount of notes which became due December 
22, 1924. The old notes were issued: in payment for one 1oco- 
motive bought by the railroad company from the Lima Loco- 
motive Works. 

The St. Louis Southwestern has applied for authority to 
ssue $1,530,000 of 5 per cent equipment trust certificates that 
luve been sold, subject to the approval of the Commission, to 
Hayden, Stone & Company at $98.80 and accrued dividends. 

The Kansas City Northwestern Railway Company has ap- 
plied for authority to operate a line from Kansas City to 
Leavenworth, Kans., formerly owned by the Kansas City North- 
western Railroad Company, and to refinance the company by 
Issuing $2,500,000 of first mortgage bonds. It also applied for 
\ loan of $2,355,731 under section 210 of the transportation act, 
the bonds to be pledged as collateral. 


UNCONTESTED FINANCE CASES 


The Commission has authorized the New York, New Haven 
& Hartford to assume obligation and liability in respect of not 
exceeding $3,645,000 of equipment trust certificates to be issued 
by the First National Bank of Boston under an agreement 
dated January 1, 1925. The certificates are to be sold at not 
less than 94.77 per cent of par and accrued dividends. 

Authority has been given to the Chesapeake & Ohio to 
procure the authentication and delivery to it of $8,203,000 of 
first-lien and improvement 20-year 5 per cent mortgage bonds, 
series A; to pledge, under the mortgage securing such bonds, 
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$741,000 of Chesapeake & Ohio Railway Company of Indiana 
first mortgage 5 per cent 20-year gold bonds, due in 1930; and 
to assume obligation and liability in respect of the $741,000 
of the Indiana company’s bonds. 

The Huntingdon & Broad Top Mountain Railroad & Coal 
Company has been authorized to extend, to April 1, 1940, the 
maturity dates of $2,280,500 of bonds, and to issue sheets of 
interest coupons for the extension period, such coupons to be 
attached to the bonds. 

The Atchison, Topeka & Santa Fe has been authorized to 
acquire, by purchase, the properties of the Tulsa & Santa Fe 
Railway Company, including a line of railroad in Tulsa, Okla., 
and to operate the railroad. 

The Commission has authorized the Kansas City Southern 
to assume obligation and liability as guarantor in respect of not 
exceeding $500,000 of first mortgage bonds to be issued by the 
Port Arthur Canal & Dock Company. 

The Commission has authorized the Minneapolis & St. Louis 
to issue a certificate, or certificates, in an aggregate principal 
amount of $200,000 bearing interest at the rate of 5 per cent, 
to be used to refund a certificate of like amount bearing interest 
at the rate of 5% per cent. 

The Rutland Railroad Company has been authorized to issue 
not exceeding $4,100 of preferred capital stock, consisting of 41 


shares of the par value of $100 each, for the purpose of con- 
version. 


PETITIONS FOR REHEARING, ETC. 


The M. J. Grove Lime Company has filed a petition with 
the Commission requesting postponement of the effective date 
of the order entered in I. and S. No. 2096, in re rates on lime 
from E. T. L. points to Pittsburgh, Pa., Youngstown, O., and 
related points. 

The complainant in No. 15108, Shotwell Manufacturing 
Company vs. C. & N. W. Ry. et al., has asked the Commission 
to grant a rehearing. 

The Pittsburgh Coal Producers’ Association has petitioned 
the Commission to reopen its proceeding in No. 12851, Ohio- 
Michigan coal cases, and enter a thirteenth section order therein 
requiring the carriers to remove the undue and unreasonable 
advantage and preference accorded to intrastate commerce in 
Ohio ‘and the undue and unreasonable disadvantage and preju- 
dice to interstate commerce from Pennsylvania to Ohio result- 
ing from the rates prescribed. 


The Hattiesburg Chamber of Commerce, intervener in 
Finance No. 3229, in re acquisition of line by Bonhomie & 
Hattiesburg Southern R. R. Co., has asked that the case be 
reopened for further hearing. 

The Ward Manufacturing Company of Fort Smith, Ark., has 
asked the Commission for leave to intervene in No. 12887, Na- 
tional Veneer & Panel Mfrs. Assn. et al. vs. Aberdeen & Rock- 
fish R. R. et al., and for further argument and modification of 
the report and order therein. 

The complainants in No. 14638, Oklahoma Traffic Association 
et al. vs. Santa Fe et al., have asked the Commission to modify 
its order therein so as to provide for a minimum of 36,000 
pounds without a limitation as to the size of the cars. 

J. H. Ober, trustee in bankruptcy for the complainant in 
No. 12584, Indiahoma Refining Company vs. Director-General, 
has filed a petition with the Commission requesting a reargu- 
ment therein. 


CEMENT RATE INQUIRY 


The Traffic World Washington Bureau 


The Commission has instituted, on its own motion, No. 
16640, limestone into and cement out of Ada, Okla. Hearing 
is to be begun at Kansas City by Examner Weaver on February 
21. The order instituting the inquiry, except the part setting 
the hearing, is as follows: 


It appearing, That there is on file with the Commission St. Louis- 
San Francisco Railway Company’s Tariff I. C. C. No. 8410, and said 
tariff being under consideration; 

It is ordered, That the Commission upon its own motion enter 
upon and investigation into and concerning the lawfulness and pro- 
priety of said St. Louis-San Francisco Railway Company’s Tariff 
I. C. C. No. 8410, which tariff publishes rates. rules and regulations 
governing the transportation of limestone and shale from Lantry 
and Lawrence, Okla., to Ada. Okla... in connection with the move- 
ment of cement manufactured from such limestone and shale and 
er aad reshipped from Ada via the St. Louis-San Francisco 

ailway. 

It is further ordered. That the St. Louis-San Francisco Railway 
Company be, and it is hereby, made respondent to this proceeding, 
and that a copy of this order be served upon said respondent. 


i 

This inquiry is regarded as a part of I. and S. No. 2327. 
That case was instituted by means of an order dated January 
31, in announcing which the Commission said: 


By an order entered today in Investigation and Suspension 
Docket No. 2327, the Interstate Commerce Commission suspended 
from Feb. 1 and 15 until June 1, 1925, the operation of certain sched- 
ules contained in Atchison, Topeka & Santa Fe Tariff I C. C. No. 
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ag — Oklahoma City-Ada-Atoka Railway Company Tariff I. C. 
. No. 


The suspended schedules propose to establish transit privileges 
at Ada, Okla., on crushed limestone and shale inbound from Law- 
rence and Lantry, Okla., on the St. L. & S. F. Ry. and cement out- 
bound from Ada, and provide that the rate applicable on cement 
from the transit point to final destination shall be applicable on the 
outbound shipment but that refunds would be made on the inbound 
shipments in amounts not exceeding $6.60 per car of 80,000 pounds 
capacity and $8.25 per car of 100,000 pounds capacity. 


As understood by the men of the Commission who handled 
the protested schedules, the Santa Fe and the Oklahoma City- 
Ada-Atoka Railroad Company, by means of transit privileges 
at Ada, proposed to meet a situation on the St. Louis-San Fran- 
cisco brought about by the tariff filed by that carrier, by grant- 
ing a transit privilege at Ada, on crushed limestone and shale, 
inbound, from two points on the Frisco, and cement, outbound 
from Ada, and provide that the rate applicable on cement from 
the transit point to final destination should be applicable on 
the outbound shipment, but that refunds would be made on 
the inbound shipments in amounts not exceeding $6.60 per car 


of 80,000 pounds’ capacity and $8.25 per car of 100,000 pounds’ 
capacity. 


GRAIN RATES HEARING 


Hearing in I. and S. 2290, grain from Iowa and Minnesota 
to Texas points, was held at Chicago before Examiner Hunter 
February 4. The tariff under suspension is the Chicago Great 
Western’s I. C. C. 5152, suspended until April 19. 

G. R. MacLean, assistant general freight agent of the C. 
G. W., entered testimony and exhibits tending to show that 
the adjustment in the territory involved had been before the 
Commission in a number of instances and that the present 
attempt to make the lowest combination of locals from the 
origin territory to Texas points was due to a desire to meet 
the competition of the Rock Island into the Southwest. He 
explained that, in Minnesota, the rates were made on the basis 
of St. Paul and Minneapolis and that the Rock Island had an 
advantage on the haul from there, so that the tariff under sus- 
pension had been published to meet the Rock Island rate. 

R. D. Williams, assistant general freight agent for the M. K. 
T., P. J. McCarthy, assistant general freight agent for the 
Mo. Pacific, and G. D. Spear, assistant general freight agent 
for the Santa Fe, testified on behalf of the southwestern lines, 
saying that the desire on the part of those lines to join with 
the C. G. W. in rates from the northern points was the result 
of solicitors’ failure to get the haul. They entered exhibits 
showing the rate advantage of the Rock Island and tending 
to show that the proposed rates were reasonable from a com- 
petitive point of view and, in fact, made necessary by com- 
petition. 

John Kuhn, representing the Omaha Grain Exchange, tes- 
tified as a protestant. He said that, under the suspended tariff, 
routing had been omitted out of Omaha. The Commission, he 
said, in I. and S. 1866, stated that on grain adjustments, rout- 
ing out of Omaha should not be omitted. The witness said 
he had appeared to request the routing and he wanted it to 
apply on and north of the main line C. G. W. from Dubuque 
to Council Bluffs. , 

S. H. Benson, for the Chicago Board of Trade, testified that 
that organization was opposed to the tariff under suspension 
because it gave to the Kansas City and Des Moines markets 
an unfair advantage over Chicago and that, unless similar rates 
were made by the C. G. W. to Chicago, a considerable amount 
of grain would be diverted from that point. He entered ex- 
hibits showing differences between the rate adjustments pro- 
posed and the adjustment with respect to Chicago. 


EXTENSION OF LIABILITIES 


Senator Sheppard, of Texas, has introduced a bill (S. 4183), 
which is a revision of a bill (S. 3594) introduced by him De- 
cember 8 (see Traffic World, December 13, p. 1310) to amend 
paragraph 11 of section 20 of the interstate commerce act so 
as to extend the liability of the initial carrier, for loss or 
damage, to final destination in case of diverted or reconsigned 
shipments. Revision of the language of the original bill was 
made as the result of reference of the measure to the Com- 
mission. The text of the new bill follows: 


Be it enacted by the Senate and House of Representatives of the 
United States of America in Congress assembled, That paragraph 11, 
section 20, of the interstate commerce act, as amended, be, and the 
same hereby is, amended by inserting after the words ‘‘when trans- 
ported on a through bill of jadirg” in each instance where they occur 
in said paragraph the words ‘‘or when property so transported on a 
through bill of lading is reconsigned or diverted in accordance with 
the applicable tariffs filed as in this act provided,” so that all that 
portion of said paragraph preceding the word ‘Provided.’ as first 
appearing in said paragraph shall, as amended, read as follows: 

(11) That any common carrier, railroad, or transportation. com- 
pany subject to the provisions of this act receiving property for trans- 
portation from a point in one state or territory or the District of 
Columbia, to a point in another state, territory, District of Columbia, 
or from any point in the United States to a point in an adjacent 
foreign country shall issue a receipt or bill of lading therefor, and 
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shall be liable to the lawful holder thereof for any loss, damage, or 
injury to such property caused by it or by any common carrier, rail- 
road, or transportation company to which such property may be 
delivered or over whose line or lines such property may pass within 
the Urited States or within an adjacent foreign country when trans- 
ported on a through bill of lading or when property so transported 
on a through bill of lading is reconsigned or diverted in accordance 
with the applicable tariffs filed as in this act provided, and no con- 
tract, receipt, rule, regulation, or other limitation of any character 
whatsoever shall exempt such common carrier, railroad, or transpor- 
tation company from the liability hereby imposed; and any such 
common carrier, railroad, or transportation company so receiving 
property for transportation from a point in one state, territory, or the 
District of Columbia to a point in another state or territory, or from 
a point in a state or territory to a point in the District of Columbia, 
or from any point ir the United States to a point in an adjacent 
foreign country, or for transportation wholly within a territory, shall 
be liable to the lawful holder of said receipt or bill of landing or to 
any party entitled to recover thereon, whether such receipt or bill 
of lading has been issued or not, for the full actual loss, damage, or 
injury to such property caused by it or by any such common car- 
rier, railroad, or transportation company to which such property may 
be delivered or over whose line or lines such property may pass 
within the United States or within an adjacent foreign country when 
transported on a through bill of lading or when property so trans- 
ported on a through bill of lading is reconsigrned or diverted in ac- 
cordance with the applicable tariffs filed as in this-act provided, not- 
withstanding any limitation of liability or limitation of the amount of 
recovery or representation or agreement as to value ir: any such re- 
ceipt or bill of lading, or in any contract, rule, or regulation, or in 
any tariff filed with the Interstate Commerce Commission; and any 
such limitation, without respect to the manner or form in which it is 
sought to be made, is hereby declared to be unlawful and void. 


COMMISSION NEGLIGENT? 


The Traffic World Washington Bureau 

That the Interstate Commerce Commission has failed or 
been unable to recognize its responsibility as an advocate of 
the shipper and has developed into a court is one of the con- 
clusions stated by President Coolidge’s Agricultural Conference 
in its “Administrative Report” to the President, made public 


February 2. The text of that part of the report dealing with 
the Commission follows: 


It was the intention of the law which created the Interstate 
Commerce Commission to make it the duty of the Commission to act 
not only as an arbitrator or judge between the shippers on the one 
hand, and the railroads on the other, but also as an investigator and 
advocate for the shipping public in general. That this latter duty 
was just as important in the minds of Congress as its duty to act 
as a court in adjusting differences between the railroads and the 
shipper, is clearly shown in the debates which took place in Congress 
previous to the passage of the act setting up the Commission. Those 
who opposed the passage of the law insisted that the courts were 
the proper agencies to handle rate matters, while the supporters of 
it insisted that it was necessary to have a Governmental agency to 
assist an aggrieved individual in both preparing and presenting his 
case. 

That the members of the Comission recognized its duty to the 
public is borne out in an address of Hon. Charles A. Prouty, a mem- 
ber of the Interstate Commerce Commission, delivered at a meeting 
of the American Bar Association at Portland, Maine, in 1907. On this 
occasion Commissioner Prouty stated: “If a railway imposes upon 
you, in common with others, an unjust rate, that is not a private, 
but a public wrong which should be corrected by public authority 
in which you, as an individual, can not be expected to redress for 
the benefit of your fellows. Any scheme of a regulation which does 
not embrace this feature will end in failure.”’ 

It is unfortunate that in more recent years the Interstate Com- 
merce Commission has failed or has been unable to recognize its 
responsibility as an advocate of the shipper and has developed into 
a court. The methods of procedure and the practices that have been 
developed are constantly making it more difficult for a shipper to 
obtain redress. The cost of employing counsel and the necessary ex- 
perts makes it almost impossible for the ordinary citizen to get a 
hearing. There are few, if any, courts where it is more expensive or 
more difficult to obtain relief, neither is there any court more deliber- 
ate in reaching its decisions after a case is presented. 

It is apparent to the Conference that multiplication of work in the 
Interstate Commerce Commission during recent years, together with 
limited funds, have contributed to the present situation. The situation 
is such, however, that a farmer representing an unorganized industry 
and who is not in a position to retain traffic and legal advisers can- 
not expect ample consideration from the Commission unless some 
agency is provided whereby it will be the duty of some one to 
represent agriculture in hearings before it. 

It is the feeling of the Conference that problems coming before 
the Interstate Commerce Commission are so closely allied with 
marketing and distribution that such work on behalf of the farmer 
could well be undertaken by the Federal Co-operative Marketing 
Board, proposed in the preliminary legislative report of the Con- 
ference. Through this Board, agriculture, organized through co- 
operative associations, would have at its command an agency similar 
to those existing for other industries, whereby it could seek redress 
in rate matters. The Conference further recommends that if such a 
unit is ereated it should investigate all complaints made to it regard- 


ing rate matters that affect agriculture and otherwise assist in an 
advisory capacity. 


The members of the Agricultural Conference are as follows: 
Robert D. Carey, chairman; Fred H. Bixby, R. W. Thatcher, 
C. S. Barrett, O. E. Bradfute, W. C. Coffey, Ralph P. Merritt, 
W. M. Jardine and L. J. Taber. 


MODIFIED PROCEDURE DOCKET 


Suggestion that they be placed on the modified procedure 
docket has been made respecting No. 16583, Los Angeles 
Warehousemen’s Association vs. Atchison, Topeka & Santa 
Fe, and No. 16621, Proctor & Gamble Manufacturing Co. vs. 
Baltimore & Ohio et al. 
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EASTERN CLASS RATE CASE 


The Trafic World Washington Burcau 

Hearings were begun, February 4, in No. 15879, Eastern 
Class Rate Investigation, before Commissioner Eastman and 
Examiner Howard Hosmer. The attendance was so large that 
it completely filled the large hearing room of the Commission. 
The plan, as made, was to have hearings held in a smaller 
room in an Office building near the Commission’s offices. That 
plan had to be abandoned on account of the large number 
that appeared. 

Sitting with Commissioner Eastman and.Examiner Hosmer 
at the beginning of the hearing were B. S. Stathers, chairman 
of the West Virginia commission; E. I. Lewis, a member of 
that commission; Charles Van Voorhis, a member of the New 
ork commission; W. E. Griggs, chief tariff clerk of the New 


York commission; and Samuel D. Pepper, a member of the 
Michigan commission. 


Commissioner Eastman said the schedule heretofore pub- 
lished would be followed as closely as possible. An announce- 
ment made by him that the Commission might ask for testi- 
mony other than that tendered by carriers and shippers was 
regarded as significant. Before making that announcement he 


reminded those in the room that the case was one initiated by 
the Commission. 


Under the schedule, the first two days were set aside for 
the testimony of R. H. Collyer, chairman of the Trunk Line 
Committee. Before the hearing was begun Henry Thurtell, ap- 
pearing for some of the ocean lines, carrying traffic on ocean- 
and-rail rates which will be affected by the prospective revi- 
sion in the eastern class rates, said those lines desired to be 
heard on fourth section departures. Mr. Eastman directed at- 
tention to the fact that February 24 and the following day had 


been assigned to “miscellaneous” and suggested that the ocean 
lines could then be heard. 


In behalf of the eastern lines, R. W. Barrett, general sol- 
isitor for the Lehigh Valley and chairman of the committee of 
railroad counsel in this case, said that this was an investigation 
and not a case between parties, an adventure into new and un- 
tried fields by the railroads, into which the railroad traffic offi- 
cials came with open minds. He said he desired to emphasize 
the fact that the matter was an inquiry, an investigation and 
that suggestions to be made by the carriers were the result of 
compromise in which carriers, in their effort to meet the views 
of the Commission in favor of a revised rate structure, had 
given up views held by them as to what should be done, so 
there could be something presented. He said that every wit- 
ness put upon the stand by the carriers would speak, not for 
the railroad employing him, but for all the railroads, indicating 
that the views would not be personal but the thought of the 
eastern railroads on a situation that necessarily involved con- 
flicting individual line interests. He said that necessarily 
every witness had had to give up something he wanted for his 
own line. He desired to emphasize, he said, the fact that the 
case was an investigation and that the carriers came into it in 
a spirit of friendliness and co-operation. He said the scales 
proposed were in accord with the principles in the Anderson 
and Disque scales and that the carriers had not made a traffic 
test to determine the effect of the scales upon their revenues. 


Mr. Collyer said that while the carriers had not sought this 
reconstruction of their class rate structure they did not shrink 
from it. He said they had advised the shippers at great length 
as to the nature of their proposals and what the application 
thereof would do to rates in which there were great uneven- 
esses due to the manner of their development, to meet wagon 
competition in the early days on short hauls. canal and other 
water competition on the longer ones, and the competition of 
carriers at points common to two or more railroads. He also 
mentioned that when railroads were consolidated the rate struc- 


tures of the lines taken over had had their effect upon the gen- 
eral structure. 


The witness reiterated that there had been no revenue test 
and would not be until instructions from the Commission, be- 
cause the thought of the railroads was that principles should 
be settled first and then the revenue test undertaken to ascer- 
tain the effect of the revision upon the finances of the carriers. 

Before Mr. Collyer began his testimony, which, at the first 
session was almost wholly a historical recital, Mr. Barrett in- 
troduced about fifty exhibits some of which were volumes of 
more than 300 pages, including one of 362 pages concerning the 
Class rate proposals worked out by the carriers, in 1922. In- 
cluded in the exhibits were the five scales which the carriers 
were ready to present in outline last April when they appeared 
before an examiner to justify the long-existing fourth section 
departures and traffic men in the Commission suggested that it 
would be better to withhold the scales the carriers had pre- 
rared as a method for reducing the number of fourth section 
departures, until a class rate investigation might be instituted. 
The Commission men suggested that that would be a better 
way to proceed than the one proposed by the carriers. The 
latter proposed suggesting scales at the fourth section hearing 
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rather than ask for a general inquiry such as the Commission 
instituted. 

At the end of the first day of the hearings, Mr. Collyer 
had completed a description of the proposals that had been 
prepared by the carriers to meet the situation the Commission 
seemed to think existed at the time it issued its order directing 
an inquiry into the rates. His testimony on that day could 
be called an index to or outline of the testimony that would 
be offered by other witnesses, each treating a distinct phase 
of the subject in greater detail than he offered in his testimony, 
although it could not be said that Mr. Collyer did not go into 
details so as to point out the almost innumerable situations 
that went into the composition of the whole. 

One of the promises made in his testimony was that the 
railroads would undertake to show that operating conditions in 
trunk line territory were more difficult than in C. F. A. terri- 
tory. Another was that there would be testimony to show 
that commercial conditions required a harmonizing of the 
Anderson scale with a scale in the territory west of the Hudson. 
He said the New England carriers had not been able to obtain 
the full benefit of the Anderson scale because the trunk line 
rates and the necessity for avoiding departures from the 
letter of the fourth section required the New England carriers 
to hold their rates lower than their scale. In matching the 
trunk line rates to the Disque scale rates in C. F. A. territory, 
inflations, he said, had been allowed to meet the conditions 
at the boundary between the two territories. 

The witness recited conditions which he said led to the 
formulation of the proposals the carriers were submitting in 
this proceeding, in which the leading scale provided a rate 
of 30 cents for the basic distance of five miles, the same 
being one cent higher than the initial five mile first class rate 
in the Disque scale and two cents lower than the basic distance 
first class rate in the Anderson scale. He submitted graphs 
to show the average rate in each class and how that average 
rate of the present would compare with rates made under the 
proposed intra-territorial scale and comparisons between pres- 
ent rates and rates made under the percentage relationship 
carried in the Disque scale, and much other material of that 
general character. 

As to the existing class rates he said the carriers did not 
contend they reflected mileage but that they did contend they 
had been fairly responsive to the demands of traffic and that 
few complaints had been made concerning them, even if 
they varied greatly, each road having its own ideas as to 
what class rates should be. 

In regard to the fourth section phase of the case he con- 
tended there were no intra-territorial departures on the direct 
lines; that the bulk of the depatrures were due to circuity, 
a few to water competition and none to market competition. 
He said that under whatever plan of rates that might be 
adopted fourth section relief would have to be granted. Strict 
compliance with the letter of the fourth section he said, would 
be calamitous and cause a vast change in the conditions under 
which the industries and commerce of the territory would have 
to be carried on. 

At the end of the day he entered into an explanation of 
the manner in which the proceeding had been brought about. 
Commissioner Eastman suggested that the testimony on that 
point might well be directed to the shippers and not to the 
Commission. Mr. Barrett acknowledged that that was so but 
said that the carriers had discovered so many erroneous ideas 
on the subject, which they had not been able to dispel, that 
they asked permission to make their explanation to the ship- 
pers while so many were present. He said he thought not 
more than half an hour had been taken in the presentation 
of that kind of testimony. 

Commissioner Eastman asked Mr. Collyer about the move 
made in 1920 to deal with the class rates. Mr. Collyer said 
he could not testify from knowledge of that attempt but his 
information was that Directors Chambers and Prouty of the 
Railroad Administration had ordered the attempt but that when 
Max Thelen became director he ordered it to be dropped. 

Additional indication that the carriers were not, at this 
stage of the proceedings, proposing the scales prepared by them 
as the solution of the unsatisfactory condition assumed to pre- 
vail in their territory was given at the morning session of the 
second day of the hearings, while Mr. Collyer was still on the 
stand outlining the exhibits that had been prepared and were 
being submitted. Commissioner Eastman inquired if the scales 
were being presented as the view of the carriers as to what 
should be done and whether they intended to defend them. Mr. 
Barrett, counsel in charge of the case, and the witness pointed 
out that the carriers were presenting facts that led them to the 
conclusion that the Commission expected them to do something 
about the class rates in the territory; the facts about the origin 
of the rates in existence; what would happen if the carriers 
went to a mileage scale basis; and what some would have to 
give up if a mileage basis were adopted. 

Messrs. Barrett and Collyer put forth the idea that the scales 
that had been prepared and were contained in the exhibits were 
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the best they could suggest on the information they had at the 
time they were prepared and acting on the assumption that 
something would have to be done because of the critical re- 
marks by the Commission in cases decided by it. Mr. Barrett 
said they were not to be understood as saying that the rates 
that would result from the use of the scales were the ones that 
should be put into effect, or that the railroads were urging the 
adoption of the scales. Mr. Barrett said there were a large 
number of shippers present and he assumed they would put in 
testimony about commodities and localities which the carriers 
might not have thought about or considered and that the car- 
riers desired to hold themselves in readiness to avail themselves 
of the information imparted by the shipper witnesses. Some, 
he suggested, might be of the opinion that no great changes 
should be made. He indicated that, before the end of the case, 
the carriers would make definite proposals. 

Wilbur LaRoe, Jr., suggested that unless the shippers could 
know what was proposed by the carriers there could be no 
cross examination. Mr. Barrett assured him that he was not 
to be understood as saying that the carriers would wait until 
time for filing briefs to indicate what they thought should be 
done but that he meant the carriers would be in position, by 
cross examination time, to give the shippers ground for such 
cross examination. He said the carriers would like to know 
what the shippers thought of the situation at present so they 
would be in position to make or suggest modifications. 

At one point in the explanation of an exhibit Commissioner 
Eastman inquired if it was the contention, in connection with 
the exhibit under consideration, that there were such differences 
in operating conditions on the Erie, Baltimore & Ohio, Penn- 
Sylvania and New York Central as to warrant class rates on 
different bases. Mr. Collyer said he did not know what the 
testimony as to differences in operating conditions would be, 
but that the exhibit was merely intended to show the fact. At 
another point, also answering an inquiry from the bench, as to 
port differentials, the witness said the exhibit was intended to 
show the fact and not any conclusion to be drawn therefrom. 

There were few direct references to the scales themselves, 
the assumption seeming to be that inasmuch as they had 
been published and circulated months ago, it was desirable to 
build up data as to the existing rates and what would happen 
in the event the scales were adopted, rather than indicate at 
that time the reasons for suggesting the scales. 


RENEW OHIO PROTEST 


The Traffic World Washington Bureau 


Although defeated in their effort to prevent the disestab- 
lishment of the differential relationship on coal from eastern 
Ohio, western Pennsylvania and northern West Virginia, by 
means of a protest requesting suspension of proposed cuts from 
Ohio mines to Akron, Cleveland, and other destinations, the 
Pittsburgh Coal Producers’ Association has returned to the 
attack with a petition for the institution of a thirteenth sec- 
tion proceeding for the removal of what they call the undue 
preference given intrastate traffic in Ohio, in violation, as they 
claim, of the Commission’s finding in Ohio-Michigan Coal Cases, 
80 I. C. C. 663. In their petition, signed by August G. Gutheim, 
attorney, and C. J. Goodyear, traffic manager, the Pittsburgh 
operators say they renew their protest against the rates con- 
tained in supplement No. 4 to F. D. Davis’ I. C. C. 44 and sup- 
plement No. 4 to F. V. Davis’ Ohio No. 44 (the same document, 
they say) and respectfully pray that the Commission reopen 
the proceeding and enter therein a thirteenth section order of 
inquiry. 

In addition they asked for an order requiring the carriers 
participating in the transportation of coal upon the rates car- 
ried in the two publications mentioned “forthwith to re-estab- 
lish the rate relation confirmed in the Ohio-Michigan coal cases, 
and thereby remove the undue and unreasonable disadvantage 
and preference to intrastate commerce in Ohio and the undue 
and unreasonable disadvantage and prejudice to interstate 
commerce from Pennsylvania to Ohio, resulting from such 
rates.” 

The rates against which the renewed protest has been filed 
went into effect, as to traffic in Ohio, on December 1, on two 
days’ notice, and as to interstate traffic, on January 1, 1925, 
the Commission having declined to suspend the interstate tar- 
iffs. The protesting Pittsburgh operators said the Ohio rates 
were put into effect without opportunity on the part of those 
adversely affected by them to make a protest. For illustration, 
they said, the reductions from some of the differentially related 
Ohio districts to Akron amounted to six cents per ton and to 
Cleveland nine cents per ton. They called attention to the 
fact that, as they said, the carriers now making the reductions 
which they claimed would disestablish the relationship, com- 
plained to the Commission, in 1921, that the Ohio commission 
had refused to permit increases in the rates applicable within 
Ohio so as to maintain the differential relationship and that 
that would bring about a discrimination against interstate com- 
merce in violation of the thirteenth section and keep them 
from obtaining the revenue and return contemplated by sec- 
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tion 15-a. That petition, for a thirteenth section proceeding, 
they pointed out, was consolidated with and reported as part 
of the Ohio-Michigan coal cases, 80 I. C. C. 668. They said 
that the Commission, in Ex Parte 74, 58 I. C. C. 220, authoriz- 
ing increases, expressly adopted and permitted the proposals 
of the carriers therein made, that any increases in rates on 
coal that might result from that proceeding should recognize 
and continue the then existing differential relationship, as there- 


tofore confirmed in Bituminous Coal to C. F. A. Territory, 16 
I. ©. C. 166. 


Specifically the petitioning Pittsburgh operators claimed 
that the effect of the recent reductions was the violation of sec- 
tion 1, 3, 13 and 15a. They asserted, upon information and 
belief, that the reductions were made, on the insistence of the 
Wheeling & Lake Erie, which they said they were informed, 
was actuated by a desire to induce certain mines in Ohio, said 
said to be owned by large Consumers in Akron, O., to re-com- 
mence operations, thereby furnishing additional tonnage to the 
Wheeling & Lake Erie. They intimated the reductions were 
not voluntary on the part of carriers other than that one by 
quoting a letter said to have been received by them from the 
chairman of the coal, coke and iron ore committee of the C. F. 
A. lines dated December 17, 1924, saying they, the railroads 


“should not voluntarily make any reduction in the Pittsburgh 
rate to Akron at this time.” 


COAL PRODUCTION AND SHIPMENT 


“The week ended January 24 was marked by a sharp de- 
cline in the production of soft coal to a level far below the 
12,000,000-ton mark,” says the Geological Survey in its weekly 
coal report which, in part, follows: 


Preliminary estimates, based on the number of cars shipped, and 
including allowances for coal coked at the mines, mine fuel, and 
local sales, place the total output at 11,387,000 net tons, a decrease of 
641,000 tons, or 5.3 per cent. Compared with the record of the cor- 
responding week a year ago, there was a decrease of more than a 
half million tons. ‘ 

Incomplete telegraphic reports from the railroads to the American 
Railway Association on daily loadings show a slight increase on 
Monday, January 26, as compared with the corresponding day last 
week. Tuesday’s loadings fell off more sharply than usual, however, 
and the total for the two days showed a decrease of nearly 2 per 
cent, This indicates the possibility that production has not yet 
reached the bottom of the present decline. 

The production of anthracite declined slightly in the week ended 
January 24. According to reports of the 9 principal anthracite car- 
riers, 33,266 cars were loaded for shipment, from which it is estimated 
that the total output, including mine fuel, local sales, and the products 
of washeries and dredges, was approximately 1,740,000 net tons, Com- 
pared with the preceding week this was a decrease of 63,000 tons. 
The present weekly rate of output is practically the same as that a 
eB a but it is considerably less than at the corresponding date 
of 1923. 

In complete reports from the railroads serving eastern New York 
and New England, indicate a slight gain in the quantity of coal 
forwarded in the week ended January 24. The quantity of bituminous 
coal forwarded across the Hudson by carriers that handled about 
three-quarters of the total tonnage in the preceding week showed an 
increase of approximately 14 per cent. Anthracite shipments by the 
same roads were 2 per cent larger. f 

Tidewater business in soft coal at omens Roads recovered in 
the week ended January 24 to approximately the pre-holiday level. 
The total quantity handled was 383,875 net tons, an increase of 57,414 
tons. The principal improvement was that of 64,188 tons in exports. 
Cargoes consigned to New England declined slightly to 210,413 tons. 


Shipments to the “other coastwise’’ trade remained unchanged and 
totaled 40,209 tons. 


OPERATING STATISTICS 


Operating statistics compiled by the Bureau of Statistics of 
the Commission from reports from Class I roads, exclusive of 
switching and terminal companies, for November, 1924 and 
1928, and for the eleven months ended with November, 1924 
and 1923, show the following: 


Loaded car-miles—1,397,537,000 in November , and 1,410,953,000 in 
November, 1923; 14,643,468,000 for the eleven months ended with 
November, and 15,197,798,000 for the same period of 1923. 

Empty car-miles—760,810,000 in November, and 765,793,000 in 
November, 1923; 7,810,271,000 in eleven months ended with November, 
and 7,825,118,000 in same period of 1923. 

Net ton-miles—38,049,000,000 in November, and 38,158,000,000 in 
November, 1923; 394,442,000,000 in eleven months ended with November, 
and 424,180,000,000 in same period of 1923. 

Per cent unserviceable of total locomotives—18.7 in November and 
18.4 in November, 1923; 18.8 for eleven months ended with November 
and 21.9 for same period of 1923. 

Per cent unserviceable of total cars on line—7.8 in November 
and 6.6 in November, 1923; 7.8 for eleven months ended with Novem- 
ber, and 8.1 for same period of 1923. 

Car-miles per car-day—28.5 in November, and 29.3 in November. 
1923; 27 for eleven months ended with November, and 28 for same 
period of 1923. 

Net tons per loaded car—27.2 in November and 27 in November, 


1923; 26.9 in eleven months ended with November, and 27.9 in same 
period of 1923. 


GUARANTY CERTIFICATE 
The Commission has certified to the Secretary of the Treas- 
ury that the Fort Dodge, Des Moines & Southern owes the 
United States $69,065.55 on account of overpayment under sec- 


tion 209 (guaranty) of the transportation act. A total of $137,- 
500 was paid to the carrier in advances. 
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Industrial Traffic Departments 


Eighth of a Series of Thirty Articles on the Organization and Management of Industrial and 
Commercial Traffic Departments, Written for The Traffic World by G. Lloyd Wilson, A. B., 
M. A., Instructor in Commerce and Transportation, University of Pennsylvania 


Walter F. Wyman, sales and export manager of the Carter’s 
Ink Company, Boston, uses the term, “built-in” to describe a 
type of export department “designed to bring into the export 
work the best brains of an enterprise in the best way.” ‘The 
term may be appropriated for further service in describing 
a specialized type of industrial traffic organization. 

In a number of industries there sems to be insufficient 
grounds for creating industrial traffic departments with a num- 
ber of employees attached to the department, doing work which 
might be done in other departments already in existence. 
Plant executives are reluctant to assume the burden of main- 
taining an independent traffic department with the additional 
overhead expense unless they can be convinced beyond a shadow 
of doubt that a large department can pay its way. Clerks in 
the accounting, purchasing, sales, office manager’s, plant-oper- 
ating, and other departments are already employed in work 
similar in many respects to the work to be done by the staff 
of the traffic department, and yet the burden would not be so 
completely lifted from the established departments as to justify 
transfering these employees to the traffic work or to dispense 
entirely with their services and thus to relieve the several de- 
partments of the salaries paid them. 

This dilemma hag been solved in a number of industries 
by coordinating the work of men in several departments under 
the direction of a technically trained traffic manager, so that 
the best transportation brains of the concern are brought to 
play in traffic work without creating undue disturbance in the 
general scheme of organization or without entailing extra over- 
head expense. The traffic manager in such an organization plan 
undertakes the instruction of the employees of each department 
detailed to handle traffic work along with other duties. The 
accounting men, for example, are instructed in freight bill and 
demurrage statement auditing and other accounting phases of 
traffic work. Tariffs needed to check rates are procured by the 
traffic manager and the accountants are assisted in interpreting 
the tariff until they become familiar with the work. Other 
departments cooperating in the plan are instructed in like 
manner and the work of all coordinated by the traffic manager 
to obtain the team work spirit, without which the “built-in” 
traffic department must surely fail. The concern receives the 
benefit of the work of highly trained men in each phase of 
traffic work plus the advantages of the services of a high grade 
traffic specialist. The full force of the entire industry is thus 


focused, in attending to its transportation and traffic interests 
through this one expert. 


How the “Built-In” Department Is Organized 


The typical “built-in” department takes in a number of 
plant executives and department heads, starting usually with 
the president, vice-president, or other high executive and end- 
ing with clerical workers in a number of departments. The 
high executive heads the organization so as to lend his authority 
to the traffic manager, who, rankifig usually no higher than 
heads of departments included in the built-in organization, must 
give orders as to traffic practice and proceedure to the coop- 
erating department heads. These instructions carry, when the 
executive authority is delegated to the traffic man, the full 
force of the prestige of the executive head. 

The traffic manager, responsible for the success of the 
department, must possess, in addition to a thorough technical 
training in traffic and the experience necessary to season the 
training, the ability to secure the cooperation of the depart- 
ments involved in the plan. In proportion to the tact, diplo- 
macy, and inspiration of the traffic manager will the plan be 
successful, for, without the faculty of encouraging and develop- 
ing the team spirit among the departments, the power of the 
executive orders to compel cooperation will fall far short of 
producing the coordination of department desired. Coopera- 
tion must be inspired—it cannot be created by commands alone. 

Next in the typical “built-in” organization are the heads 
of departments performing, along with their regular functions, 
the bits of traffic work most closely related to their own work. 
The duties of each department in this connection can best be 
learned by an examination of the work performed in a typical 
industry functioning in accordance with a “built-in” plan of 
traffic organization. 


The Services of the Accounting Department 


The auditing of freight bills and of demurrage statements 
are accounting tasks and may be performed by the accounting 
department, provided the necessary tariff and rate instructions 


are given to the men performing the work by the traffic man- 
ager. Reading a freight tariff of the simplest type usually 
appears to be a feat of wizardry to be uninitiated. The clerks 
auditing the freight bills and demurrage statements may be 
coached in reading ordinary tariffs to find rates to and from 
places where the industry does most of its business. Instruc- 
tions may be given to these men by the traffic manager. Doubt- 
ful cases in which the bill auditors cannot check the rates may 
be referred to the traffic man for special audit. It is desirable, 
whenever possible, to have men familiar with tariffs doing the 
work. This problem is often solved by employing a man or 
men trained in tariff work and able to do other accounting 
work in the remainder of their time. Many such combination 
men are to be found in the accounting departments and agencies 
of the railroad companies. 

Bills of the carriers may be certified to the treasurer of 
the company for payment by the accounting department. This 
may be done in the same manner as other bills, except that 
only forty-eight hours’ time is permitted for settlement, even 
though the establishment is on the carriers’ “accommodation 
lists.” Arrangements for placing the name of the concern on 
such lists may be made by the traffic manager in connection ~ 
with the treasurer of the concern and the agents and treas- 
ury departments of the carriers. 

Claim papers are prepared by the accounting department 
under the supervision of the traffic manager. Documents to 
support overcharge, loss, or damage claims against the carriers 
may be worked up by the accounting clerks and the completed 
claim sent to the traffic manager for his visé. Such claims are 
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usually prepared in the name of the traffic manager and sub- 
mitted to the carriers by him. The routine work of the follow- 
ing the claims may be performed by the accountants and the 
traffic manager advised when the time limit within which un- 
settled claims may be sued for, draws near. 


The Legal Department’s Share of the Work 


The legal staff of the concern cooperates in the scheme of 
things by assisting the traffic manager in presenting and plead- 
ing cases before commissions to relieve the industry of rate 
or service discriminations. The case may be worked up by 
the clerical staff of the industry under the direction of the 
traffic manager and presented by the legal staff with the tech- 
nical transportation advice of the traffic manager. The traffic 
manager may testify on behalf of the concern as an expert 
witness while the case is developed by the company’s attor- 
neys. This combination of traffic and legal experience and 
training assures the industry of able representation of its legal 
transportation problems. Overcharges, loss, and damage claims 
are usually presented to the carriers by the traffic manager but, 
if not collected within the prescribed period within which suits 
may be entered, they are referred to the legal department for 
action. The suits entered are prepared jointly by the legal de- 
partment and the traffic manager and sued out in the courts of 
competent jurisdiction by the attorneys of the legal depart- 
ment. Exhibits and testimony are often prepared by the 
traffic manager, the legal phases of the cases only being 
attended to by the legal department. The traffic manager is 
often called on to testify in the course of the prosecution of 
such cases. 

Legal advice concerning contracts, procedure, and opinions 
as to the rights of shipper and carrier under different situations 
arising in connection with the transportation problems of the 
industry are often sought of the legal department. This sort 
of legal transportation work is of importance in concerns 
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having a “built-in” traffic department. The lack of a full traffic 
staff precludes the possibility of much of the detail work in 
connection with the legal phases of traffic work being per- 
formed by the traffic manager. The burden of this work, there- 
fore, devolves on the shoulders of the legal staff functioning with 
the traffic manager. 

The Purchasing Department’s Contribution 


The staff of the purchasing agent shares in performing 
the traffic work by transmitting routes, specified by the traffic 
manager, to the suppliers. The route selections may be desig- 
nated by the traffic manager to the purchasing department 
at the time the purchase orders are placed or standing instruc- 
tions may be issued to govern the routing of all shipments 
from each supplier. The most usual actual practice is for stand- 
ing routine orders to be placed with suppliers for less carload 
shipments and each order aggregating a carload or greater 
quantity of freight to be routed individually. New instructions 
are given the purchasing department as new suppliers are 
added or rate or service conditions make changes in routes de- 
sirable. The traffic manager keeps his finger on the transpor- 
tation situations and makes his wishes as to the inbound routes 
known to the purchasing department, which, in turn, passes the 
routing orders along to those from whom purchases are made. 

A variation of this plan is the practice of transmission of 
routing instructions directly from the traffic manager to the 
suppliers. The purchase orders are placed without routing di- 
rections by the purchasing department. The traffic manager 
is notified, by copy of the purchase order or otherwise, of the 
placing of the order, so that he may issue routing instructions 
to the suppliers. Close cooperation between the purchasing de- 
partment and the traffic manager is necessary, whichever method 
of routing is followed. All traffic matters connected with inbound 
shipments are supervised by the traffic manager while the detail 
work is performed by members of the purchasing department. 


The Sales Department’s Role 


The sales department functions in connection with outgoing 
traffic in the same manner as the purchasing department func- 
tions in connection with inbound traffic. When goods are sold 
on an F. O. B. factory basis, the customers usually specify the 
route and this routing is respected by the sales department 
and the traffic manager. Orders are given to the stores or other 
department which prepares the goods for shipment, directing 
it to route the goods as requested by the customer. Goods sold 
F. O. B. destination, however, are usually routed by the shippers, 
although route preferences may be expressed by the customers 
in some cases. If the routes selected by the customers are not 
more expensive than the routes selected by the traffic manager 
in making up the F. O. B. delivered price, the customers’ re- 
quests are usually followed. 

Blanket instructions are usually issued to the sales depart- 
ment by the traffic manager, for all less carload traffic together 
with the rates applicable over such routes. The sales depart- 
ment compares such routes and rates with those requested by 
the customers and if no extra expense is involved, the sales 
department approves the route for the guidance of the stores 
department. Unrouted carload shipments are usually routed in- 
dividually by the traffic manager, subject to requests for routes 
or delivering roads by the customers. Certain customers may 
have track connections with one or a few rail lines so that it 
is necessary, in order to avoid extra switching or cartage ex- 
pense, that the cars be delivered by such road or roads. Routes 
must be selected so as to make delivery possible via these roads. 

Changes in routes are made from time to time as rate 
and service conditions warrent. Changes in rates are announced 
by the traffic manager so that the sales department may be 


guided in quoting F. O. B. delivered prices or prices allowing 
freight to destination. 


The Stores Department’s Part 

The stores department functions as a shipping and receiving 
organization under the provisions of the “built-in” plan. With- 
out a force of shippers and receivers to handle this inbound 
and outbound traffic of the establishment, the traffic manager 
directs the employes of the stores department in preparing 
freight for movement and receiving shipments in the proper 
way so as to safeguard the interests of the concern. Stores 
department men, in addition to their regular duties in connec- 
tion with handling and caring for the stocks of goods, perform 
whatever shipping or receiving duties are assigned them. 
Packers prepare goods for shipment after the manner pre- 
scribed by the traffic manager. Truckmen load the outbound 
drays or cars, clerks verify the weights and counts and see 
that the proper shipping papers are prepared, weighers weigh 
the packages and mark the weights on the cases, and markers 
stencil the names and addresses of consignees and other ghip- 
ping marks on outgoing shipments. 

Incoming shipments are handled in a fashion by stores men 
acting under standard instructions of the traffic manager. Goods 
are checked for condition and quantity against the orders, 
transmitted to the stores department and shipping papers re- 
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ceived from the railroads and steamship lines. Reports are 
made to the traffic manager of goods received and of damaged or 
short shipments so that claims may be initiated. 

The men to do the shipping and receiving work are assigned 
to their tasks by the stores superintendent, but are responsible 
for the work to the traffic manager. Detailed instructions are 
prepared by the latter indicating the standards to be followed 
in performing the various tasks. In the matter of packing, 
for example, instructions are issued by the traffic manager, 
prescribing the types of containers to be used, the protection 
to be placed around fragile articles, the kinds of goods that 
must be packed together in one container, when mixtures must 
be packed in one container, and the preferences as to packing 
expressed by customers. Packing for shipment is often a stum- 
bling block. The rules of classification and the practices of the 
carriers by rail and water, make it imperative that an expert 
traffic man direct the work so that transportation service may 
be obtaimed at the lowest rates consistent with the safety of 
the goods. Extra charges are assessed if goods are not packed 
in proper containers or are insecurely packed. Just what con- 
stitutes proper packing from a transportation of view is a tech- 
nical traffic problem that can be solved in the best interests 


of the industry, only if the work is done under the direction of a 
competent traffic man. 


The Services of the Production or Works Department 


The production plant, or works department, as it is variously 
called in American industry, contributes its manufacturing 
experience and services to the traffic work of the company. 

Articles for shipment are “knocked down” into parts for 
convenient size for shipping. This problem of reducing the 
size of shipments is a combined one for the production and 
traffic manager. The former approaches the problem from the 
production point of view, deciding how the larger units of 
product may be reduced in size for shipment without damaging 
the goods or making the problem of setting the goods up at 
the other end too complex. The traffic manager views the 
question from a transportation viewpoint so as to get the lowest 
possible ratings for the goods and at the same time provide 
for their safe carriage. The combined judgments of the traffic 
manager and production men results in the preparation of goods 
for shipment in a way best adapted to solve the mechanical 
and traffic problems. 

Another duty of the plant department in establishments 
functioning according to the “built-in” plan, is the superinten- 
dence of the local transportation facilities. In many instances, 
this includes the supervision of teams and motor truck oper- 
ation and, in some instances, local plant railway operation. Em- 
ployees of sub-departments of the plant department perform 
these duties and are responsible to the plant superintendent 
for the performance of their regular work, but report to the 
traffic manager for instructions as to the traffic phases of their 
work. 

The chauffeurs, driving the company’s trucks, report to 
their immediate superior in the production department, but are 
governed in the delivery of freight to the railroad depots and 
steamship docks and the picking up goods from such station by 
the instructions of the traffic manager. They are cautioned 
against signing clear receipts for damaged shipments and are 
responsible to the traffic manager if such orders are not observed. 

The plant switching crews perform their work under the 
jurisdiction of the plant superintendent, but the records of car 
placements, the turning of cars over to particular roads, and 
the order in which cars are placed, are matters in which the 
instructions of the traffic manager are observed. 


The Office Manager’s Contribution 


The stenographic forces of the office manager’s organiza- 
tion are available for traffic work as needed. The traffic man- 
ager may have sufficient routine work to keep one stenographer 
busy all the time and may have such a permanent assistant. 
The rest of the clerical detail is performed by employees of 
other departments so that the stenographic services incident to 
the work are usually done by stenographers and typists of such 
departments. 

Cletical work not directly related to the work of the traffic 
manager performed in other departments may be assigned, from 
time to time, to clerks of the office manager’s staff. Special 
work involving clerical detail is often distributed among persons 
in the office department to relieve other departments from the 
pressure of work when special traffic work must be done. 

Other departments than those enumerated may contribute 
their services to the traffic work of the establishment. The 
departments involved and the nature of the work performed 
in each, varies with the plan of organization under which the 
industry functions. The eight departments indicated serve to 
show the most usual scheme or organization and the kinds of 
traffic service performed in each. This typical arrangement 
is shown in the accompanying chart. 


Knitting the Departments Together for Traffic Work 
No plan of organization is so perfect that it works perfectly 
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when once set up. This is especially true of organizations like 
the “built-in” traffic department, which depends for success on 
the calibre of the heads of the departments involved in the 
plan, the ability of these men to work as a team, and on the 
coordinating ability of the traffic manager. This ability to co- 
ordinate the work of various departments and instruct the men 
detailed to perform the work are essentials to the success of 
the “built-in” department. 

A “built-in” organization is not one that can be developed in 
a day or in many days for that matter. Painstaking care must 
be taken to instruct the men performing traffic work in their 
duties and precise instructions must be issued for their guid- 
ance. Routine work is handled entirely according to such def- 
inite instructions so that, in course of time, this feature of the 
traffic job becomes automatic in its performance. Periodical 
and special meetings of the heads of the departments collaborat- 
ing with the traffic manager are held, at which the limits of 
responsibility of each department, questions of policy, training 
of men, special arrangements necessary to meet emergencies, 
grievances, complaints, competition, expansion, new facilities, 
procedure, and other questions are discussed. The ideas of 
the department heads and the principal men actually doing the 
various traffic jobs are brought out so that the combined ability 
of the whole organization may be truly brought to a focus. 
Many valuable suggestions as to traffic work come in the course 
of such meetings from the heads of the cooperating departments. 
The men are specialists in their particular lines and can give 
expert advice in connection with the transportation problems 
of their particular tasks once they get the rudiments of traffic 
management and catch the team spirit of the “built-in” depart- 
ment. 


on the traffic team of which the traffic manager is both a captain 
and a coach. 


The Efficiency of the “Built-In” Department 


The value of the “built-in” plan lies chiefly in its efficiency 
as a transition between having no traffic manager and having 
a fully manned traffic department. Many of the phases of traffic 
work, handled acceptably by the “built-in” organization, can be 
performed better by full time traffic specialists permanently at- 
tached to a regular traffic department. It is not always deemed 
advisable to set up such an elaborate organization over night. 
Instead, the existing machinery already in running order to 
handle other business of the establishment, is supplemented 
slightly and adapted so as to handle special phases of the 
traffic problem, and a traffic expert engaged to correlate the 
work of the accounting, sales, purchasing, stores, legal, produc- 
tion, office, and other departments. He is responsible for the 
adjustment of the organization machinery so as to turn out, 
with the existing set-up, a new result, effiective traffic manage- 
ment. He must see that each part of the machine functions 
perfectly by definitely instructing each man in his share of the 
work and by supervising the work carefully, and by lubricating 
the whole machinery until it functions as one unit, by develop- 
ing the spirit of cooperation among those engaged in the work. 


The success or failure of the “built-in” department depends 
on five factors: 

1. The calibre of the department heads engaged in the per- 
formance of traffic work; 

The keeping of accurate and comprehensive records; 

3. The issuance of definite written instructions by the traffic 
manager; 

4, The adequate supervision of the various phases of the work 
by the traffic manager; and 


m 5. The ability of traffic manager to develop the spirit of co-opera- 
ion. 


LEAGUE AND CHAMBER 


President Paul M. Ripley, president of the National Indus- 
trial Traffic League, has sent the following letter to members: 


Pursuant to the action taken at the annual meeting of the League 
held in New York, November 19 and 20, 1924, a conference was held 
at Cleveland, Ohio, Wednesday, December 17, between President 
Grant, of the Chamber of Commerce of the United States, and your 
President, with a view to removing all causes of possible friction 
between those organizations. 

It developed that the principal cause of complaint on the part 
of the Chamber of Commerce of the United States was the apparent 
lack of uniformity in the positions of the two bodies in their -ap- 
pearances before Congress. President Grant stated that when the 
referenda of the Chamber of Commerce of the United States are 
presented to any Congressional Committee, or to Congress itself, they 
show the names of all the organizations voting, and the vote of each 
upon the particular subject under consideration; and that when the 
representatives of The National Industrial Traffic League have 
presented their views, they have claimed, in some instances, to 
represent the same bodies, although the position taken by The 
National Industrial Traffic League was not in accord with that of the 
Chamber of Commerce of the United States. Your President stated 
to President Grant that it was his opinion that members of the 
League, particularly the traffic representatives of chambers of com- 
merce, do confer with their respective traffic committees or boards of 
directors, and have authority to represent their organizations on 
matters formally docketed for consideration by the League, and 
distributed to the members in advance of meetings and before action 
is taken. He stated also that a suggestion would be made to our 
entire membership that such a course should be continued in the 
future in order that all matters relating to transportation might be 
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thoroughly understood by the local chambers of commerce, so that 
instructions given to the traffic representatives might not be nulli- 
fied by later and contrary action taken on referenda, without a full 
—— of what The National Industrial Traffic League’s posi- 
tion is. 

Attention was directed to the fact that in our appearances before 
Legislative bodies, a statement was made always that the position 
taken was an expression of the majority, and that the right of 
individual action was reserved to any whose views differed from 
those of the majority. 

President Grant stated that he was quite well advised of the 
valuable work being done by The National Industrial Traffic League, 
and that he did not wish to see it hampered in the slightest, but 
that he felt it was unfortunate that two bodies representing a con- 
siderable number of the same organizations should present opposing 
views upon subjects of such great importance to Congress and to 
the public at large. Your President stated that it was his desire to 
do everything possible to avoid such situations, and, in order that 
there might be a point of continuous contact, he proposed to 
President Grant, who is Vice-President of The M. A. Hanna Company, 
that its Traffic Manager, Percy C. Sprague, serve upon the Legislative 
Committee and upon the Executive Committee of the League. In 
that way Mr. Sprague would be in touch with the League’s activities 
and would have a voice in the formulation of its policies and would 
be able to advise President Grant fully upon all matters which the 
Chamber might have under consideration. This suggestion met with 
President Grant’s entire approval, and Mr. Sprague has been ap- 
pointed a member of the Legislative Committee. It will be the pur- 
pose of your President to recommend Mr. Sprague’s election to fill 
a prospective vacancy upon the Executive Committee. 

It is respectfully suggested to all of our members, and particularly 
to members representing commercial organizations affiliated with the 
Chamber of Commerce of the United States, that they consult with 
the proper managing boards of their respective organizations on the 
various matters before the League, as contained in the reports of 
Committees printed and distributed to members in advance of meet- 
— so that in voting they may correctly represent their organiza- 
ions. 

It is the earnest desire of your President, and members of the 


Executive Committee, that every possible cause for friction be 
avoided. 


RAIL MERGER TERMS ANNOUNCED 


The Trafic World New York Bureau 


With the publication of the approved forms of the Chesa- 
peake & Ohio and Hocking Valley leases, the committee carry- 
ing out the unification plan of the Van Sweringens made public 
for the first time a statement analyzing the provisions of the 
leases as they affected the depositing and non-depositing shares 
of these and other lessor companies embraced in the plan. 

Under the terms as ratified and approved by the directorates 
of the several roads concerned it is pointed out that there are 
three optional courses open to shareholders in these companies. 
There is the choice, first, of assenting to the plan and exchang- 
ing stocks on the basis of the proposals of the Van Sweringens; 
there is the option of holding one’s stock, in which case one 
has the status of a stockholder in a lessor company; and there 
is the option of accepting the market price for the shares or 
having an appraisal of their value made and demanding an 
adjustment on the basis of this finding. 

The Committee calls attention to the fact that the share- 
holders of the New York, Chicago & St. Louis Railroad Com- 
pany—the old company—made no exchange of stock. This old 
company continues without corporate change. It will own pre- 
ferred and common in the new company, which is incorporated 
under the laws of the state of Ohio as the New York, Chicago 
& St. Louis Railway Company. 


REVENUE FREIGHT LOADING 


“Unprecedented loading of revenue freight continues for 
this season of the year,” says the car service division of the 
American Railway Association. The total for the week ended 
January 24 was 924,254 cars. This was an increase of 32,773 
cars over the corresponding week in 1924 and 54,790 cars above 
the corresponding week in 1923. Compared with the preceding 
week, this year, however, it was a decrease of 7,896 cars, the 
only increases over the week before being in the total loading 
of grain and grain products, forest products and merchandise 
and less-than-carload-lot freight. 


Loading by districts the week ended January 24 and for the 
corresponding period of 1924 follows: 


Eastern district: Grain and grain products, 8.741 and 8,359; live 

stock, 3,294 and 3,675; coal, 46.586 and 52.994: coke. 2.945 and 2,779; 
forest products, 6,774 and 6,826; ore, 1,721 and 907: merchandise, L. 
C. L., 65,415 and 61,567; miscellaneous, 74,785 and 75,507; total, 1925, 
210,261; 1924, 212,614; 1923. 207.428. 
_ Allegheny district: Grain and grain products. 3.736 and 2,527; 
live stock, 2,406 and 2,991: coal, 50,858 and 51.906: coke, 6,464 and 
6,046; forest products. 3,476 and 3,112: ore. 2.327 and 2,279; mer- 
chandise, L. C. L., 48,848 and 45,529: miscellaneous, 67,008 and 65,476; 
total, 1925, 185,123; 1924, 179,866; 1923, 192.013. 

Pocahontas district: Grain and grain products, 237 and 275: live 
stock 66 and 90; coal, 36,782 and 27,240: coke. 630 and 434; forest 
products. 1,227 and 1,496; ore, 76 and 103: merchandise, L. C. 
6.975 and 6,451; miscellaneous, 3,895 and 3,896; total, 
1924, 39,985; 1923, 32.337. 

Southern district: Grain and grain products, 4,501 and 4.323: 
live stock, 1.912 and 2,260; coal, 26,178 and 29.571: coke, 983 and 
1,056; forest products, 19,172 and 21,619: ore. 1.441 and 1,422; mer- 
chandise, L. C. L., 39,348 and 38,343: miscellaneous, 45,526 and 40,477; 
total. 1925. 139,061; 1924, 139,071: 1923. 131.225. 

Northwestern district: Grain and grain products, 15,112 and 

9.559 and 10.221; coke, 


1925, 49,888: 


12,886; live stock, 10,720 and 11.366: coal. 
1,762 and 1,668; forest products, 24,633 and 21,869; ore, 857 and 696; 
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merchandise, L. C. L., 28,128 and 25,277; slaneennayes, 32,531 and 
29,842; total, 1925, 123, 302; 1924, 113, 825; 1923. 117.251. 

Central Western district: Grain and grain products, 15,848 and 
14,846; live stock, 12,247 and 12.762: coal. 23.767 and 24,781; coke, 
346 and 310; forest products, 10,206 and 9,689: ore. 3.468 and 2,683; 
merchandise, L. C. L., 35,442 and 33.989: miscellaneous, 47,658 and 
45,691; total, 1925, 148, 982; 1924, 144,751; 1923, 134,502. 

Southwestern ‘aistrict: Grain and grain products. 5.549 and 5,474; 
live stock, 2,366 and 2,555; cost: 7,499 and 7.683: coke. 251 and 174;* 
forest products, 8,826 and 8,444: ore. 388 and 440: merchandise, L. 
Cc. L., 14,908 and 14,492; miscellaneous, 27,850 and 22.107: total, 1925, 
67,637; 1924, 61,369; ‘1923, 54,708. 

Total all roads: Grain and grain products. 53.724 and 48,690; 
live stock, 33,011 and 35,699; coal, 201,229 and 204.396: coke, 13, 381 
and 12,467; forest products, 74,314 and 73,055: ore, 10,278 and 8,530; 
merchandise, L. C. L., 239,064 and 225,648; miscellaneous, 299,253 and 
282,996; total, 1925, 924, 254; 1924, 891.481; 1923. 869.464. 


Loading of revenue freight this year, compared with the 
two previous years, follows: 





1925 1924 1923 
oe Se Serr ee 765,727 706,292 767,296 
CE CO Miner encase nseesnneeee 932,807 872,023 872,908 
TO EE, Ea kaa veiciciticecauseneeden 932,150 894,851 864,297 
WERE. GE DOR. BSe cc ccevesevivecescceses 924.254 891.481 869,464 
WE sneviieaneacucteemenemesanged 3 554,938. 3,364,647 3.37'3,965 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of all the leading fruits and vegetables except 
tomatoes and cauliflower decreased the week ended January 31, 
the Bureau of Agricultural Economics of the Department of 
Agricultture says in its weekly statement. The total movement 
was 10,465 cars, aS against 13,083 cars the preceding week. 
The totals from the weekly summary of carlot shipments follow: 


Total for week and season regularly subject to revision because 
of the receipt of late and corrected reports from the railroads. As- 
terisks (*) placed at commodity totals indicate that such changes 
have been made for one or more of the states in that group. 


Total Total 











Jan Jan. Jan. 27- This Sea- Last Sea- Total 
25-31, 18-24, Feb. 2, son to son to Last 
1925 1925 1924 Jan. 31 Feb. 2 Season 
Summary for Apples: 
Western States 374 462 1,437 36,878 53,479 63,014 
Eastern States 525 681 905 50,852 64,423 75,100 
es 899 *1,143 2,342 *87,730 117,902 138,114 
ma a 
eet O adetaat 278 169 285 *2,628 2,362 4,242 
cabbage (Old pated: 
Ri aS 420 *625 591 *38,887 35,090 37,012 
Cabbage. (New rite” 
| eae 176 *187 354 *703 $1,292 4$*38,887 
Copy. < = Crop): 
A ae 95 184 129 *16,998 16,293 17,106 
Celery New Crop): 
oe cele G 4 *303 243 938 $1,454 4$*16,998 
Gra aia: 
aixccwascacia 410 *559 574 *8,703 9,422 19,991 
Lemons: 
, | ee 163 185 160 3,054 3,088 *12,615 
Lettuce: 
are 674 *736 705 *9,230 *8,792 *29,479 
a > Citrus Fruits: 
— ees 76 147 ++ 1,664 +? 4,728 
Mixed Sp renneee: 
ET Gane te oe 520 *600 444 *2,510 2,154 28,598 
autiae, 
SAC ee 455 *579 569 *25,923 24,386 29,480 
Oranges: 
S| are 1,116 *2,078 1,799 *25,492 28,634 78,381 
Peppers: 
ae 10 *15 23 *1,118 1,456 2,541 
Spinach: 
ee 170 *214 213 *2,491 2,694 7,618 
Strawberries: : 
i 51 81 53 221 213 18,767 
String Beans: 
| ae 67 75 42 °629 524 5,014 
Sweet Potatoes: 
NE . Ghevqsrvreeterd *200 238 239 *12,541 12,932 14,532 
Tomatoes: 
| ee 137 45 229 252 715 *26,101 
Summary Potatoes: 
Leading Sec- 
tions, Late 
Crop .....4,209 4,836 5,315 108,406 120,821 193,584 
Other Sections, 
Late Crop. 31 31 99 17,789 13,842 15,127 
Early Crop.... 4 8 5 49,992 33,358 33,391 
OD 4.0065 4,244 *%4,875 5,419 176,187 168,021 242,109 


Grand Total All 
Commodities 10,465 *13,038 14,413 417,899 *434,678 716,421 


** Unavailable. {Not included in grand total. 


LUMBER SHIPMENTS 


Reports received February 5 by telegraph from 359 of the 
more important commereial lumber mills of the country indi- 
cate that the lumber business of the country is holding up 
satisfactorily, says the National Lumber Manufacturers’ Asso- 
ciation. These reports cover the week ending January 31, and 
although they show a slight falling off in production, shipments 
and orders from the preceding week, the fact that the number 
of reporting mills is twelve less makes up for this nominal 
decline. As compared with the corresponding week in 1924, 
production is practically the same, and there was a decrease 
of about 10,000,000 feet in shipments and about 16,000,000 in 
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orders. However, January, 1924, and 1923, were abnormally 
active winter months in the lumber trade. Excepting those 
months, the indicated business of the last week is the best for 
this period in recent years. 

The unfilled orders of 248 Southern Pine and West Coast 
mills at the end of last week amounted to 673,482,639 feet, as 
against 683,106,598 feet for 247 mills the previous week. The 
130 Southern Pine mills in this group showed unfilled orders 
of 274,723,550 feet at the end of last week, and 275,839,200 feet 
for 130 mills the preceding week. For 118 West Coast mills 
the unfilled orders were 398,759,089 feet, as against 407,267,398 
feet for 117 mills a week earlier. 

Altogether, the 359 comparably reporting mills had ship- 
ments 103 and orders 96 per cent of actual production. For the 
Southern Pine mills these percentages were, respectively, 100 
and 98; and for the West Coast mills 95 and 89. 

Of the comparably reporting mills, 336 (having a normal 
production for the week of 213,192,124 feet) reported production 
98 per cent of normal, shipments 100 per cent, and orders 94 
per cent thereof. 

The following table compares the national lumber move- 
ment as reflected by the reporting mills of seven regional asso- 
ciations for the three weeks indicated: 


Corresponding Preceding Wk., 


Past ~~ 1925 (Revised) 
o 


Week, 1924 
Re ace kwareneno see 367 371 
PRGGUCHION § ....0<00000- 222,096,411 221,516,195 223,569,435 
lo) ' 228,867,626 239,331,995 231,575,381 
Orders (New Bus.).. 213,284,279 229,147,675 220,062,154 


The following revised figures compare the lumber move- 


ment for the first five weeks of 1925 with the same period of 
1924: 


Production Shipments Orders 
cies Se etecseascen 1,023,864,335 1,063,788,886 1,008,713,267 
ONE anis Gaiseloveaansnnes 1,010,552,481 1,114,099,419 1,235,175,085 
1925 (lincrease) 


eee 13,311,854 J icersshvecaisidel ar ae 
BBEG COIGCPCANO) eee vs. See ceneesesee 50,310,533 226,461,818 

The mills of the California White and Sugar Pine Associa- 
tion make weekly reports, but for a considerable period they 
were not comparable in respect to orders with those of other 
mills. Consequently, the former are not represented in any of 
the foregoing figures. Ten of these mills reported a cut of 
2,508,000 feet last week, shipments 5,922,000 feet, and orders 
6,267,000 feet. The reported cut represents 21 per cent of the 
total of the California Pine region. 


CONDITION OF EQUIPMENT 


Freight cars in need of repair on January 15 totaled 187,310, 
or 8.2 per cent, of the number on line, according to the car 
service division of the American Railway Association. This 
was a decrease of 3,669 under the number reported on January 
1, at which time there were 190,979, or 8.3 per cent. Freight 
cars in need of heavy repair on January 15 totaled 142,221, or 
6.2 per cent, a decrease of 1,741, compared with January 1. 
Freight cars in need of light repair totaled 45,089, or 2 per 
cent, a decrease of 1,928,,compared with January 1. 

Class I railroads on January 15 had 12,177 locomotives in 
need of repair, 18.9 per cent of the number on line. This was 
an increase of 911 locomotives over the number in need of 
repair on January 1, at which time there were 11,266, or 17.5 
per cent. Of the total number, 6,454, or 10 per cent, were in 
need of classified repairs, an increase compared with January 
1 of 527, while 5,723, or 8.9 per cent, were in need of running 
repair, an increase of 384 during the same period. Class I 
railroads on January 15 had 4,560 serviceable locomotives in 


storage, a decrease of 289 under the number in storage on 
January 1. 





CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period Jan- 
uary 15-23, inclusive, was $228,836 as compared with 255,967 cars 
in the preceding period, while the average daily shortage was 569 
cars, according to the car service division of the American Rail- 
way Association. 

The surplus was made up as follows: Box, 94,146; ventilated 
box, 514; auto and furniture, 14,422; total box, 108,082; flat, 
8,765; gondola, 40,571; hopper, 37,393: total coal, 77,964; coke, 
932; S. D. stock, 15,894; D. D. stock, 2,210; refrigerator, 13,188; 
tank, 207; miscellaneous, 594; total, 228,836. 

The shortage was made up of 62 box, 305 gondola, 15 hopper, 
8 D. D. stock, 6 refrigerator and 173 miscellaneous cars. 

Canadian roads reported a surplus of 22,850 box, 2,350 flat, 
300 gondola, 1,100 S. D. stock, and 300 refrigerator cars. 


HOME PORT BILL APPROVED 


The House committee on merchant marine and fisheries has 
submitted a favorable report on the Edmonds home port bill 
fixing the home ports of vessels and validating documents re- 
lating to such vessels. 
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RISE IN OCEAN RATES ACCELERATED 


The Trafic World New York Bureau 


The recent rise in full cargo rates quickened in the last 
week when various developments showed a scarcity of vessels. 
Demand from grain shippers was stronger and, as offerings by 
ship owners were light, the tendency of rates was upward. In- 
quiries for February tonnage have not been satisfied by avail- 
able ships. Vessels have been closed from Atlantic ports to 
west Italy at 18%c to 19c for February loading, and from the 
Gulf to the Adriatic at 24c a hundred pounds. Favorable rates 
obtainable from Australia to Europe have attracted ships which 
otherwise would be seeking cargoes at American ports. 

Strength in the full cargo market has enhanced the prob- 
ability of increases in rates on regular liners in the near future. 
This is a question which will be taken up shortly by a number 
of conferences. 

Indications in the grain market point to increasing rates 
from Atlantic and Gulf ports throughout February and March. 
Ship owners are holding out for full rates, or are deferring 
fixtures as long as possible rather than accept current offers. 
Recent increases in the prices of grain have restricted exports 
temporarily, but the fact that shipments are now being made 
for Black Sea ports is taken as evidence of the shortage in 
Europe which must be met sooner or later. 

The coal market was dull. Despite the fact that shippers 
offered $3.40 a ton for February and March loading, only a few 
vessels were attracted to this trade. Rates on sugar vessels 
were slightly lower, due apparently to the fact that February 
requirements have now largely been met. Demand for lumber 
vessels was pressing, and shippers were disposed to offer higher 
rates for available ships. The same situation applies on the 
Pacific Coast. 

The following changes in rates on regular liners were made 
from Atlantic and Gulf ports to the Far East: Box shooks, $6 
per ton w/m; paper towels, $13 per ton w/m; condensed cream, 
$18 per ton w/m. 

The following changes were made from Atlantic ports to 
south and east Africa: General cargo, machinery, N. O. S., 
canned goods and lubricating oil increased from $12 to $14; 
corn oil, glucose and sugar from $11 to $12; agricultural imple- 
ments and machinery, wooden ware to $12; all per ton w/m. 
Flour $10 per 2,240 pounds. 

No general advance in ocean rates from the United States 
to the Far East is likely to be made at the semi-annual meeting 
of the Atlantic and Gulf-Far East Conference and the Pacific 
Westbound Conference at New Orleans on February 25. The 
companies hold that the present level is fairly satisfactory, 
considering competitive conditions on European and other trade 
routes to the Orient. It is probable that there will be adjust- 
ments between the Western and Eastern lines on a number of 
commodities, which may take the form of an advance in the 
rates from the Pacific Coast or a decrease in the Atlantic Coast 
rates, to bring about a more equitable division of traffic from 
interior points. 

A large delegation of New York representatives will leave 
on Friday, February 20, and arrive in New Orleans on the 
twenty-second. 

As a result of curtailments of sailing schedules by lines 
regularly calling at Santos, only three ships from American 
ports will touch at that port between February 7 and April 1. 
One of these will be a freighter and the others are passenger 
ships, with cargoes limited to 600 tons. Incidentally the sur- 
charges on cargo for Santos have been increased from $1.50 to 
$3.50 per ton, while the surcharge on Rio shipments have been 
advanced from $1 to $2.50 per ton. 


INTERCOASTAL RATES DISTURBED 


The Trafic World New York Bureau 

Indications of a renewal of the freight rate war in the 
intercoastal trade, which was settled three years ago by the 
formation of the United States Intercoastal Conference, were 
seen by shippers here in the reports that members of the Con- 
ference are now offering special rates and service on general 
merchandise. 

No comment could be obtained from C. A. Torrence, secre- 
tary of the conference, or from member lines, who have main- 
tained secrecy on the results of meetings held this week. It 
was said in other quarters, however, that patrons of the non- 
conference lines had received offers at reductions under the 
regular tariff. The lower prices, it is reported, have been 
quoted on general cargo and not bulk shipments. 

Officials of the independent lines were considerably stirred 
over developments, and said that if the conference intended 
to force the issue the result would be rate cutting all along 
the line. The non-member companies are especially interested 
in seeing if the special rates offered to their customers are 
extended to bulk shipments. In this event, one official remarked, 
the independents will take steps, at once, to obtain a larger 
share of the general merchandise traffic. 

Another report, which seems to have good foundation, is 
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that the Transmarine Line, a non-member company, has ob- 
tained a pier on Manhattan to be in a position to compete for 
general cargo if a rate war is precipitated. At present the 
company is taking, largely, bulk shipments and is confining its 
activities to Port Newark. The company is said to be adding 
between decks to several of its vessels with this development 
in mind. 

Announcement was made by the Transmarine Corporation 
that through the adoption of a new rule by the Atlantic Sea- 
board Freight Bureau, the company has been permitted to 
participate in Sedgman Tariff, Seaboard Louisiana Tariff 1-F, 
and Seaboard Texas Tariff 16-J. This, it is stated, places the 
company on the same basis as the Morgan, Mallory, and South- 
ern Steamship lines in regard to business from Atlantic sea- 
board to Southwestern points via Houston and Galveston. 

While the U. S. Intercoastal Conference is maintaining the 
utmost secrecy concerning its deliberations on the rate problem, 
it is learned that several plans are under consideration. Some of 
the members are in favor of control of rates by the Interstate 
Commerce Commission as a means of insuring stability, but 
others hold that surrender of their freedom would be more 
serious in the long run than solution of the existing difficulty 
through government regulation. 

It is known that the conference would be glad to have the 
Transmarine Line within its ranks, but the latter has consist- 
ently refused to come in without recognition of a differential 
equal to the railroad rate preference enjoyed by Baltimore, Phil- 
adelphia and Norfolk under New York. The conference has not 
yet arrived at the point of admitting this view. 

The Williams Line is willing to return, it is said, if the con- 
ference will abandon the rule of “unanimous consent” and sub- 
stitute majorty control. 

The conference is giving consideration to throwing open 
rates on a number of commodities to meet the rates of non-con- 
ference lines, but in view of the recent improvement in inter- 
coastal trade a number of members are reluctant to start what 
might easily develop into a rate war. 

Another plan is the adoption of special freight contracts, 
lower than the tariff rates, to be available to shippers agreeing 
to send all goods by conference lines. This would differ from the 
plan made effective by the North Atlantic conferences in that the 
contracts would not be interchangeable. Each line would be 
allowed to solicit business separately within the limits of the 
agreement. 

In connection with the Transmarine situation, officials in 
touch with the company declare that it is earning $10,000 net 
profit on each voyage, with steel at $7 a.ton on an average load 
of 4,000 tons. The company estimated it could reduce the rate to 
$4.50 a ton, if necessary, without embarrassment. Further, the 
company, which now has 18 of its 32 ships in operation, would be 
prepared to increase its sailings to two a week to accommodate 
the greater business if rates are cut. 


GERMAN TREATY APPROVED 


The Trafic World Washington Bureau 


The Senate foreign relations committee has adopted a 
favorable report on the proposed commercial treaty with Ger- 
many, with two reservations, one of which relates to clauses 
barring the United States from imposing discriminatory duties 
on German shipping. The latter reservation is designed to 
reserve the right to the United States to cancel the parts of 
treaty relating to maritime shipping. It reads as follows: 


The fifth paragraph of Article VII and Articles IX and XI shall 
remain in force for twelve months from the exchange of the date of 
ratification, and if not then terminated on ninety days’ notice pre- 
vious notice shall remain in force subject to termination at any time 
om ninety days’ notice. 


- 4 

The parts of the treaty referred to in the reservation 
provide for equality of treatment of the shipping of the United 
States by Germany and of the shipping of Germany by the 
United States. Opponents of the treaty have charged that the 
treaty would prevent the United States from aiding the Amer- 
ican merchant marine by means of preferential treatment. 
It has been contended that the treaty is in conflict with the 
provisions of sections 28 and 34 of the merchant marine act 
of 1920, which were designed to give indirect aid to the mer- 
chant marine through restricting export and import rail rates 
to goods carried in American bottoms and through abrogation 
of commercial treaties preventing the United States from im- 
posing discriminatory charges on the shipping of foreign coun- 
tries. Neither section 28 nor section 34 hag ever been en- 
forced. Enforcement of section 34 has been opposed consistently 
by the Department of State on the ground that it would be 
provocative of retaliation by foreign nations against the ship- 
ping of the United States. 

Secretary Hughes, of the Department of State, and Secre- 
tary Hoover, of the Department of Commerce, appeared before 
the foreign relations committee in support of the provisions 
of the treaty in issue. 


The reservation adopted by the committee was designed to 
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meet, in part, the objections to-the provisions as indicated, 
the idea being to permit, if desired later, termination of the 
provisions before the expiration of the life of the treaty at 
the end of ten years. Opponents of the provisions, it was 
understood, planned to fight the treaty in the Senate. 


New York.—The Atlantic Coast Shipbuilders’ Association 
has sent letters to members of the sub-committee of the Senate 
committee on foreign relations protesting against the proposed 


treaty with Germany, according to a statement in the bulletin 
of the association. 


“As the treaty is expected to be the forerunner of a num- 
ber of similar covenants with other nations,” the bulletin said, 
“every effort should be made to have removed those features 
which are considered detrimental to American hopes of establish- 
ing a great merchant marine. Some of those who have objected 
take the position that, while they are not at this time in favor of 
putting into effect the provisions of Section 34 of the merchant 
marine act of 1920, they feel it would not only be inadvisable 
but highly detrimental to the interests of American shipping 
in the foreign trade to surrender our right to establish pref- 
erential duties, preferential rail rates, higher tonnage dues, etc.” 


VESSELS FOR SALE 


Chairman O’Connor, of the Shipping Board, in a statement 
announcing that the board would publish what had come to be 
known as its “omnibus” advertisement inviting offers for the 
purchase of Shipping Board vessels, said the advertisement was 
simply a formal matter to meet the requirements of the law and 
that it would have no effect on the general policy of the board 
in connection with the maintenance of its established trade 
routes. In the statement Mr. O’Connor said: 


This advertisement is printed periodically in accordance with the 
requirements of the merchant marine act that there must be due 
advertisement before the board is authorized to sell. The advertise- 
ment thus published is the basis upon which sales are negotiated and 
made from time to time during the year. 

The advertisement calls for. offers for vessels either for ‘‘unre- 
stricted operation,’’ in which case the purchaser does not obligate 
himself to operate the vessel on any particular route, or for ‘‘guaran- 
teed operation’ when the purchaser obligates himself to buy a line 
and operate it for a term of years. In the latter case the board is 
willing. to consider a price for vessels considerably below the base 
price at which these vessels are appraised, in consideration of the 
obligation assumed by the purchaser for the maintenance of the 
service for the period of the guarantee. 

Each time this periodic advertisement has appeared it has created 
considerable newspaper comment, and there have been those, who 
for purposes of their own, have used it as a basis for spreading the 
story that the Shipping Board is “going out of business’ and that 
the lines maintained by the government are to be discontinued. Such 
rumors, of course, do not help the government in building up its estab- 
lished trade routes and are not intended to'do so. 

It therefore seems an appropriate time to say that the advertise- 
ment is simply a formal matter to meet the requirements of law and 
that it has no effect whatever on the general policy of the Shipping 
Board in connection with the maintenance of its established trade 
routes operating to all parts of the world from all the coasts of the 
United States. So far as the Shipping Board is concerned it is the 
unanimous sentiment that those services, so essential for the up- 
building of American commerce and for national defense, will be 
maintained until such time as the lines can be sold for private 
operation on such terms as may seem to be advantageous to the 
interests of the government. 

Furthermore, for the assurance of possible purchasers of lines for 
guaranteed service, it should be understood that the Shipping Board 
is prepared to protect, to the fullest extent possible under the ship- 
ping board act, the purchasers of such lines from the government 
against unfair competitive methods on the part of foreign shipping 


* organizations; and it should be made perfectly clear that nothing is 


to be gained by foreign ship owners in using methods intended to 
make impossible the successful operation of the respective trade 
routes by private American capital; because if a route is sold for 
private operation and the purchaser is forced off the line by unfair 
—- competition, those adopting such methods may have the 
definite assurance that thereby American flag ships will not have been 
forced off the runs, for under those circumstances the Shipping 
Board will immediately restore the government service. 7 

In other words, so far as these essential trade routes are con- 
cerned, foreign competitors have the choice between competing with 
private American capital or with the Shipping Board itself. 


_ Under public operation or private operation, American merchant 
ships are on the seas to stay. 


AMERICAN SHIP OPERATIONS 


“Current reports on the employment of United States mer- 
chant vessels of 1,000 gross tons and over, issued by the Bureau 
of Research, United States Shipping Board, indicate increased 
activity on the part of American ship owners in foreign com- 


merce,” says a statement issued by the board, continuing as 
follows: 





On January 1, 1925, the number of American vessels engaged in 
foreign trade was 677, an increase of 47 over the number employed 
in that trade on October 1, 1924. Forty of these added ships are 
owned by private shipping companies, the remaining seven being 
vessels put into service by the United States Shipping Board. These 
additions increase the cargo carrying capacity of our active foreign 
trade fleet nearly 500,000 tons, the total gross tonnage of that fleet 
on January 1, 1925, being approximately 4,050,000 tons. 

In analyzing the activities of this foreign trade fleet of 677 
vessels, distinction is made between that portion of the fleet em- 
ployed in overseas foreign commerce and that engaged in traffic with 
near-by countries in the Caribbean region, and Canada. In over- 
seas foreign service there were 39 passenger ships, 380 freighters and 
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55 tankers, a total of 474 vessels. Of this number 20 passenger 
carriers, 318 freighters and 4 tankers were Government owned. In 
the near-by foreign service there were 38 passenger ships, 66 freighters 
and 99 tankers, a total of 203 vessels; of which number 3 passenger 
ships, 2 freighters, and 1 tanker were government owned. 

In the domestic coastwise service 622 vessels were employed; $7 
passenger carriers, 357 freighters and 158 tankers, all privately 
owned, and 10 government-owned tankers, ; 

The privately owned American merchant fleet includes 1,074 steam 
and motor vessels of 1,000 gross tons and over, with an aggregate 
gross tonnage of 5,059,081 tons. Of this total 941 vessels, of 4,641,935 
gross tons, were in active service on January ist. The inactive vessels 
aggregate 417,146 gross tons, about 8 per cent of the total tonnage. 

The government-owned fleet consisted, on January Ist, of 1243 
vessels of 6,109,308 gross tons. Of this number 358 vessels of 2,305,605 


gross tons were in active service and 885, or about 71 per cent, in- 
active. 


ARBITRATION OF DISPUTES 


The Trafic World Washington Bureau 


The Senate has passed a bill (S.1005) to make valid and 
enforceable written provisions or agreements for arbitration of 
disputes arising out of contracts, maritime transactions, or com- 
merce among the states or territories or with foreign nations. 
A similar bill has passed the House. The first two sections 
of the bill follow: 


Be it enacted, etc., That ‘‘maritime transactions,” as herein 
defined means charter parties, bills of lading of water carriers, 
agreements relating to wharfage, supplies furnished vessels or re- 
pairs to vessels, collisions, or any other matters in foreign com- 
merce which, if the subject of controversy, would be embraced 
within admiralty jurisdiction; ‘‘commerce,”’ as herein defined, means 
commerce among the several states or with foreign nations, or in 
any territory of the United States or in the District of Columbia, 
or between any such territory and another, or between any such 
territory and any state or foreign nation, or between the District 
of Columbia and any state or territory or foreign nation, but nothing 
herein contained shall apply to contracts of employment of seamen, 


railroad employes, or any other class of workers engaged in foreign 
or interstate commerce. 


Sec. 2. That a written provision in any maritime transaction or 
a contract evidencing a transaction involving commerce to settle by 
arbitration a controversy thereafter arising out of such contract or 
transaction, or the refusal to perform the whole or any part thereof, 
or an agreement in writing to submit to arbitration an existing con- 
troversy arising out of such a contract, transaction. or refusal, shall 
be valid, irrevocable, and enforceable, save upon such grounds as 
exist at law or in equity for the revocation of anv contract. 


The judiciary committee, which reported the bill, said the 
purpose of the bill was clearly set forth in section 2. It sum- 
marized the other provisions as follows: 


Section 3 provides for a stay of proceedings and arbitration in 
any suit where it appears that the issue involved is referable to 
arbitration under the contract. 


Section 4 provides a simple method for securing the perform. 
ance of an arbitration agreement. The aggrieved party may apply 
to the proper district court on five days’ notice. and the court will 
order the party to proceed. The constitutional right to a jury trial 
is adequately safezuarded. 


Section 5 provides for the manner of naming the arbitrators in 
case the parties have failed to name them. 


Section 6 provides for expedition in the matter of the hearing ol 
arbitration matters by the conrt. 


Section 7 gives the arbitrators power to summon. witnesses. 


Section 9 protects libels and seizures of vessels in admiralty 
proceedings. 


_ Section 10 provides for the entry of a judgment where the par- 
ties have agreed thereto and for determining the appropriate court. 


Section 11 provides that an award may be vacated where it was 
procured by corruption, fraud. or undue means. or where there was 
partiality or corruption on the part of the arbitrators, or where 
they have been guilty of misconduct or have refused to hear evi- 
dence pertinent and material to the controversv. or have been guilty 
of any other misbehavior prejudicial to the rights of either party. 
Or where they have exceeded their powers. 


Section 12 gives power to the court to modifv or correct the 
award where there was evident material miscalculation of figures, or 
evident material mistake in the description of anv verson, thing, or 
property, or where the arbitrators have made an award upon a mat- 


ter not submitted to them, or where the award is imperfect in mat- 
ter of form. 


BUTLER RATE BILL INDORSED 


The Trafic World New York Bureau 

The bill introduced in Congress by Senator Butler to equal- 

ize through rail and water rates from the interior to foreign 
destinations by way of all Atlantic and Gulf ports has been in- 
dorsed in a resolution adopted by the New York Port Authority. 
This declared that the Butler measure was in line with policies 
previously adovcated by the Port Authority, that it would encour- 
age the free flow of commerce through all ports, inclusive of New 


York, and that it would end the controversy between the various 
sections. 


J. P. Magill, chairman of the steamship affairs committee 
of the New York Maritime Association, issued a statement say- 
ing that his committee would recommend to the Directors, at 
their next meeting, February 11, adoption of a resolution indors- 
ing the principle of equalization of rail rates, but leaving ocean 
differentials to adjust themselves in a natural, economic manner. 

“If the South Atlantic and Gulf are to get the same rates 
as Baltimore I see no reason why the charges at New York 
and New England should be higher,” Mr. Magill said. “If the 
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southern rates are not increased the New York and New Eng- 
land rates should be lowered. 

“So far as ocean differentials are concerned, this situation 
will correct itself. The Shipping Board has shown that it is 
open-minded and by inference has indorsed the principle of a 
differential, as indicated by its dismissal of the complaints of 
Charleston and Jacksonville charging unjust discrimination 
under the differential system. 

“It is apparent that the middle Atlantic ports intend to go 
alone and there will probably be little further co-operation with 
New York and New England.” 

The private lines have taken no action following the Ship- 
ping Board order outlawing the tri-partite agreement on ocean 
differentials, and unless the Fleet Corporation takes the initiative 
in calling a conference it is probable that each of the three 
groups will make rates separately in the future. Up to the pres- 
ent the Fleet Corporation has made no move to call a conference. 


NEW OPERATING POLICY 


The Trafic World Washington Bureau 


President Palmer, of the Fleet Corporation, has made ar- 
rangements for increasing the responsibility of managing agents 
of Shipping Board vessels. A committee representing the opera- 
tors of government merchant vessels and a committee represent- 
ing the Fleet Corporation will meet hereafter on the last 
Thursday of each month for the purpose of increasing efficiency 
of operation and of gradually increasing the responsibilities of 
the operators to the end that the overhead cost of the Fleet Cor- 
poration may be reduced. 

With the exception of the Roosevelt Steamship Company and 
the Pacific Mail Steamship Company, all the operators are rep- 
resented on the operators’ committee, which includes J. R. 
Munoz, of the Cosmopolitan; A. L. Burbank, of A. H. Bull & Co.; 
J. T. Lykes, of Lykes Bros.; E. S. Trosdel, of Trosdel, Plant & 
La Fonta; A. W. Parry, Jr., of the Tampa Interocean; Oakley 
Wood, of the Barber lines, and G. J. Kehoe, of the Admiral 
Oriental line. The Fleet Corporation committee is composed 
of Hutch I. Cone, Sidney Henry, W. B. Keene, and L. Van 
Middlesworth., 

In a conference with President Coolidge, Mr. Palmer advised 
the President that he would be able to keep within the reduced 
appropriation of $24,000,000 for the fiscal year 1926. 


BOARD AGAINST SEPARATION 


The Trafic World Washington Bureau 


Senator Jones, chairman of the Senate commerce committee, 
author of the Administration bill providing for separation of the 
Shipping Board and Fleet Corporation, has received from the 
Shipping Board a resolution opposing the provisions of the bill 
that would make a separate body of the Fleet Corporation with 
authority to operate and to sell the government ships. 

Senator Jones indicated surprise at the position taken by 
the board because he had been led to believe by statements made 
by Chairman O’Connor, of the board, that the board would not 
oppose the measure. 

In its resolution the board expressed the opinion that it 
would be unwise to transfer control of the fleet from a bi-partisan 
board to the corporation and also opposed being deprived of its 
jurisdiction over sales of vessels. 

It was understood that Commissioner Lissner was the only 
member of the board who voted against the resolution. 


MEETING OF AMERICAN SHIPOWNERS 


The Trafic World New York Bureau 


Alfred Gilbert Smith, president of the Ameican Steamship 
Owners’ Association, at the annual meeting of that body Mon- 
day, said that the political and economic conditions were now 
such that the time had come for the private owners to devise 
and fight for a comprehensive plan to end government operation 
and establish shipping under private control. 

He said that the association would soon arrange for a thor- 
ough study of the situation and would devote much of its time 
until Congress assembles next winter to working out a practic- 
able solution of the problem. The recent political excitement 
attendant on the elections, the fact that many members of 
the present Congress are opposed to a privately owned merchant 
marine, and the differences of opinion within the Shipping Board 
and Fleet Corporation, he remarked, made it inadvisable to put 
forward a plan this winter. 

“The people of the United States have the right to expect 
from this association help in the solution of this problem,” the 
president said. “If we cannot solve it, who can? And if we 
cannot point the way out, what right have we to criticize the 
government for remaining in the business?” 

The association adopted a resolution approving the “home 
ports” bill introduced in Congress by Representative Edmonds, 
of Philadelphia, and Senator Wesley L. Jones, of Washington. 

The association re-elected Mr. Smith unanimously for presi- 
dent for 1925. Those elected vice-presidents were William New- 
some, United Fruit Co.; Paul H. Harwood, Pan American Petro- 
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leum & Transport Co.; J. Howland Gardner, New England 
Steamship Co. At a meeting of the eecutive committee W. L. 
Marvin was re-elected vice-president and general manager, Ira 
A. Campbell, general counsel, and Edwin H. Duff, attorney. 


HOBOKEN SHORE LINE RAILROAD 


The Trafic World New York Bureau 


Governor Smith of New York has made public a letter which 
he has sent to Representative Ogden L. Mills, at Washington, 
urging that he press action by Congress on a bill designed to 
permit the Secretary of War to accept bonds of the Port of 
New York Authority in payment for the Hoboken Shore Line, 
a water-front railroad, now the property of the United States 
government. 

The governor, in making known the contents of the com- 
munication, expressed surpris at the “reluctance” of Congress 
to assist the Port Authority in the consummation of a plan 
that Congress itself approved. He had been informed by Sec- 
retary of War Weeks, he explained, that Congress probably will 
not enact legislation which would allow Secretary Weeks to 
accept Port Authority bonds as payment for the road. 

“It is regrettable that when two states (New York and 
New Jersey), acting through an agency of their own,” the gov- 
ernor’s letter said, “seek to promote the commerce of the port 
by a comprehensive plan to co-ordinate and bring up to date 
all of its terminal facilities, we should at this time be faced 
by an unwillingness on the part of Congress to assist the 
agency of the two states in carrying out a plan which has had 
the approval of Congress itself. 

“The Hoboken Shore Line is an important part of that 
comprehensive plan; that it should fall back into private owner- 
ship is unthinkable if the two states are to carry out in full 
the purposes for which the Port Authority was erected.” 

The Citizens’ Union has forwarded to members of Congress 
a memorandum urging the passage of the Wadsworth-Mills bill 
authorizing the fderal government to sell the Hoboken Shore 
Line to the Port Authority and to accept bonds of the Port 
Authority as payment. 


HAGUE RULE HEARINGS 


The House committee hearings on The Hague rules were 
finished January 29 with Charlies S. Haight of the International 
Chamber of Commerce back on the stand to controvert the 
opinion of Norman Draper that the rules were framed in the 
interest of British shipowners and that there was a campaign 
on in this country to have Congress enact them into law. 
Mr. Haight said his three years’ experience with the matter 
told him the rules were not framed in the interest of the Brit- 
ish shipowner, but that, on the contrary, they were rammed 
down his throat by the English Parliament for the better pro- 
tection of the shipper. 


W. H. Day, for the Boston Chamber of Commerce and the 


New England Traffic League, approved the Shipping Board 
deviation rule and the unit of freight rule. 


NEW YORK CENTRAL PLAN OPPOSED 


The Trafic World New York Bureau 


The plan of the New York Central Railroad for develop- 
ment of its terminal facilities on the west side of Manhattan 
is tentatively opposed by the Port of New York Authority as 
in probable conflict with its own intentions for unification of 
port facilities. Julian A. Gregory, chairman of the Port Au- 
thority, made the following statement: 


The law under which the Port Authority must act definitely 
lays down the principles which shall govern the service of Manhattan, 
as well as the rest of the port district. Described in various ways, 
these principles mean that all the trunk lines shall reach every 
part of the port district, ard every shipper shall have access to all 
trunk lines. 

It would seem obvious that any plan which would establish new 
terminals of an extensive character exclusively for the New York 
Central on the West Side of Manhattan, would be in conflict with the 
law. The whole port district, and especially the Island of Manhattan, 
requires the service of all the trunk lines. Dominance of the port 
situation by any one trunk line would be unthinkable, and is now in 
violation of law. Such a situation would arise, of course, if the pro- 
posals as submitted by the New York Central to the Borough Presi- 
dent involve the creation of additional terminals solely for the New 
York Ceniral’s use along the West Side. 

If the New York Central were to acquire such rights, together 
with the acquisition of terminals under the consolidation schemes in 
New Jersey and with the Hell Gate route to Long Island opened to 
it, that railroad would attain such dominance as almost to amount 
to a monopoly at the Port of New York. It would deprive the port 
district, and especially the Island of Manhattan, of the competitive 
advantages to be secured from the services of the Pennsylvania Rail- 
road, Baltimore & Ohio, Erie, Lehigh Valley and the other trunk 
line systems. 

Whether the cost is $24,000,000 or more, this will be added to 
the cost of doing business in New York and ultimately will he 
reflected in the freight rates, which every business man and house- 
wife will share in paying. In such a plan the city would lose, the 
citizens would pay, the New York Central would gain. 


Replying to the statement of Chairman Gregory, President 
Julius Miller of the Borough of Manhattan said that the pro- 
posed $24,000,000 plans of the New York Central Railroad were 
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designed to meet all requirements of the New York Port Au- 
thority. He said officials of the railroad understood thoroughly 
that New York City would give them no monopoly. He added 
that he believed this plan or one similar to it must be adopted 
eventually to solve the freight problem here, and that the mu- 
nicipal authority intended to co-operate with the Port Authority 
in the development of terminals and marginal belt lines to 
reduce freight costs and expedite delivery. He continued: * 


$ 
It is suggested that increased freight costs would be assessed 
against the citizens of New York by the railroad to pay the cost of 
construction. The elevated ought to result in lower freight rates. 
It would pay for itself because freight trains would no longer be held 
up by motor trucks in every street intersection. The saving in 
switching would represert an enormous economy, 
raffic experts estimate that by an elevated railroad they can 
drop freight at terminals along the line at one-third the cost of 
delivering it any other way. 


PARCEL POST TO HONDURAS 


Paul Henderson, Second Assistant Postmaster General, has 
issued the following: 


The consul general of the Republic of Honduras at New York has 
informed this office that it is required that the senders of parcel-post 
packages containing merchandise (of whatever value) for the Repub- 
lic of Honduras submit to a consul of that country for certification 
five copies of the commercial invoice. One of the five copies will be 
certified and returned to the sender ard the other four copies will be 
retained by the consul, who will forward one of the retained copies 
to the postoffice in Honduras. One set of invoices will be sufficient 
a any number of packages sent to the same addressee at the same 

me. 

The invoices to be certified should contain a detailed list of the 
merchandise with prices, weights in. kilograms, and a statement read- 
ing, ‘“‘Declaro que son ex&actos los detalles de la presente factura; 
que los precios de las mercaderies en ella enumerados son los actual- 
mente corrientes en esta plaza,’’ which, translated, reads, “I de- 
clare that the details of this invoice are exact; that the prices of the 
merchandise in it listed are those at present current in this place.’ 

The fee for certification is 3 per cent of the total ret value of 
the merchandise. 

Consuls of the Republic of Honduras are located at the follow- 
ing places: Mobile, Ala.; Los Angeles and San Francisco, Cal.; 
Washington, D, C.; Jacksonville and Tampa, Fla.; Chicago, Ill.; New 
Orleans, La.; Boston, Mass.; Detroit, Mich.; Kansas City and St. 


Louis, Mo.; New York, N. Y.; San Juan, P. R., and Galveston and 
San Antonio, Tex. ; 


PARCEL POST FOR PERU 


Paul Henderson, Second Assistant Postmaster-General, has 
issued the following: 


This office is in receipt of a letter from the postal administration 
of Peru, reading (translation) as follows: 

“In order to relieve the addressees of parcels of the inconvenience 
in connection with the payment of the fine of 25 per cent of the value 
of the goods for lack of the proper consular invoice for articles mailed 
in your offices destined for Peru, I beg you to inform the public that 
the invoice in question is obligatory, within the parcels if possible, in 
order to avoid the assessment of the fine in question.” 

Postmasters will give the widest possible publicity to the fore- 
going without expense to the department. ° 





BRITISH CRITICIZE OCEAN RATES 


“A considerable feeling of dissatisfaction prevails among 
British shippers over the disparity between ocean freight rates 
charged out of British ports and those charged from continental 
ports,” says Vice Consul Albert W. Scott, Hull, England, in a 
report made public by the Department of Commerce. “Numerous 
instances are said to have been found where goods for the 
River Plate and the United States are conveyed much more 
cheaply if shipped via ports on the Continent instead of directly 
from British ports. Goods are being sent from Hull to Antwerp 
and there transshipped, because it is cheaper to pay trans- 
shipment charges and two separate ocean rates than the rate 
for direct shipment from British ports.” 


STEEL TANKER SOLD 


President Palmer, of the Fleet Corporation, has announced 
the sale of the steel tanker Betterton to Frank W. Seth, of 
New York, for $300,000, the purchaser to substitute a recipro- 
cating engine for present turbine equipment. 


RADIO INTERESTS OBJECT 


The Traffic World Washington Bureau 
Whether it desired to do so or not, the Commission has been 
compelled, so to speak, to “tune in” on a grand chorus of ob- 
jection by music makers, radio manufacturers, phonograph manu- 
facturers, retail and wholesale sellers of radios and phonographs 
and invalids whose great comfort is the radio apparatus that 
brings them into contact with the outside world. Figuratively, 
the Commission has been asked to hoist into the air classifica- 
tion publications filed by F. W, Smith, R. C. Fyfe, and E. H. 
Dulaney, the chairman of the three classification territory com- 
mittees, bearing February 10 as the effective date which the 
protestants contend propose to make 50 and 100 per cent in- 
creases in rates paid by manufacturers of phonographs with 
radio attachments and dealers therein and manufacturers of 
and dealers in radio equipment. The smaller increase would be 
in Official and Western Classification territories and the larger 
in Mr. Dulaney’s province. 
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Typical protests, it is believed, are those filed by Joseph C. 
Colquitt in behalf of the Music Industries Chamber of Commerce, 
Inc., and in behalf of the Radio Manufacturers’ Associatoin and 
the Music Industries Chamber of Commerce jointly. The first 
mentioned protest is against increases in the ratings on phono- 
graphs with radio attachments and the joint protest is against 
increases on radio receiving sets, described as electrical appli- 
ances. Mr. Colquitt said that the publications designated the 
items to which objection was made as additions to the classifica- 
tion. He made the point, however, that inasmuch as phono- 
graphs with radio attachments were now moving at the phono- 
graph ratings the new items constituted an increase. He made 
the same point in respect of the items pertaining to the radio 
receiving sets. 

At present, his protest points out, talking machines, in boxes, 
in L. C. L. quantities, are moving at first class in each of the 
three territories and in carload quantities at second, 16,000 mini- 
mum, subject to rule 34. The proposal is to increase the rating 
on the L. C. L. stuff to 1144 times first in the east and west and 
double first class in the south, and to increase the carload mini- 
mum to 20,000. Mr. Colquitt said that it was impossible to load 
16,000 and necessarily even less possible to get 20,000 pounds 
into an ordinary car. 

Mr. Colquitt said that the radio and the phonograph were 
highly competitive and that the radio did not, as many supposed, 
supplant the phonograph. He said the radio installation in a 
phonograph was incidental, from a physical point of view, the 
phonograph remaining practically unchanged. Some manufac- 
turers, he said, put the radio receiving set in the space in the 
talking machine cabinet reserved for phonograph records and 
that the addition of a radio mechanism did not cause the car- 
riers to transport a commodity differing materially from the 
plain talking machine in such respects as weight, cubic contents 
or liability to damage. Analyzing 459 carloads of phonographs 
and phonographs with radio mechanism attached, shipped by the 
Brunswick-Balke-Collender Co., he said the plain phonographs 
showed a price of $135 to the dealer, while the phonographs 
equipped with radio showed a price of $102, the value per cubic 
foot being $5 for the plain phonograph and $4.98 for the radio 
equipped one. 

Radio receiving sets have been shipped as electrical appli- 
ances at first class in each of the three territories, L. C. L., 
and third class, 30,000 minimum in carloads. The new proposal 
is 1% times first in the east and west, double first class in the 
south on L. C. L. and second in carloads on a 20,000 pound 
minimum instead of third at 30,000 pounds. 

The protests of the manufacturers and dealers, however, 
are far exceeded in number by those of the users who heard, 
through one of the broadcasting stations, about the proposed in- 
creases and were advised if they thought it not fair to make such 
increases to protest to the Commission. They took their pens 
in hand and told the Commission they did not think the heavy 
percentage increases would be fair. The result of that advice 
put upon the air was the production of a volume of protests 
from individuals practically as great as that filed by shippers 
in the Western Trunk Line class case. 

The San Francisco Chamber of Commerce employed the 
airplane mail to get its protest to Washington on time, having 
protested because of the objections made by its members deal- 
ing in the articles affected. 


LONDON FREIGHT HANDLING SERVICE 


A new European freight handling service involving cargoes 
from New York, Philadelphia, Baltimore, and Hampton Roads, 
for London, in trnsshipment at Hamburg, has been put into 
operation by the United American Lines. According to C. J. 
Beck, vice-president in charge of freight traffic, a considerable 
saving to shippers in the ocean freight will be effected and con- 
signees also will be benefited by the delivery of goods in the 
heart of London, at Carrington Wharf or South-West India 
Docks by steamers departing twice weekly from Hamburg. The 
service will be maintained by express steamers calling weekly 
from New York and fortnightly from Philadelphia, Baltimore 
and Hampton Roads. Option will be granted to take delivery 
at Hamburg at the prevailing rate to that port. 


LOCATION OF CARS 


The percentage of home cars on home roads (Class I) as of 
January 1 was 67.4, according to the semi-monthly bulletin of 
the car service division of the American Railway Association. 
The percentages by classes of equipment were as follows: 
Box, 57.9; refrigerator, 75.3; coal and coke, 73.1; stock, 85; flat, 
80.4; others, 94.7. 

The semi-monthly bulletin of percentages of freight cars 
on line to ownership, Class I roads, as of January 1, showed 
the following: Eastern district, 94.8 as against 97 a year ago; 
Allegheny, 101.9 as against 103.2 a year ago; Pocahontas, 79.7 
as against 81.9 a year ago; Southern, 96.1 as against 100.9 a 
year ago; Western, 101.4 as against 98.8 a year ago; total, all 


districts, 98.1 as against 98.8 a year ago; Canadian roads, 91.8 
as against 91.6 a year ago. 
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Shipping Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., se “yom Minn. 
Copyright by West Publishing C 





Evidence Held to Warrant Finding Contents of Cases Intact 
When Delivered to Carrier: 

(Supreme Court, Appellate Division, Second Department.) 
In action for loss of narcotics shipped to Europe, evidence held 
to warrant finding contents of cases were intact when delivered 
to steamship company.—Price et al. vs. Shawmut S. 8S. Co., 207 
N. Y. Sup 30. 

Action for Loss of Goods Held One for Breach of Contract, 
Notwithstanding Complaint Alleged Conversion: 

Action against steamship company for loss of goods held 
one for damages for breach of carriage contract, where it was 
tried on that theory, notwithstanding complaint alleged, and 
trial court stated, that it was for conversion.—Ibid. 

No Presumption of Continuity of Contents of Shipment, Where 
Shipper Obtains Possession and Reships Under New Bill of 
Lading: 

Rule that condition proved to have existed is presumed to 
continue until contrary is proved did not apply to shipment 
which came into consignee’s possession at destination, from 
which point it was reshipped under steamship bill of lading, and 
steamship company was not liable, unless shipper showed goods 
were delivered to it in good order.—Ibid. 


Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co. ) 





REGULATION OF COMMON CARRIERS 


Demurrer Admits Facts Well Pleaded: 

(Supreme Court of Iowa.) Demurrer admits facts well 
pleaded.—Hawkeye Portland Cement Co. vs. Chicago, R. I. & 
P. Ry. Co., 201 N. W. Rep. 16. 


Shipper, Claiming Special Rate Privilege Under Contract, Has 

Burden of Bringing Self Within Statute: 

Shipper, claiming special rate privilege under contract with 
carrier, has burden of bringing itself within provisions of Code 
1897, sec. 2146, authorizing such contracts for protection and 
development of new industries.—Ibid. 

“New Industry,” as Used in Statute Authorizing Special Rate 

Contract, Defined: 

A “new industry,” within Code 1897, sec. 2146, authorizing 
railroad to make contract for special rates in aid of new in- 
dustries, is one that does not have an established business, and 


which is struggling for existence, experimenting, and hoping.— 
Ibid. 


Contract for Special Rate Held Not Sufficiently Definite as to 
Number of Carloads to Which It Is Applicable: 

Shipper’s contract for special rate, which provided only the 
minimum number of cars to which rate was applicable, held 
not in compliance with Code 1897, sec. 2146, authorizing such 
contract in aid of new industries for an “agreed number of 
carloads.’’—Ibid. 

Special Rate Contracts Can Only Be Made in Strict Conformity 
to Letter and Spirit of Enabling Statute: 

Rights and powers conferred by Code 1897, sec. 2146, au- 
thorizing special rate contracts in aid of new industries, can 
only be exercised in strict conformity with letter and spirit of 
that statute.—Ibid. 

Statutes for Public Benefit Construed Most Strongly Against 
Those Claiming Rights Thereunder and in Favor of Public: 
Statutes intended for public benefit are taken most strongly 

against those who claim rights or powers under them, and most 

favorably to public.—Ibid. 

Proviso in Statute Strictly Construed: 

Proviso in statute must be strictly construed, and does not 
take a case out of enacting clause, which does not fall fairly 
within its terms.—lIbid. 

Approval of Board of Railroad Commissioners of Special Rates 
for Agreed Number of Carloads*Essential: 

Submission to board of railroad commissioners and approval 
by it of special rates for agreed number of carloads, under Code 
1897, sec. 2146, permitting special rates for protection of new 
industries, are conditions precedent to granting special rates 
or privileges, or claim under contract therefor.—Ibid. 
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Every Rate Lawfully Collected 
Legislative Authority: 
Every rate lawfully collected by a common carrier is one 

charged pursuant to legislative authority.—Ibid. 

Special Rate Contracts, Though Made Under Government Au- 
thority, Are Subject to Right of State or Congress to Modify 
or Annul: 

Contract between shipper and carrier, fixing compensation 
to be paid for transportation, though made under state or fed- 
eral authority, is subject to right of state or Congress to modify 
or annul.—Ibid. 

State Agencies to Prevent Discrimination Against Interstate 
Commerce May Increase Intrastate Rates: 

To prevent unlawful discrimination against interstate com- 
merce, state board of railroad commissioners may properly in- 
crease intrastate rates to conform to rates determined to be 
reasonable by federal agencies, any contracts for special rates 
notwithstanding.—Ibid. 

Railroad Commission Has Both Legislative and Judicial Powers: 
(Supreme Court of California.) Under public utilities act 

Railroad Commission has both legislative and judicial powers, 

power to fix rates being legislative, and the power to award 

reparation being judicial—Southern Pac. Co. et al. vs. Railroad 

Commission of the State of California et al., 231 Pac. Rep. 28. 

Federal Transportation Act of 1920 Held Not to Preclude Rail- 
road Commission from Awarding Reparation of Excessive 
Rates During Certain Period: 

Federal transportation act 1920, sec. 208 (a) (U. S. Comp. 
St. Ann. Supp. 1923, sec. 10071%4d), prohibiting, during certain 
period, reduction of rates without approval of Interstate Com- 
merce Commission, did not preclude the Railroad Commission 
from awarding reparation of excessive rates on shipments trans- 
ported during such period, under public utilities act, sec. 71.— 
Ibid. 

Carrier, Compelled to Pay Foreign Judgment in Favor of Second 
Buyer of Goods Shipped After Delivery to First Buyer, Held 
Not Entitled to Recover from First Buyer: 

(Supreme Court, Special Term, New York County.) Where 
consignor sold same consignment to two different buyers while 
goods were in transit, carrier, compelled to pay New Jersey 
judgment in favor of second buyer after having delivered goods 
to first buyer, was not entitled to recover amount of such judg- 
ment from first buyer, who had notice of, and opportunity to 
defend, previous action.—Pennsylvania R. R. vs. Tozzi, 207 N. Y. 
Sup. 16. 

Person Whose Tortious Act Renders Another Liable Must. In- 
demnify Innocent Party: 

Under rule that everyone is responsible for consequences 
of his own wrongful act, where person’s tortious act renders 
another liable, implied contract arises that he will indemnify 
innocent party.—Ibid. 

Rule as to Effect of Adjudication on Party Having Notice and 
Opportunity to Defend Stated: 

In absence of express agreement to indemnify, party is 
bound by adjudication in former action, of which he had notice 
and opportunity to defend, only where, because of his connec- 


POSITIONS WANTED OR OPEN 
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tion with wrong, his ultimate liability over to defendant is 

conceded, though no contract or privity exists.—Ibid. 

Carrier, by Fraud, Mistake, or Otherwise, Induced to Deliver 
Goods to Person Not Entitled Thereto, May Sue for Value 
of Goods: 

Carrier, by fraud, mistake or otherwise, induced to deliver 
goods to person not entitled thereto, may sue recipient for their 
value, but complaint must offer to restore freight paid.—tIbid. 
Parties May Not by Their Consent Bestow Jurisdiction of Sub- 

ject-Matter on Court: 

((Supreme Court, Monroe County.) Though consent of par- 
ties will confer jurisdiction of person on courts, parties may 
not in such manner bestow jurisdiction of subject-matter, but 
courts only have such jurisdiction as is conferred by law.— 
Davis, Director-General of Railroads, vs. Rochester Can Co., 
207 N. Y. S. 33. 

Arbitrators Have Such Jurisdiction as Is Given by Compact and 
Conduct of Parties, Limited by Law; Persons Who May Act 
as Arbitrators Stated: , 

Arbitrators have such jurisdiction as is given them by com- 
pact and conduct of parties, limited only by express provisions 
of law, and infants, outlaws, women, deaf persons, ministers, 
committees of boards of trade and unincorporated societies may 
act as arbitrators.—Ibid. 

Every Kind of Dispute May Be Settled by Arbitration Under 
Proper Agreement: 

Every known kind of dispute may be settled by arbitration 
under proper agreement between parties.—Ibid. 

Interstate Commerce Commission Authorized to Regulate De- 
murrage Charges orf Interstate Shipments and to Determine 
Disputed Questions Thereunder: 

Interstate Commerce Commission has statutory authority to 
make, interpret, and enforce rules in reference to demurrage 
charges on interstate freight shipment, and to determine dis- 
puted questions arising thereunder.—Ibid. 

Common-law Arbitration Agreement, Submission, and Award 
May Be in Parol: 

Common-law arbitration agreement, submission, and award 
may be in parol.—lIbid. 

Party Continuing to Take Part in Proceeding with Knowledge 
of Irregularity Waives Objection: 

If party with knowledge of irregularity in proceedings con- 
tinues without objection to take part in them, he waives irreg- 
ularity.—Ibid. 

Constitutional Oath of Members of Interstate Commerce Com- 
mission Held Sufficient to Support Award: 

It was no defense to action on arbitration award, made by 
Interstate Commerce Commission in voluntary proceedings, that 
oath was not taken by arbitrators or waived, since every se- 
curity given by arbitrator’s oath was afforded by constitutional 
oaths of individual members of Commission, required by U. S. 
Comp. St., sec. 3218.—Ibid. 

Court Should Not Lightly Set Award Aside: 

Since, by submitting to valid arbitration, parties agree to 
abide by award in all things, in law as well as in fact, courts 
should not lightly set award aside.—Ibid. 

Must Include Demurrage Charges in Their Tariff Schedules; 
“Train Transportation:” 

(District Court, W. D., Missouri, W. D.) Under interstate 
commerce act and its amendments (Comp. St., sec. 8563 et 
seq.), train transportation embraces all services in connection 
with the shipment, including storage of goods after arrival at 
destination, and every common carrier subject to the act is 
required in its tariffs to state separately demurrage and other 
terminal charges and to adhere thereto, as to other parts of 
its tariff and schedule—Turner, Dennis & Lowry Lumber Co. 
vs. Chicago, M. & St. P. Ry. Co., 2 Fed. Rep. (2d) 291. 

Court Without Jurisdiction of Action for Reparation Except on 
Finding of Interstate Commerce Commission: 

No action for reparation for exaction of unreasonable or 
discriminatory demurrage charges can be maintained in any 
court in the absence of an appropriate finding by the Interstate 
Commerce Commission.—Ibid. . 

Order of Commission or Regulation of Carrier May Be Set Aside 
by Courts Only for Want of Power to Make It: 

In determining whether an order of the Interstate Com- 
merce Commission or a regulation of a carrier shall be sus- 
pended or set aside, power to make, and not the wisdom of 
the order or regulation, is the test.—Ibid. 

Demurrage Charge Held Within Powers of: Carrier: 


A regulation made by the Director-General of Railroads dur- 
ing federal control and continued by a carrier as part of its 
tariff schedule after such control ceased, imposing an additional 
demurrage or storage charge in the nature of a penalty for 
detention of cars beyond a stated time, is not a penal law for 
punishment of an offense wihch comes within the purview of 
constitutional guaranties, but is within the powers of the carrier 
under interstate commerce act, subject to revision or abroga- 
tion by the Interstate Commerce Commission.—Ibid. 
Publication of Tariff Is Notice to All Shippers: 

The published tariff schedule of an interstate carrier is due 
notice of its terms to all shippers.—Ibid. 
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Reasonable Classification May Be Made for Purpose of Demur. 
rage Charges: 

While a classification of traffic for the purpose of demur- 
rage charges must be reasonable and not arbitrary, the interests 
of shippers of a particular kind of commodity are not alone 
to be regarded ,but those of the carrier and the general ship- 
ping public as well.—Ibid. 

Additional Demurrage Charge for Prolonged Detention of Lum- 
ber Cars Held for Reconsignment Held Not Invalid as 
Discriminatory: 

An additional demurrage or storage charge for detention 
of cars beyond a stated time held not invalid as discriminatory 
because limited to cars loaded with lumber held for reconsign- 
ment, where it appeared that it was a common practice to hold 
such cars for an unreasonable time awaiting reconsignment, 
thus keeping the cars out of normal use, to the detriment of 
the carrier and the public.—Ibid. 

Tariffs May Not Discriminate to Equalize Business Conditions: 
A tariff schedule may not be framed to equalize conditions 

of private business by giving special privileges to a particular 

shipper or class of shippers.—Ibid. 

Provision of Contract Releasing Railroad Company from Lia- 
bility for Negligent Injury to Property of Lessee Held Valid: 
(Circuit Court of Appeals, Eighth Circuit.) A provision of 

a contract by which defendant railroad company leased to plain- 

tiff an elevator site on its right-of-way, releasing defendant from 

liability for injury to plaintiff’s property caused by operation of 
its railroad trains or cars, through negligence or otherwise, 
held valid and effective, except for a wanton or wilful injury.— 

Westre vs. Chicago, M. & St. P. Ry. Co., 2 Fed. Rep. (2d) 227. 

Allegation of “Gross Negligence’ Held Without Legal Signifi- 
cance: 

Where, to entitle plaintiff to recover for negligence of de- 
fendant, it must have been wilful or wanton, an allegation in 
the complaint characterizing it as gross is without.legal sig- 
nificance.—Ibid. 

“Wilful and Wanton Negligence” Implies Intent to Do Act, But 
Not to Inflict Resulting Injury: 

A charge of “wilful and wanton negligence” does not sig- 
nify degrees of negligence, but the words have reference to the 
intent, which must have been to do the wrongful act, but not 
to inflict the resulting injury; otherwise, it would be a wilful 
and not a negligent injury.—Ibid. 

Evidence Held Not to Sustain Charge of Wilful and Wanton 
Negligence as to Property Injured: 

Evidence held not to sustain an allegation that an injury 
to plaintiff’s elevator, caused by a car of defendant, which was 
derailed while being pushed along an adjacent sidetrack was 
the result of wilful and wanton negligence.—Ibid. 


Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


— taken from Reporters and Digests of National Reporter 
ystem, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


——— Ms Damages for Portion of Shipment Lost in Transit 
tated: 

(District Court, D, Minnesota, Fourth Division.) Where por- 
tion of shipment is lost in transit, measure of damages is value 
of deficiency at time and place at which it should have been 
delivered, with interest, less transportation charges, if they have 
= been paid.—Crail vs. Illinois Cent. R. Co., 2 Fed. Rep. (2d) 
Measure of Damages for Coal Lost in Transit Stated: 

Where portion of car of coal shipped to coal dealer was 
lost in transit, consignee’s measure of damages was value of 
lost coal in car at place of delivery, and not market price at 
which coal could be replaced, parties not contemplating replace- 
ment by purchase on market.—Ibid. 

Special Damages for Loss of Goods in Transit Must Be Spe- 
cifically Pleaded and Proved: 

Special damages sustained by consignee by loss in transit 
of portion of shipment must be specially pleaded and proved.— 
Ibid. 

Liability of Party Defaulting in Performance of Contract Stated: 

Party defaulting in performance of contract is liable for 
such damages as usually or naturally result from breach, and 
for such unusual or special damages as fairly might be antici- 
pated by parties at time contract was made.—Ibid. 


DELAY IN TRANSPORTATION OR DELIVERY 


Petition Held Sufficient to State Cause of Action for Negligent 
Failure to Provide Cars on Reasonable Notice of Time 
Needed: 

(Kansas City Court of Appeals, Missouri.) Petition, alleging 
notice to defendant railroad’s station agent to furnish car on 
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New York Central Lines employ 
11,000,000 locomotive horse- 
power, an amount equal to a third 
of that employed by all the manu- 
facturing industries of the United 
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A Business Asset 


EPENDABLE railroad service is vital to the success of 
industrial operations. 


Delays in the delivery of fuel, raw materials, or finished 
products—particularly in times of heavy traffic—often mean 
the wiping out of profits or the actual loss of business. 


New industries prefer a location on the New York Central 
lines because of the assurance such a location gives of 
dependable railroad service. 


New York Central Lines, because they are always building for 
the greater traffic of the future, have a transportation reserve 
to meet the demands of peak traffic, just as they had in 1918 
when called upon to serve the Nation in the war emergency. 


A location on the New York Central Lines is a business asset. 
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certain day, his assurance that it would be furnished threon, 
failure to do so, and “that such delays were unreasonable,” etc., 
held sufficient, at least after verdict, to state cause of action for 
negligent failure to provide cars on reasonable notice of time 
they were needed.—Walters et al. v. Kansas City Southern Ry. 
Co., 266 S. W. Rep. 491. 

Interstate Shipments Governed by Rules Laid Down by Federal 

Courts: 

Interstate shipments are governed by rules laid down by 
federal courts.—Ibid. 

Plaintiffs Must Prove Actual Negligence in Not Furnishing Cars 
on Reasonable Notice of Time Desired: 

Under federal rule, burden is on plaintiffs, suing for neg- 
ligent failure to furnish cars after notice of time desired, to 
prove actual negligence in connection with such failure.—Ibid. 
Plaintiffs Cannot Advance New Theory of Liability on Appeal: 

Plaintiffs, not alleging nor trying case on theory of de- 
fendant railroad’s negligent failure to notify them that cars 
could not be furnished as requested, and basing their instruc- 
tions on alleged negligent delay in furnishing cars, cannot 
advance such theory for first time in appellate court.—Ibid. 


TELEGRAPHS AND TELEPHONES 


Holder of Invalid Contract for Future Delivery Could Not Re- 
cover Damages for Non-delivery of Telegram: 

(Supreme Court of South Carolina.) Holder of contract for 
future delivery of cotton, void under Civ. Code 1922, sec. 5165, 
5166, because actual delivery was not intended, could not re- 
cover damages sustained on telegraph company’s failure to 
deliver telegram instructing brokers to sell——Wiggins vs. Postal 
Telegraph Co., 125 S. E. Rep. 568. 

Burden of Proving Parties to Contract for Future Delivery of 
Cotton Intended Actual Delivery Is on Party Claiming Ben- 
efit of Contract: 

Burden of showing that parties to contract for future de- 
livery of cotton, void under Civ. Code 1922, sec. 5165, 5166, unless 
actual delivery was intended, contemplated actual delivery is 
on party claiming benefit of contract.—Ibid. 

State Court Not Required to Recognize Validity of Contract 
Made Elsewhere in Violation of State Laws: 

There is no principle of law based on comity or interstate 
commerce transactions requiring a state court to recognize the 
validity of a contract made in another state, which under its 
ero declared to be against public policy, immoral and void. 
Damages for Negligent Failure to Deliver Message Only Such 

as Were Contemplated by Parties: 

(District Court, S. D., Florida.) Under Rev. Gen. St. Fla. 
1920, sec. 4388, making telegraph companies liable in damages 
to the sender of a message for “mental anguish, distress or 
feeling, physical and mental pains and suffering resulting from 
negligent failure to promptly transmit or properly deliver 
such telegram,” recovery may be had only for such injurious 
results as were contemplated, or should have been contemplated, 
between the parties as a probable and proximate result of fail- 
ure to promptly transmit and deliver the message.—Hunter vs. 
Western Union Telegraph Co., 2 Fed. Rep. (2d) 266. 

Verdict for Damages for Failure to Deliver Telegram Reduced 
as Excessive: 

A verdict for damages for failure to promptly deliver a 
telegram held excessive, as based in part on conditions in plain- 
tiff’s home not disclosed to defendant, damages from which 


were not the proximate result of failure to deliver the telegram. 
—Ibid. 


EXPRESS INJUNCTION OPINION 


The statutory court, composed of Circuit Judge Sanborn 
and District Judges Pollock.and Booth, which denied the appli- 
cation of the western and southern railroads forbidding the 
enforcement of the Commission’s order reducing express class 
rates on March 1 (Traffic World, January 31, p. 276), filed a 
memorandum opinion as follows: 


In this case the plaintiffs are seeking an injunction against the 
enforcement of that part of the order of the Interstate Commerce 
Commission of May 17, 1924, which reduces class express rates in 
Express Rate Zones 2, 3, 4 and 5. 

It is not claimed that the rates fixed by the order are so low 
as to be confiscatory and in violation of the constitutional protec- 
tion, but the broad ground of attack upon the order is that it was 
made arbitrarily and without evidence to support it. 

It is contended by plaintiffs that the Interstate Commerce Com- 
mission has no power to reduce class express rates in the above men- 
tioned zones merely because such rates are discriminatory as between 
said zones and Zone 1; nor, unless the evidence shows that the rates 
in Zones 2, 3, 4 and 5 are unreasonably high; and, it is further con- 
tended, that there is no evidence in the record that the rates in 
Zones 2, 3, 4 and 5 are unreasonably high. 

We do not need to pass upon the contention as to discrimination 
between zones. 

The Commission expressly found that the existing rates in the 
zones mentioned were unreasonably high. Their second finding is as 
follows: “That the interstate express rates and charges applicable 
within and between the several rate zones will be, for the future, 
unreasonable and unduly prejudicial and preferential to the extent 
that they may exceed rates and charges constructed on the respective 
bases outlined in the succeeding paragraphs hereof.” 
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We have examined the evidence introduced before the Commis- 
sion with a view to ascertaining whether this finding is supported by 
any substantial evidence. In so doing we have borne in mind the 
contention of counsel for plaintiffs that a considerable portion of 
such evidence introduced before the Commission deals with com- 
modity express rates (also under consideration by the Commission 
at the same time) and has no application to class express rates; 
that other portions of the evidence deal with classification rather 
than with class express rates. We have also borne in mind that two 
cost studies, one of which was submitted by the plaintiffs and the 
other by the state commissions at the hearing before the Interstate 
Commerce Commission, were both expressly rejected as not proper 
bases for determining what the express service costs the plaintiffs. 

Nevertheless, our examination of the evidence has led us to the 
conclusion that the finding of the Interstate Commerce Commission 
that the existing class express rates in Express Rate Zones 2, 3, 4 
and 5 are unreasonably high is not without substantial evidence to 
support it, although, in our opinion, such supporting evidence is un- 
satisfactory and far from conclusive. 


WAGE STATISTICS 


“Class I railroads reported for the month of November, 1924, 
a total of 1,788,723 employes, a decrease of 33,893, or 1.9 per 
cent, as compared with the returns for October, 1924,” says 
the Bureau of Statistics of the Commission in its summary of 


wage statistics covering class I roads for November. Continu- 
ing, it says: 


This reduction in employment is largely attributable to seasonal 
reductions in the maintenance of way and structures forces. The 
total compensation decreased $19,421,725 or 7.6 per cent. The differ- 
ence between the per cent decrease in compensation and that in 
employment is explained by the fact that there were only 24 working 
days in Novmber, while there were 27 in October. 

Compared with the returns for the corresponding month last year 
the employment shows a decrease of 5.8 per cent and the compensa- 
tion a decrease of 5.5 per cent. 

The monthly earnings, by groups, were as follows: 


r-—Monthly earnings of— 


Employes Employes 
reported on reported on 
daily basis hourly basis 

‘ : Nov., Nov., Nov., Nov., 
Group 1924 1923 1924 1923 
Executives, officials and staff assistants... $437 $429 wees ainets 
Professional, clerical and general......... 182 181 $122 $123 
Maintenance of way and structures...... 240 239 85 86 
Maintenance of equipment and stores...... 246 244 119 120 
Transportation (other than train, engine 
MC MEEINED ediceceeet hing oxaiea arian eeciel 98 97 120 120 
Transportation (yardmasters, switch ten- 
ae ere ere 255 253 149 143 
Transportation (train and engine service) ... phece 190 185 


Increases or decreases in the number of employes, by groups, 
November, 1924, compared with previous month, and with November, 
1923: 

-————- November,—___, 
1924, compared with 


Group Oct., 1924 Nov., 1923 
Executives, officials and staff assistants... 53 (d) 137 
Professional, clerical and general......... (d) 329 (da) 8,033 
Maintenance of way and structures...... (d) 31,638 (d) 20,527 
Maintenance of equipment and stores...... 417 (d) 50,014 
Transportation (other than train, engine 

a Rae ere SEE POE (d) 1,804 (d) 8,958 
Transportation (yardmasters, switch ten- 

ee Le eee ere ee 86 (d) 3,113 
Transportation (train and engine service) (d) 678 (d) 21,040 

Net increase or decrease.........sse00- (d) 33,893 (dy 110,822 


A comparison of the number of employes and their compensa- 
tion, by months, follows: 


CLASS I STEAM ROADS 
Number of Total com- 


Month employes pensation 
I SEE os ee ea sew vic weldia eames s 1,899,545 $249,686,024 
December, 1923 ..... Bd giis chance maser ass 1,793,779 234,662,008 
PEE. ROE ko dorccinccbemetivcieicaseblves meee 1,749,927 239,550,251 
IIE EG. 75.5 csciaie epen cucielaine ave iiereorn 1,753,289 230,915,026 
er te re ee ee 1,760,268 241,406,659 
Mo oa ricwig abn coiWeicn eae peewee mrss 1,787,217 236,909,229 
I cee ono Seuss SERS eeedeees Telenes 1,792,504 240,029,129 
IRIN 655 So chavo: « biatd'e wie alecb oie kw qiers d.srew-eisiacinrs 1,770,565 229,495,526 
I ee ere: eres eee oe 1,773,114 236,525,640 
NE EI. wigiciace oi gece pei: 6:54: bing nro ace eo NAO 1,788,972 239,518,006 
a. FE ee rr ee 1,801,296 240,659,259 
I OMNI 2s 7s (ci 5.5 ok 01 gence sal onl nls: aveseuaveLaraioceraoiois 1,822,616 255,484,848 
EOE: NEE. crabs coctetcesenncemeenes es 1,788,723 236,063,123 


ABANDONMENT AUTHORIZED 


The Commission has issued a certificate authorizing the 
Laurel Fork Railway Company to abandon as to interstate and 
foreign commerce its line of railroad in Carter county, Tenn. 
The railroad extends from Elizabethton to Frog Level, 14 miles, 
all in Carter county. No representations, the Commission said, 
were made by the state authorities and no objection to the grant- 
ing of the application was presented to it. 

The Freeo Valley Railroad Company has been authorized to 
abandon its line of railroad extending from a point near Eagle 
Mills to Princeton, Ark., a distance of 25 miles. The principal 
source of traffic has been shipments of forest products and 
it was represented that this source of traffic would soon be 
eliminated. 
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A statement like that from 
a truck operator with long 
experience as a tire user 
means morethan anything 
we could tell you about 
Fisk Truck Pneumatics. 

































Thi , a aoe . ™ From » 

aitimore ew or avanna 

7 iS 18 what the Dayton EAGLE Tee ee eee Feb. 10 Feb. 14 Feb. 18 
PS EE TES i Feb. 28 4 

ransfer Company Says MOUNT CARROLL...... Mar. 10 Mar. 14 Mar. 18 

about their Fisks: | y con a1 ion. 

(|) Apr. 21 Apr. 25 Apr. 29 

‘‘We cannot recommend PETER KERR............ May 5 May 9 May 13 
Fisk T. k Ti Pier No. % B. & O. R. R., Locust Point, Baltimore, Md. 

is ruc tres too Pier No. 6, New York Docks, Brooklyn, N. Y. 






highly. 


‘“‘We are using several 
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The Fisk Tire Company, Inc. 


. ALSO DIRECT FREIGHT SERVICE FROM U. S. PACIFIC 
Chicopee Falls, Mass. 


PORTS TO NORTHERN EUROPEAN PORTS 
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Mediterranean, Levant and African P 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A spec‘alist 

on interstate commerce law, who is a member of our legal department, 
wi will give his opinion in answer to any s mple question relating to the law 
of interstate transportation of freight. Atrafficman otlong experience * 
and wde knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of the traffic man but to 
help him in his work. 

The right is reserved to refuse to answer in th’s department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C 


—————_—_—_—_—_—_—_—_—_—_—_—_—_—_—_————_—_—_—— 


Embargoes—Notice of 

California—In connection with our answer to California 
on page 254 of the January 24, 1925 Traffic World, we direct 
attention to the following statement on page 93 of the Com- 
mission’s opinion in New York Hay Exchange Association vs. 
Lehigh Valley Railroad Co., 29 I. C. C. 90: “The foregoing dis- 
poses of all the contentions seriously urged by complainant, 
except its request that copies of embargo notices be posted at 
the embargoed terminals. We are of opinion that such a 
practice is reasonable and should be followed by the defendant 
in the future. In cases where it is possible to do so such 
notices should be posted in advance of the effective date of 
the embargo. In cases.where on account of physical conditions 
advance notices of an embargo cannot be given, there would 
appear to be no reason why notice thereof may not be posted 
at the terminal at the same time that it is served upon defend- 
ant’s connections. No specific order in this respect will be 
entered at the present time, but if the suggestions here made 
are not complied with complainant may have this proceeding 
reopened for the entry of such an order as may be appropriate.” 

See also Kaw Boiler Works Company vs. Director General, 
83 I. C. C. 339 on page 340, of which the commission said: 
“Complainant did not avail itself of the means of ascertaining 
the embargo situation prior to tendering the shipment to the 
carrier, and in the absence of any inquiry with respect thereof, 
or of knowledge by the carrier of the intended destination of 
the shipment, no duty rested upon the carrier to nottify com- 
plainant of the embargo until tender of the shipment.” 
Liability of Carrier That of Warehouseman Only After Expira- 


tion of Free Time Under Demurrage Tariffs 

Washington.—Question: I shall appreciate your advising 
me of your interpretation of the following matter: A car of 
lath was shipped from point A to point B. The car was delivered 
at point B, and inspection was allowed without collection of 
freight charges. The car was refused at point B and was held 
on the sidetrack at point B for several days before disposition 
was given by the consignor. In the meantime the car was 
damaged by fire on the rails at point B. Disposition was made 
to point C and Railroad Company delivering car at point C 
accepted the car in a damaged condition, and now do not 
acknowledge any liability and decline our claim. 

Kindly give me your full opinion concerning the above 
matter, citing me to any Interstate Commerce Commission 
ruling pertaining to same. 

Answer: Section 4, paragraph A thereof, of the Uniform 
Bill of Lading, provides: “Property not removed by the party 
entitled to receive it within the free time allowed by tariffs, 
lawfully on file (such free time to be computed as therein 
provided), after notice of the arrival of the property at destina- 
tion or at the port of export (if intended for export), has been 
duly sent or given, and after placement of the property for 
delivery at destination has been made, may be kept in vessel, 
car, depot, warehouse, or place of delivery of the carrier, 
subject to the tariff charge for storage and to carrier’s respons- 
ibility as warehouseman, only, or at the option of the carrier 
may be removed to and stored in a public or licensed ware- 
house at the place of delivery or other available place, at the 
cost of the owner, and there held without liability on the part 
of the carrier and subject to a lien for all freight and other 
lawful charges, including a reasonable charge for storage.” 

It is competent for the carrier to stipulate in the shipping 
contract that it will be liable for goods only as a warehouseman 
after their arrival at destination if not removed within a 
specified time after notice, and in case of failure to remove 
within the specified time the carrier is liable only for negligence. 
Southern R. Co. vs. Prescott, 240 U. S. 632; Rustad vs. Great 
Northern R. Co., 142 N. W. 727; Mich. Cent. vs. Owen, 256 
U. S. 427. 

A carrier which has carried property for hire and is keeping 
it for a reasonable time in a warehouse at point of destination 
until it shall be called for, is a bailee for hire, as such it is 
liable only for a want of ordinary care in the custody of the 
goods; and the care exercised should be in proportion to the 
loss likely to be sustained by want of such care. In the ab- 
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sence of negligence on its part a carrier is not liable for damage 
caused to the goods by storm or for their loss by theft or fire. 
In order to hold a carrier liable as a warehouseman, it is neces- 
sary for the owner of the goods to prove negligence on the 
part of the carrier. 

Under the Uniform Storage Tariff, 48 hours’ (2 days’) free 
time is allowed on all commodities except the more dangerous 
explosives, for the removal of inbound freight from the car 
or railroad premises, after which time the carrier’s liability 
becomes that of a warehouseman. 

See with respect to this matter, the Commission’s report in 
Bills of Lading, 52 I. C. C. 671 and Domestic Bill of Lading and 
Live Stock Contract, 64 I. C. C. 357. 

Undercharge Based on Difference Between Carrier’s and 

Shipper’s Weight 

Indiana.—Question: On November 26th, 1924, we shipped 
a carload of bed room furniture, to San Francisco, California. 
The car in question was a 50-foot car and subject to Trans- 
Continental Tariff 1-W. 

Since we are not members of the Weight Inspection Bureau, 
the railroad company always weighs our cars at Wabash over 
their track scales. 

The weights on this car showed—Gross 70,000, Tare 48,000, 
Net 22,000, car being billed from Wabash to San Francisco 
at a weight of 22,000 pounds, rate $2.13, total charges $468.60. 

All of our furniture is weighed in our factory after being 
crated and we know within four or five pounds on each crate 
just what each individual piece should weigh. There will be 
a variance, of course, on these different crates, account thick- 
ness of lumber and thoroughly seasoned lumber and some that 
is a little damp. 

The trucking company who handles our pool cars on the coast 
have an agreement with the Trans-Continental Weighing and 
Inspection Bureau to weigh and inspect all carloads coming 
into their warehouse and when unloading this car they weighed 
same over wagon scales, using five loads to unload the car. 

Their total wagon scale weights being 23,210 pounds, there 
was a difference of 1,210 pounds above the scale weights at 
Wabash. This is also considerably above our factory weights. 

The railroad company has now presented us with a cor- 
rected bill for $25.77 freight charges due to the increased 
weight. 

Since we have had no similar cases of this kind we would 
like to have your opinion in this matter as to whether or not 
the railroad company can make additional charges after car 
has been weighed over their track scales. 

Has there been any court ruling on cases of this kind, 
and if so, will you kindly refer us to them? 

Answer: In Bovaird Supply Co. vs. A. T. & S. F. Ry. Co., 
13 I. C. C. 56, the Commission held that upon discovery, that 
shipments have through mistake been moved at an unlawful 
rate, the carrier should fortwith demand and the shipper fort- 
with pay the difference between such unlawful rate and the 
legal rate applicable thereto. See also J. G. Falls & Co. vs. 
Cc. R. I. & P., 15 I. C. C. 269, in which case the Commission 
said: “As the Commission is without authority to enter an 
order requiring a shipper to make good an undercharge, no 
order will be entered in this case, but the complainant will of 
course understand his liability under the law for his failure 
or refusal to pay the published rates on the shipment.” 

This same principle will, in our opinion, apply to an under- 
charge represented by the collection of charges on less than 
the actual or authorized estimated weight of a_ shipment. 
See Wheeler Lumber Bridge & Supply Co. vs. Astoria & Colum- 
bia River S. S. Co., 20 I. C. C. 10. 

With respect to the matter of an alleged overcharge based 
upon a difference in the weight found by a carrier on its 
track scales and that of a consignee upon his private scales at 
destination, see our answer to Virginia on page 1164 of the 
November 22, 1924, Traffic World. The actual weight of a 
shipment is that upon which freight charges must be collected 
and, therefore, if it be proved (the burden of which is on the 
carrier), that the carrier’s weight was erroneous, it must 
collect the amount of the undercharges represented by the 
difference between the weights found by the carrier and those 
found by the consignee. 

Damages—Expense Resulting from Carrier’s Delay in Spotting 


Cars on Team Track 

Pennsylvania.—Question: Cars for a certain consignee are 
held in a small yard (including two short team tracks) adjacent 
to the consignee’s warehouse and ordered into the siding as 
needed for unloading. 

On a certain date the consignee desired to unload several 
cars from the team track and the cars were spotted in the 
afternoon. During the night, the carrier’s night crew moved 
these cars from the team track, along with other cars for 
the same consignee, to another track, their idea being to get 
all of this consignee’s cars together and clear the team track 
for cars of other consignees regularly unloaded in yard. The 
consignee hired a number of trucks to unload the cars in 
question next a. m. at 7 o’clock, but upon going to the yard 
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Distribute Your 


Merchandise 
FROM 


Houston, Texas 


The strategic point from which to make 
merchandise distribution and merchandising 
contacts is Houston, Texas. 





Here, seventeen railroads meet the seven seas. 





Exceptionally good warehousing facilities are 
constantly being amplified to meet the rapidly 
increasing demands of the manufacturer and 
distributor of merchandise. 


A very great rate advantage exists from 
Houston, Texas, to Texas common points and 
points in adjacent states. 







The whole story is told graphically, in the 
form you understand best in 







“The Houston Freight Rate 
Book Number One” 


Every traffic manager in the country should 
have a copy. Sent free on request. 















Address any of the following firms. 


ABC Storage & Moving Company 
802 Walnut Street 


Binyon Shipside Warehouse Company 
Pine and Allen Streets 


Buffalo Fireproof Storage Company 
Second and Giraud Streets 


Commercial Warehouse 
2001 Nance Street 


Patrick Transfer & Storage Company 
801 Richie Street 


Texas Warehouse Company 
Cedar and Baker Streets 


Union Transfer & Storage Company 
205 San Jacinto Street 


Westheimer Warehouse Company 
1210 Franklin Street 
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Market by Water 


- and Save the Difference | in Rate 









SHIP VIA 


The Port of Houston 


TEXAS 


Ample depth of channel to assure the safety 
of vessels. 


Excellent facilities for the quick and eco- 
nomic handling of cargoes. 

















SERVED BY SEVENTEEN RAILROADS 
through The Public Belt Railroad which handles 
the switching for all lines entering Houston. 





New Public Wharves with ample storage 
facilities and liberal policies combine with the 
spirit of cooperation to make 


The Port of Houston 


attractive from every standpoint to shippers 
everywhere. 


For full information concerning The Port of 
Houston and its advantages ask for 


“Port Houston” 


The official organ of the Port Commission 
and for 


“Houston Freight Rate Book No. 1” 


Containing commodity rates to Texas Com- 
mon Points and points in other states. 











No charge for these publications. 
Address 


THE DIRECTOR OF THE PORT 


5th Floor Courthouse, 









Houston, Texas 
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found the cars inaccessible. The yard engine was unable to 
replace the needed cars until 9 a. m., due to passenger train 
switching work. The trucks were hired by the consignee to 
do the hauling at so much per case regardless of time involved. 

What claim has the consignee against the carrier for the 
time it took to respot cars due to misunderstanding on part 
of the shifting crew? 

Answer: Presumably, inasmuch as the payment for tHe 
hauling was at so much per case and not by the hour, the 
consignee was not put to any additional expense as the result 
of the carrier’s failure to have the cars on spot at 7 a. m., 
instead of at 9 a. m., of the day they were to be unloaded. 
If so, he has suffered no injury unless it be in the nature of 
additional demurrage charges, and may not, therefore, legally 
claim damages. 

However, even though he had been damaged, his remedy 
would be in action at law and not through a complaint to the 
Commission. See Atlas Portland Cement Co. vs. Lehigh 
Valley, 32 I. C. C. 487. 

Damages—lIncidental—Expense of Reconditioning 

Pennsylvania.—Question: A car of potatoes, the number 
of which car was 18489 was refused by consignee’s buyer 
account frost being discovered when inspection was made in 
the freight yard. Another car of potatoes, 18789, was in the 
yard at the same time and was passed by the buyer. A switch- 
ing order was issued for 18789 during the night and car 
18489 (the refused car) was placed on consignee’s siding by 
the carrier. The consignee, not discovering the error, un- 
loaded 18489. The error was discovered the next morning. 
The consignee and carrier’s claim agent agreed that the best 
solution would be to recondition the car in the consignee’s 
warehouse, claim to be entered for damage found, plus labor 
involved. In spite of previous unfavorable inspection reports, no 
damage was found in potatoes originally refused. 

Has the consignee a just claim for extra labor involved? 
Is the carrier liable account of placing car not ordered? 

Answer: Even though no damage from frost was found 
to exist as to the potatoes contained in car 18489, notwith- 
standing that it had been refused upon this ground, if we 
may assume that the refusal of the car was a matter solely 
between the consignor and consignee, and in which the carrier 
was not involved, it is our opinion that this expense may legally 
be charged to the carrier, inasmuch as the expense incurred 
in reconditioning was the result of the carrier’s error in plac- 
ing the wrong car on the consignee’s siding. 


On the other hand, if the refusal of the car was based 
upon the assumed negligence of the carrier, in transporting the 
car, which ground of refusal was found to be without basis by 
the result of the reconditioning, it is our opinion that the 
cost thereof cannot legally be charged to the carrier, not- 
withstanding the carrier’s error in the placing of the car. 


Freight Charges—Payment of Undercharges 


New York.—Question: In your answer to “Ohio” in the 
January 3rd issue of the Traffic World, under the heading, 
“Freight Charges—Payment of Undercharges,” you state that, 
“so far as we can see, the order in ex parte 73 does not relate 
to due bills covering undercharges.” 


A certain carrier recently took excption to the fact that 
our accounting methods were such that more than ninety-six 
hours were required to check a balance due bill presented 
after a lapse of several months from the date of delivery 
of a shipment. We were referred to the informal opinion con- 
tained in a letter written by Commissioner Esch to Mr. 
Joseph H. Beck, Executive Secretary of the National Industrial 
Traffic League, under the date of September 22nd, 1924, from 
which we quote the following excerpt: “I am of the opinion 
that ‘balance due bills’ reflect tariff charges within the mean- 
ing of Section 3 (2) of the Act and that such freight bills 
may properly be called bills for claims for undercharges. 
Under paragraph 2 of our order of June 4, 1920, carriers are 
required to promptly present freight bills to shippers whenever 
information sufficient to enable the delivering agents to pre- 
sent the bills becomes available to the delivering agent. The 
Commission concluded that the statute did not authorize the 
granting of periods of credit sufficient to enable shippers 
to audit freight bills and there was no showing as to the 
duration ‘of the period which the many shippers deemed 
necessary to enable them to audit freight bills. Regulation for 
Payment of Rates and Charges, 57 I. C. C. 591, 595. Therefore 
it seems that such undercharges, being tariff charges, should 
be collected by the carriers within 96 hours following presenta- 
tion of the bills therefor.” 

Under the circumstances it would seem that balance due 
bills covering undercharges must be paid within the ninety-six 
hours after presentation. What are your views? 

Answer: While the informal opinion from which you have 
quoted is to be given every consideration, we cannot agree 
that the conclusion reached therein is justified by the provi- 
sions of paragraph 2 of Section 3 of the Act, reading as fol- 
lows: “From and after July 1, 1920, no carrier by railroad sub- 
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ject to the provisions of this Act shall deliver or relinquish 
possession at desttination of any freight transported by it 
until all tariff rates and charges thereon have been paid, 
except under such rules and regulations as the Commission 
may from time to time prescribe to assure prompt payment 
of all such rates and charges and to prevent unjust discrimina. 
tion; Provided, That the provisions of this paragraph shall 
not be construed to prohibit any carrier from extending credit 
in connection with rates and charges on freight transported for 
the United States, for any department, bureau, or agency thereof 
or for any State or Territory or political subdivision thereof, or 
for the District of Columbia.” 

These provisions relate to the collection of charges at ihe 
time of the delivery of a shipment and not, so far as we can 
see, to the collection of additional charges at some _ subse- 
quent date, the payment of which may be a matter of dispute, 
necessitating for the determination thereof, the bringing of an 
action by the carrier within the prescribed period of limitation, 
the failure to bring such action barring the recovery thereof. 

The above quoted provision of the act is directed, it would 
seem, primarily against the carrier’s unlimited extension of 
credit, and does not contain a direction to shippers that they 
must pay freight charges within a stipulated time. 


Limitation Period Governing Action for Amount Erroneously 
Refunded as Overcharge 


Ohio.—Question: We have read with much interest the 
article relating to the limitation governing action for amounts 
erroneously refunded as overcharges, as published on page 254 
of the “Traffic World,” Volume No. 35, No. 4, dated January 
24, 1925, under the heading “Georgia.” 


For your information we have a similar situation arising 
from the erroneous payment of overcharges arising in con- 
nection with some shipments moving in 1917. Prior to the 
Wolf case decision were filed on these shipments in good faith 
and were paid by the carrier likewise in good faith. Since the 
payment of these claims the Wolf case decision has been han- 
ded down. Since the Wolf case decision the carrier has asked 
us to refund these erroneous overcharge payments. We are 
willing to do this but there are two questions which have 
arisen in connection with same. 


First: The Wolf case decision stated that the Statute of 
Limitations operates to destroy not only the remedy but also 
the cause of action. It has also been held that the accrual of 
the cause of action is at the delivery of the shipment. This 
means, the cause of action on these shipments accrued more 
than three years ago and there is no legal liability attached to 
these shipments. 

The Transportation Act is very clear that the shippers 
cannot pay to the carriers any sums of money in excess of the 
legal tariff charges. Since the Statute of Limitations has oper- 
ated so as to annul the tariff charges on the shipments in ques- 
tion there are no charges due on these shipments, and it is our 
opinion that in this case that if we were to pay these erro- 
neous overcharge payments back to the carrier, we ourselves 
would be open to indictment. 

Second: It is also a fact that the carriers are not allowed 
to accept any monies in excess of the lawful published tariff 
charges, and likewise in this case since the Statute of Limita- 
tions has operated so as to annual the tariff charges which 
might have accrued on same, the carriers also would be open 
to indictment under the Transportation Act for accepting these 
erroneous overcharge repayments, 

In our opinion the Supreme Court decision has gone far- 
ther than would seem apparent on the face of the decision. 
In our own case we are willing to pay these back to the carrier, 
but under the Wolf case decision should we do so both our- 
selves and the carrier would be subject to indictment. 

We have put this question up to the Commission asking to 
be advised whether or not we would be subject to indictment 
should we pay these erroneous overcharges back to the carrier. 
The Commission has held in correspondence to us that it was 
a question for the courts decision and did not come within the 
jurisdiction of the Commission. 

Answer: While a carrier, under the construction which 
has been placed upon the Wolf case, 261 U. S. 133, may not 
lawfully refund an overcharge after the expiration of the limi- 
tation period provided for in Section 16 of the Act, there is 
nothing, so far as we can see, to prohibit a carrier receiving 
the amount of an undercharge after the expiration of the lim!- 
tation period within which the carrier may bring an action 
therefor, if the shipper sees fit to waive the defense of the 
limitation period, either knowingly or unknowingly. 

Liability of Carrier for Damage to Perishable Goods 
lowa.—Question: We are in considerable dispute with the 
railroad company with reference to the following case: 

We made an L. C. L. shipment of various fruits and veg- 
etables to a town about 50 miles distant. Included in the 
shipment were two or three crates of head lettuce packed in ice. 

When the shipment arrived at destination, practically 
everything was frozen. The railroad claim agent claims that 
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Port Houston’s Shipside Warehouse 





Direct from ship’s holds to warehouse, by means of electric conveyors, with one handling:—No trucking, switching or draying. 
Warehouse,—Re-inforced concrete and steel,—equipped with automatic sprinkler,—insurance 12c per hundred dollars per annum. 
Exceptionally dry, well ventilated and lighted. Free from vermin,—rats,—clean and sanitary. 

Floor level,—35 feet above mean low tide. 


With our long experience in the warehouse business, we are familiar with the requirements necessary to the proper handling of your 
shipments. 


Complete record of all shipments mailed same day of movement. Daily stock reports furnished, if desired. 
Your shipments can be financed through our negotiable warehouse receipts. 
A branch house service without the heavy overhead usually required. Cargo or carload shipments solicited. 


BINYON SHIPSIDE WAREHOUSE CO., Inc., HOUSTON, TEXAS 


MEMPHIS, TENN. 


WHERE THE SOUTH BEGINS 
Home of the South’s ‘ 


LARGEST MERCHANDISE WAREHOUSES 


Not a Dissatisfied Customer 


STORAGE - MERCHANDISE - HAY - GRAIN - AUTOMOBILES 
POOL CAR DISTRIBUTION 


Reasonable Rates * Lowest Insurance Prompt Service 


Mr. Manufacturer: -probiems made easy in our Warehouses 


MEMPHIS TERMINAL CORPORATION 


MEMBER A. W. A. 
General Offices :—15th Floor, Central Bank Building 
MEMPHIS, TENN. 
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head lettuce packed in ice is shipped under refrigeration, and 
must be protected against heat. He therefore refuses to pay 
our claim for frozen head lettuce, but admits liability on the 
other fruits and vegetables. 

It is our contention that head lettuce packed in ice will 
not freeze as long as the temperature around the crate is aboye 
freezing. What is your opinion in this case, and can you 
quote us any definite decisions pertaining to the same thing. 

Answer: With respect to a carrier’s liability for injury to 
perishable goods, see our answer to Michigan on page 572 of 
the September 13, 1924, Traffic World, under the above caption. 

Without knowing whether, at the time you delivered the 
shipment to the carrier for transportation, you made any 
election (if an election was held out under the applicable 
tariffs as to the class of service to be accorded the shipment), 
we cannot advise you as to the liability of the carrier for 
damages in the amount of the value of the part of the ship- 
ment which was injured. 

If the tariffs covering the movement in question held out 
an election to the shipper and your instructions to the carrier 
were such as to constitute an election to have the shipment 
move as it did, it is our opinion that you cannot recover 
damages for injury to the shipment. See in this connection, 
Cassone vs. N. Y. N. H. & H. R. Co., 123 Atl. 280, in which 
case the court held that where ventilation is selected by a 
shipper, no recovery can be had where refrigeration would 
have prevented injury to the goods. 

If there is no election held out under the tariffs which 
govern the movement of the shipment in question, the liability 
of the carrier will be governed by the view which is taken 
by the court in which suit is brought, that is, the question of 
the carrier’s liability will be based upon one of the two views 
taken by the courts as outlined in the first and second para- 
graphs of our answer on page 572 of the Sept 13, 1924, Traffic 
World, depending upon which line of decisions the court in 
which suit is brought follows. 


Limitations—Overcharges on Shipments Moving Between 
March 1, 1920, and December 7, 1924. 


Colorado.—Question: Will you kindly furnish this office 
with your interpretation as to the legal status of 1920 and 
1921 overcharge claims, which were filed in accordance with 
section 16, of paragraph 3, of the Interstate Commerce Act, 
as amended June 7, 1924, by senate bill S2704. 

The reason for this request is because of the fact that, 
on claims filed prior to December 7, 1924, and where investiga- 
tion was not complete and refunds made prior to Dec. 7, these 
claims are being returned by the railroad with the explanation 
that the statutory period covering these claims has expired. 
Our contention is that where these claims were filed in accord- 
ance with the Interstate Commerce Act, Section 16, paragraph 
3, they are legitimate claims regardless of the fact that the 
railroad, on account of pressing business or otherwise, failed 
to make settlement on or before Dec. 7, 1924. 


Answer: You state that the claims in question cover ship- 
ments moving during 1920 and 1921. As to claims which cover 
shipments which were delivered within three years prior to 
the passage of the amended paragraph 3 of Section 16, on 
June 7, 1924, such claims, in accordance with the ruling which 
is quoted in the answer to Texas, under the above caption, 
on page 146 of the July 19, 1924, Traffic World, could be filed 
direct with the carrier and later filed with the interstate Com- 
merce Commission if filed within six months from the date of 
the declination of same by the carrier. 


However, claims which accrued more than three yars prior 
to the passage of the amendment, are barred, unless com- 
plaints were filed with the Interstate Commerce Commission 
within six months from the effective date of the amendment. 

Liability of Carrier for Injury to Goods from Freezing 

Ohio.—Question: We would appreciate if you will kindly 
advise the legal ruling in regard to the following: 

“A” shipped car to “B,” and when it arrived at destination 
it was refused by the consignee on account of the frozen con- 
dition of contents. The car remains on track for eight or ten 
days without any notice being given to the carriers as to the 
refusal of car. In the meantime the shipper has been advised 
that the car is on hand unclaimed. “A” is unable to dispose 
of the car on account of the frozen condition. 

Kindly advise whether or not the shipper has the right to 
turn the car over to railroad and file claim against the car- 
riers for the delay in not advising the shippers, in order that 
they might dispose of the material. 

Our contention is that a claim should be filed against the 
carriers covering the car in question. Kindly advise what dis- 
position should be made of the car and who should dispose of 
the car—and also advise if the shippers would have a claim 
against the carriers. , 

Answer: With respect to the legal right of the consignee 
to refuse a shipment and also the matter of who should furnis# 
disposition instructions, see our answer to Ohio, on page 308 of 
the January 31, 1925, Traffic World, under the caption “Sales- 
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Title to Goods Determines Party Who Should Give Carrier Dis- 
position Instructions.” 

See also our answer to Wisconsin, on page 126 of the 
January 10, 1925, Traffic World, with reference to the carrier’s 
duty to promptly notify the consignor where a shipment is on 
hand at destination because of being unclaimed or having been 
refused. 

These three matters enter into the determination of 
whether you have a right of action against the carrier, assum- 
ing that the contents of the car were frozen during the time 
elapsing between the date when notice should have been given 
to the consignor’ and the time it was actually given. If the 
contents of the car were frozen while the car was in the 
course of transportation, the carrier’s liability will be gov- 
erned by the general rules of law which impose liability upon 
a carrier for any injury to goods while in its possession, as 
such, which is not the result of an Act of God, the fault of the 
shipper, the inherent nature of the shipment, etc., as modified 
by its undertaking under tariffs lawfully on file with the Inter. 
state Commerce Commission. 


ASKS FOR OLD ROUTES 


The Trafic World Washington Bureau 


The Central Railroad Company of New Jersey has filed a 
formal complaint against the New York, New Haven & Hart- 
ford and Central New England asking for the restoration of 
the routes via Jersey City and Harlem River, as they existed 
prior to the opening of the so-called Maybrook route, in 1908. 
It asserts, in its complaint, prepared by A. H. Elder, its attor- 
ney that the New Haven forced acquiescence in the closing 
of the Harlem River car float route to a considerable volume 
of traffic, to and from the Central of New Jersey and the short- 
hauling of the complainant on 73 miles of its main line. It 
asserts that the forced diversion of traffic, in 1923, caused a 
loss to it of $1,648,802 on eastbound traffic, largely coal, al- 
though nearly $300,000 was attributed to the smaller divisions 
on merchandise. The westbound loss was put at $73,579. 

The complaint asserts that if all traffic eastbound had 
been sent via Jersey City, the loss to the New Haven in 1923 
would have been $404,906 and that there would have been no 
loss to the New Haven on westbound traffic. In part, the 
complaint says: 


That as a result of this diversion of traffic your petitioner is (a) 
deprived of the haul of 73 miles between said Easton ard said Jersey 
City, and the additional revenue that would result therefrom on that 
large volume of traffic, which originates on its line west of Allen- 
town and is destined to points on the New York, New Haven & 
Hartford Railroad; (b) the similar haul and the revenue that would 
result therefrom on traffic originating on the respondents’ lines and 
moving to points on your petitioner’s line west of said Allentown, 
and (c) the similar haul and the revenue that would result there- 
from on all overhead traffic moving as described in paragraph V_(c) 
above, which shippers and connecting carriers would route via Jer- 
sey City if that route were available to them. (For estimated rev- 
enue effect or petitioner see Appendix B.) Moreover, the shipping 
public is deprived of the short routes formerly available via Jersey 
City between New England and points on the lines of petitioner and 
its connections. . 

That the aforesaid diversion of traffic works a peculiar hardship 
on your petitioner: First, because petitioner originally leased, and 
still holds urder lease, that part of its line lying west of Easton, Pa., 
which is known as its Lehigh and Susquehanna Division, primarily 
for the purpose of securing anthracite and cement traffic for the 
owned part of its main line extending from Easton, Pa., to Jersey 
City, N. J., but the diversion of traffic now complained of wholly de- 
prives your petitiorer of any haul over its owned lines on practically 
all anthracite coal and cement moving from points on its leased line 
by rail to points on respondents’ lines; and, second, because your 
petitioner has found it necessary to replace its existing wooden bridge 
across Newark Bay by a rew steel and concrete structure which will 
be at least 7,500 feet in length and under compulsion of public 
authority this new bridge must provide a clearance above mean tide- 
water of 31 feet more than the present bridge. This new bridge, 
which it is expected will be in operation by Feb. 15, 1926, together 
with the necessary approaches, will cost at least $14,600,000, of which 
approximately $12,800,000 will be chargeable to capital account. More- 
over, unproductive improvements in the form of grade crossing aboli- 
tion. required by public authority at Westfield, Somerville and Eliza- 
beth, N. J., all on the main line between Easton and Jersey City, 
agsregate many millions of dollars additional. This increased invest- 
ment in your petitioner’s main line between Easton and Jersey City 
will rot in itself tend to produce any increased revenue, although it 
will involve not merely a substantial increase in interest and tax 
charges, but substantially increased charges to operating expense on 
account of maintenance and depreciation. These circumstances pre- 
sent special reasons why your petitioner finds it necessary at this 
time to more fully develop the traffic for which its route between 
Easton and Jersey City must be maintained and improved. ‘ 

That the aforesaid action of said respondent, in es to inter- 
change with petitioner at Jersey City, the traffic described in para- 
graph V above, unjustly deprives your petitioner of its right to par- 
ticipate in such direct through routes as will secure for it the longest 
possible haul over its railroad between thes termini of said routes 
and unjustly deprives petitioner of the right, reserved to it by the 
statute, to refuse to participate in through routes which embrace 
substantially less than the entire length of its railroad between the 
termini of said routes when shorter routes, embracing a longer haul 
over petitioner’s line are available between said termini; and that 
the said action of said respordent is therefore in contravention of 
sections 1, 6 and 15 of the interstate commerce act. 

That for over 20 years prior to 1908 said the New York, New 
Haven & Hartford Railroad Company interchanged by car float be- 
tween Jersey City and Harlem River practically all traffic moving via 
its lines in connection with the Pennsylvania Railroad, the Lehigh 
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Serving New York 

and Pennsylvania F rom the H ub 

Elmira is the natural distributing center for these two densely 

populated States which have correspondingly great buying-power 

Served by Erie—Lackawanna—Pennsylvania—Lehigh Valley 
Pool-car distribution, and merchandise for storage. 


A. C. Rice Storage Corp’n, ELMIRA, N. Y. 


CHICAGO 


JOS. STOCKTON TRANSFER CO. 


1020 South Canal St., near Taylor St. 


Teaming of Every Description—City Delivery Service 
and Carload Distributors 


FOR SERVICE 


THE TOLEDO MERCHANTS 


DELIVERY & STORAGE CO. 
TOLEDO, OHIO 


Newly Completed, Fireproof, Low Insurance. General Merchandise Storage 
Private Track Nickel Plate R. R. Pool Car Distribution 


Write Us Your Requirements 






CLEVELAND 





Members A.W.A. — O.W.A. 


LEDERER TERMINAL 


SER VICE 
BUILDS BETTER BUSINESS 
Mercantile Warehousing and Distributing 








AMARILLO, TEXAS 
Amarillo Warehouse, Storage and Ice Company 


Bonded Fireproof Warehouse 


MERCHANDISE 
STORED, TRANSFERRED, DISTRIBUTED AND FORWARDED 
Located in Wholesale District with Private Switches 
(Lowest Insurance Rates in Southwest) 


Trucking — Distributing 
Forwarding 
LARGEST HANDLERS OF 
CARLOADS IN MICHIGAN 


524 Eighth St. 


UNION 
TRUCKING 
COMPANY 


DETROIT 


ALBANY, WN. Y. 







Natural distributing point for New York and 
New England. Warehouses for every need 
with rail connection, U. S. Port of Entry. 


Albany Terminal & Security Warehouse Co. 


James G. Perkins, Custom Broker, Mgr. 





Merchandise Storage and Pool Car 
Ciap'ssod Kon cers Distribution 
CROOKS TERMINAL WAREHOUSES 


KANSAS CITY, MO. 


2,000 CAR LOAD 
CAPACITY 


CHICAGO, ILL. 
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DENVER, COLORADO 
Kenuicolt-Patterson Transfer Co. 








PHILADELPHIA, PA. 
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STORAGE AND DISTRIBUTION OF 
Merchandise and Household Goods 


Serving many large National Distributors. Write us for information and rates 


1700 Sixteenth Street, DENVER, COLORADO 


JACKSONVILLE, FLA. 


WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 
References: Any jobber, banker or transportation man in the city. 


DEEP WATER AND RAIL CONNECTIONS 


“Thru SERVICE We Grow” 


GENERAL MERCHANDISE STORAGE and DISTRIBUTION 
Warehouses in Ail Parts of the City with R. R. Siding 


HORN’S COMMERCIAL WAREHOUSES, lnc. 


DETROIT 


SOUTH BEND, IND. 


WARNER WAREHOUSE CO. 


Merchandise Stores and Distribution 


New York Central Sidin Free Switc —— ) Sree) Orbe 
Distribution — Nes sotiable Warehouse Rec apts ) ES Sb are 


Amer can Ware 2 usemen’ 
Members: ~ Central Warehouse n’s ivi) 
Pavests ater: bole Os et: tbe. of Ww: arehouses 


Pool Car Distribution 
Railroad Sidings—Motor Truck Delivery—Freight Bills Audited 


Mutual Transportation Co., Ine. 


Main Office: 121-123 North Front Street 
We solicit your inquiries on L. C. L.—S. C. ank P. C. Shipments 
STORE DOOR DELIVERIES 
Members Philadelphia Chamber of Commerce 


Kedney Warehouse Co. 


Minneapolis—St. Paul Grand Forks, N. D. 





TRANSPORTATION MANAGEMENT 


We teach it in a most practical and scientific manner. 
Change your general knowledge to a scientific knowl- 
edge. Don’t study via the theoretical route. Pursue 
the practical method. 


Ruts are the tombstones of ambition. You can get in a rut 
quicker and dig yourself deeper in traffic work than in any other 


line. Why not start now to climb up over the top. 

Learn to do your own thinking. It is the thinking man who gets 
there—not the one who has to depend upon others to do it for him. 
Call Harrison 8650 for an appointment, or write for our blue 
book. A resident class just started. You are still in time. Our 
Resident-Mail course, however, is available at any time. 


COLLEGE OF ADVANCED TRAFFIC 


608 So. Dearborn Street Dept. D CHICAGO 
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Valley Railroad ard the Central Railroad Company of New Jersey; 
that although said the New York, New Haven & Hartford Railroad 
Company has continued to interchange all such traffic at New York 
harbor with said other trunk lines, and said respondents have con- 
tinued to maintain in connection therewith through routes ard joint 
rates with said Pennsylvania and said Lehigh Valley railroads and 
their connections, said the New York, New Haven & Hartford Rail- 
road Company has, since 1908, refused and row refuses to inter- 
change such traffic and said respondents jointly and severally refyse 
to maintain such through routes or joint rates with your petitioner 
via said gateway on practically all traffic between points west of 
said Allentown-Reading-Harrisburg-Hagerstowr. line and points on 
said respondents’ lines; that such action operates as a direct dis- 
crimination against your petitioner and its patrons and in favor of 
said other trunk line carriers and their patrons, ir violation of sec- 
tion 3 of the interstate commerce act. 

That since 1908, in addition to the aforesaid diversion of your 
petitioner’s traffic from said Jersey City-Harlem River route to said 
Maybrook route, said respondents have arbiararily refused to allow to 
your petitioner and its connections as large a division of the joirt 
rates applicable on anthracite coal for their service up to Maybrook 
as said respondents allow competing anthracite carriers for their 
service up to Jersey City; that although the rates via the two gate- 
ways are the same, the divisions of the joirt rates on anthracite coal 
which said respondents have been allowirg and your petitioner and 
its connections have been receiving, under protest, since 1908 have 
been and are substantially less per ton up to Maybrook than the 
divisions respondents have contemporareously allowed competing car- 
riers up to Jersey City; that said discrimination in the divisions of 
joint rates on anthracite coal against your petitioner and its connec- 
tions whose traffic is forced through Maybrook, and in favor of those 
carriers whose traffic is permitted to move through Jersey City, is not 
justified by any operating, traffic or other considerations; but on the 
contrary, exists in spite of the fact that the haul of your petitioner 
and its connection up to Maybrook is longer than its haul up to 
Jersey City; that this discrimination in the divisions on anthracite 
coal moving via Maybrook was established and has been maintained 
by said respondents, over your petitioner’s objections for many years, 
notwithstanding the fact that the divisions received by the trurk 
line carriers on all merchandise and bituminous coal traffic have 
always been maintained on a parity as between the Maybrook and 
the Jersey City gateways; that said action of the respondents in arbi- 
trarily erforcing said basis of divisions of joint rates applicable on 
anthracite coal via the Maybrook route as compared with the Jersey 
City route is unduly preferential and prejudicial as against your 
petitioner and its connections in violation of section 1, paragraph 4, 
of the interstate commerce act. 

That, although a basis of divisions of joint rates on anthracite 
coal dictated by said the New York, New Haven & Hartford Railroad 
Compary, had been in effect via the Maybrook gateway between your 
petitioner and its connections on the one hand and said respondents 
on the other hand, from 1908 to the beginning of federal control, in 
accordance with which your petitiorer and its connections as their 
share of the joint revenue up to Maybrook received under compulsion 
of said respondents 30 cents per gross ton less than the divisions 
currently applicable up to Jersey City out of anthracite rates to the 
same destinations, and said basis was re-established by the director 
general of railroads just prior to the termination of federal cor:rol, 
yet said respondents, since Aug. 26, 1920, have been arbitrarily taking 
out of the joint revenue on anthracite moving via Maybrook, sub- 
stantially larger divisions, and your petitioner and its conrections 
have been receiving from said respondents, under protest, substan- 
tially lower divisions than those provided for by said long enforced 
basis; that the aggregate amount of joint revenue or. anthracite 
originating on or moving via your petitioner’s line, retained by said 
the New York, New Haven & Hartford Railroad Company and its 
connection at the expense of your petitioner and its cornections in 
excess of the established basis of divisions on anthracite, since Aug. 
26, 1920, aggregates several hundred thousand dollars; that this arbi- 
trary action on the part of the respondents is in direct violation of 
section 208(b) of the trarsportation act. 


POSTAL PAY-RATE BILL 


The Trafic World Washington Bureau 


The Senate has passed the bill providing for increases in 
salaries of postal employes and for increases in postal rates 
to raise the revenue to meet the increases. On parcel post 
matter the bill, as passed, would establish the rates fixed by 
the act of August 24, 1912, and in addition thereto a service 
charge of 1 cent for each parcel, except upon parcels or pack- 
ages collected on rural delivery routes. 

The bill, however, was in a precarious way because House 
leaders insisted that the House would not receive it from the 
Senate because it was a revenue measure, and that a measure 
of that kind constitutionally could originate only in the House. 

The House voted this week to return the postal pay-rate 
bill to the Senate because the bill was a revenue producing 
measure and therefore should have originated in the House. 
The House post office committee, however, began work on a 
substitute bill to be passed by the House and then by the 
Senate. Administration leaders indicated that the purpose was 
to get the substitute through at this session of Congress. 

The House committee on the post office and post roads re- 
ported its substitute measure for the Senate bill February 4. 
The committee’s report summarized the provisions relating to 
postal rates as follows: 


First-Class Mail. 


The only change made in first-class rates pertains to private 
mailing cards, which are now carried at 1 cent each. The bill raises 
this to 2 cents. 

Second-Class Mail. 


Second-class rates are a complicated structure with eight sub- 
classifications at present. 


Newspapers and Magazines. 

For newspapers and magazines carried at pound rates by zones 
the measure establishes a system of three zones, instead of eight as 
at present. The proposed rates are for the first, second and third 
zones, 3 cents a pourd on advertising matter; for the fourth, fifth 
and sixth zones, 6 cents a pound; and for the seventh and eighth 
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zones, 9 cents a pound. The present rate of 1% cents per pound 
for the reading matter of such publications remairs unchanged, 
Religious, Scientific, Fraternal, Etc., Publications. 
Publications issued by religious, scientific, agricultural, fraternal, 
and other similar organizations not operated for profit are carried at 


present at a flat rate of 1% cents per pound. This bill increases 
that rate to 1% cents per pourd. 


Free-in-County Privilege. 


Newspapers and publications now having the right to free distri- 
bution in the county in which they are printed and published are 
not disturbed by this bill, and those rights remain uncharged. They 
will still have the free-in-county service. 


Third-Class Mail. 


In regard to third-class rates there has been for many years an 
urgent demand that third and fourth class mail matter be consoli- 
dated. This appeal has come because of the flagrant inconsistercies 
in the rates for third and fourth class matter over 8 ounces. This 
bill places all present third-class matter above 8 ounces in the fourth 
class and applies to it the parcel-post rates. It also places in the 
third class all mail matter at present, carried in the fourth class 
where the weight is less than 8 ounces. This is believed to be a 
worthy change in the presert classification. The rate fixed for third 
class matter is 1% cents for. each 2 ounces instead of 1 cent, as at 
present. From this rate is excepted books, catalogues, seeds, cut- 
tings, bulbs, roots, scions and plants, on which the rate reMains at 
1 cent for 2 ounces, as at present. 


Fourth-Class Mail. 


In view of the fact that the presert law authorizes the postmaster 
general to fix rates on parcel post, with the consent of the Interstate 
Commerce Commission, the committee did not deem it wise to sug- 
gest a complete rate structure for parcel post. Instead it recom- 
mends the levying of a service fee of 2 cents per parcel, excepting 
parcels originating on rural routes. This measure further directs 
the postmaster general to reform, with the corsent of the Interstate 
Commerce Commission, classifications, weight limits, rates, zone or 
zones, or conditions of mailability in order to promote the service 
to the public or to insure the receipt of adequate revenue. The 
measure also includes a provision for an experiment on rural routes 
by the postmaster general for the purpose of encouragirg the trans- 
portation of food products directly from producers to consumers and 
vendors, and provides for a special compensation to be paid to 
carriers on the routes selected. 


Special Services. 


This measure fixes rates for money orders, registered mail, in- 
surance, collect on delivery, and special delivery. In accordance 
with the recommerdations of the Postoffice Department, these are so 
regulated that it is believed there will be no undue burden on any 
of the users of these services while at the same time the revenues 
received will more nearly pay the cost of the services. The bill 
fixes the date on which the postage rates shall become effective as 
May 1, 1925, thus giving the Postoffice Department time to promul- 


gate the rates and also giving the public due notice when the new 
rates become effective. 


Joint Congressional Committee. 


Provision is made in this measure for the appointment of a 
special joint subcommittee consisting of three members of the com- 
mittee on postoffices and post roads of the Senate and three mem- 
bers of the committee on the Postoffice and post roads of the House, 
for the purpose of studying the entire postage rate problem. While 
ro date is fixed when the rates and fees carried in the bill shall 
cease to be in effect, it is believed that a thorough and painstaking 
investigation of the complicated problem of postage rates will sug- 
gest certain changes in the permanent schedules. This special joint 
subcommittee is directed to report its recommendations during the 
first week of the first regular session of the Sixty-nirth Congress. 


Conclusion. 


Your committee has been engaged for more than a year upon the 
study of postal salaries and postage rates. It believes that the bill 
herewith presented embodies the best judgment of the committee 
after such study and investigation. The final estimates of the Post- 
office Department show that the postage rate schedules will yield 
$61,222,768, as follows: 

The department estimates the probable ircrease in revenue per 
annum which will be derived as follows: 


Sy Ee RES RE SE a RC Rs a es gp ER OE ON CA GF $10,000,000 
Second class: 
i, Cee iar es ola Diet Sheets ahei tise cei aga . 2,998,252 
PIER, decliss.c ah axarts ¢.07e/¥ Gt Obie/o wsaetemane apelele Cvs 'e 0 eres aaaueemneiaearetnd 1,000,000 
NNN MINIS ar 5.'5:2s'csecaiacareim ako’ are \meresspareinreiereieiw © bi cigl ce law ce SRO 18,000,000 


UN, (CUNO «6 aicere a uccnate eauna dares Kie.o26.b cc dcleia'éis wm nialee omens eden 
Twenty-five-cent special service (parcel post) 
Insured service (third and fourth)............ 
Cc. O. D. service (third and fourth) 








I Ma hina as eiinsenk ing: ehiargroncics6' +09 ea ani 
ea ee es Oe ee eee mere eee ee 3,980,000 
OUEECEENIUOES BONUEGE: 6 6cieccieccnweenedseoansoncereneaenrtee 900,000 

61,222,768 


This revenue is almost sufficient to meet the entire cost of the 
increased compensatior to postal workers. It must be remembered 
also that the natural growth of the postal business means a gain of 
approximately $14,000,000 a year. The Postoffice Department esti- 
mates that there will be a surplus under present conditions in 1926, 
so that the passage of this measure will, for all practical purposes, 
make postal revenues balance expenditures, 


FUEL ECONOMY SLOGAN 


“I Should, I Can, I Will Save Fuel” has been selected as the 
prize winning slogan in the contest conducted by the Northern 
Pacific as a part of its campaign for fuel economy. The design 
that carries the motto is a triangle around whose three sides 
is arranged the all of the slogan except “Save Fuel,” which is 
set in the center of the figure. J. J. Schmidt, chief yards clerk 
at the Fourth street yards, St. Paul, got $50 as first prize. The 
Northern Pacific plans to utilize the design and slogan on 
stickers, envelopes, letter heads and on equipment. 
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THE MOST COMPLETE 


uide for Shippers 
Traffic Maps, Express Rates, 


Southern Steamship Company 


OPERATING FAST FREIGHT SERVICE 








BETWEEN 
Parcel Post Rates, Complete 
Philadelphia, Pa., and Houston, Tex. Sten tementien Se 
SAILINGS: Post Shipments. 
FROM PHILADELPHIA EVERY WEDNESDAY Sameera 
FROM HOUSTON......... EVERY TUESDAY A A, RE eee 





Delivered to you on five day approval — Costs you nothing to investigate 
REPRESENTATIVES WANTED EVERYWHERE 


International Guide Publishing Co., Inc. 
805-807 Phoenix Building MINNEAPOLIS, MINN. 


Low Rates Quick Dispatch Thru Package Cars 









GENERAL OFFICES: 
321 Commercial Trust Bldg., PHILADELPHIA, PA. 





A Guide to 
Dependable Service 


Omaha St. Joseph 
Lincoln ee oat Kansas City 
Denver 1 ~ California 
St. Paul Pacific 
Minneapolis Northwest 


Fireproof Warehouses on Track 


For the Storage of Merchandise 
Household Goods and Machinery 


We specialize in the DISTRIBUTION of local 
and pool car shipments 


Consign via any Railroad into Denver 
Free Switching to Warehouse 


Storage capacity 350,000 square feet 
Insurance rate 15c 


Negotiable Warehouse Receipts Issued 


The Weicker Transfer & Storage Company 


P. S. EUSTIS, Passenger Traffic Manager 
Burlington Route 
547 W. Jackson Blvd. 
Chicago 




















Make this Mammoth Plant 


YOUR CHICAGO WAREHOUSE 


Downtown, readily accessible to 
your Chicago trade. Superior 
facilities for prompt out-of-town 
shipments without cartage 


BETTER INVESTIGATE 


S00 TERMINAL WAREHOUSE 


Storage and Distribution of 


MERCHANDISE 
Without Cartage Charges 
Write to Us and Learn About 


“THE ECONOMICAL WAY” 


For reliable warehousing and distribution 
service in all its branches, write or wire 


WESTERN 


WAREHOUSING COMPANY 
Polk St. Terminal, Pennsylvania R. R. System 
321 West Polk St., CHICAGO 
“At the Edge of the Loop” WILSON V. LITTLE, Supt. 


CHICAGO, ILL. 


Location—Geographically in the heart 
of Chicago. Ground floor space for lease 
in large or small blocks to desirable 
tenants. 


Fire-Proof—40 Car Siding— 
Free Switching 
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USE OF CANADIAN PORTS 


The Traffic World Ottawa Bureau 


The Maritime Provinces now have two representatives tour- 
ing Canada endeavoring to interest the different sections of the 
country in their campaign for the carrying of Canadian goods 
through Canadian, as opposed to American, ports—the American 
ports aimed at being, mainly, New York, Buffalo, Portland, and 
New London. They seem to be meeting with sympathy and 
many businessmen at the meetings held promised co-operation. 
In the west, the principal routing is of grain and, both at Fort 
William and Winnipeg, the missionaries from the Maritime 
Provinces were confronted with some of the difficulties that 
Canadian exporters meet with. The big grain shipping firms 
pointed out that, while they were well disposed to the use of 
Canadian ports, there were many difficulties. The shipper routes 
the grain, but it must be routed to get the tonnage that will meet 
the requirements of the buyer. Out of New York, for example, 
there is always tonnage for a great variety of ports. A cargo 
may be ordered for Italy, for example, and no tonnage available 
at a Canadian port, and the shipper must connect with the ton- 
nage where it is to be found. 

The suggestion was made at Fort William that a system of 
white and blue grade certificates be adopted, the former for 
grain shipped from Canada and the latter for that shipped from 
American ports, which it was thought might influence British 
and foreign buyers to demand the white certificate. Winnipeg 
grain men seem to doubt this. The Maritime men were told in 
the west frequently that lower ocean rates from American ports 
in order to obtain business were not unusual. 

Dr. Robert Magill, secretary of the Winnipeg Grain Ex- 
change, held out little hope for a large grain trade through the 
ports of the Maritime Provinces. 

“If I, as an exporter,” he said, “can land grain at Liverpool 
one-sixteenth of a cent cheaper than you, I can put you out of 
business. Therefore, all the traders seek the cheapest route, and 
if tonnage and rates available at an American port mean even a 
fraction of lower cost, the trader cannot afford to ignore it. The 
only way to effect any change would be for the government to 
step in the trade itself. Because of the intense competition and 
the small profit available in the grain export trade, it will in- 
variably seek the cheapest route.” 

At Fort William, a former member of the Grain Commission 
made the suggestion that the government refuse to allow Can- 
adian grade certificates to accompany Canadian grain over the 
American border. This man, J. P. Jones, of Fort William, said 
that if Halifax and St. John were equipped with the necessary 
facilities, he would favor an embargo on grain going to the 
United States. That country, he asserts, is not a market for 
Canadian grain, but a mere middleman. He claims that the 
American duty on wheat is a camouflage, as most of the Canadian 
grain is mixed with American to improve the quality of the 
latter, then milled, and the flour exported, when practically the 
whole duty is refunded. 

In the meantime, the people of the Maritime Provinces are 
preparing to put their case before Parliament. They will demand 
that the Laurier railway policy, which was for the routing of 
Canadian freight through Canadian channels, be completed. 


BRANCH OPEN FOR TRAFFIC 


The Board of Railway Commissioners has authorized the 
Canadian National Railways to open for traffic mileage 0 to 23.94 
on its Prince Albert North East branch. 


RATES ON SUGAR 


The Utah-Idaho Sugar Company, which proposes to estab- 
lish a beet sugar factory near Lethbridge, Alberta, is seeking 
cheap freight rates from the Canadian Pacific and has offered 
what is declared to be the Montana rate of 50 cents a ton for 
beets hauled to the factory within a 40-mile radius. The Can- 
adian Pacific declines to accept less than 75 cents a ton. 


CANADIAN SHIPBUILDING 


While the government is receiving advice from certain quar- 
ters to scrap its mercantile marine so as to cut losses, a quiet 
propaganda is proceeding in other directions to urge that some 
encouragement be given to shipbuilding. Last year Canada paid 
out in annual subsidies to dry docks $588,921, the highest sub- 
sidy going to the dock at St. John, N. B., which is among the 
largest in the world. That dock received nearly a quarter of a 
million dollars in subsidy and there is a suspicion that some of 
the docks derive the greater part of their revenue from the 
subsidy. So far as new construction of shipping is concerned, 
the docks are rendered practically useless by reason of the fact 
that practically all the ships purchased in Canada are built in 
Great Britain. There are quite a number of ships purchased 
each year, the largest purchasers being those in the Lake Grain 
trade. 

Ships are admitted to Canada free of duty from Great 
Britain, and Canadian builders are unable to meet this competi- 
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tion owing to the highly specialized nature of the industry there. 
Labor organizations in Canada have several times approached 
the government asking that a customs duty of 20 per cent be 
placed on shipping bought abroad and imported to Canada, and it 
is probable that this will be urged on the government at the 
coming session of Parliament. 


ATLANTIC FREIGHT RATES 


It is anticipated that, when Parliament opens, the “speech 
from the throne” will forecast legislative action bearing on the 
question of Atlantic freight rates. Negotiations with the North 
Atlantic shipping conference are understood to have taken place, 
but to have accomplished nothing, and it is now stated that the 
government’s proposals contemplate financial encouragement to 
a competitive fleet whose rates would be lower than those now 
quoted by the companies parties to the shipping conference. The 
proposed line will probably have a certain connection, financial 
or operative, with the Canadian Government Mercantile Marine. 


CANADIAN SURCHARGE 


There will be no surcharge on either international freight or 
passenger business for the period from February 1 to 14. 


CANADIAN CAR LOADING 


Car loading in Canada for the week ended January 24 aggre 
gated 50,433 cars. In the eastern division loadings decreased 
747 cars, due to cold weather, and in the western division 920 
cars, the decrease in coal accounting for 1,122 cars. Compared 
with the corresponding week in 1924, the increase was 4,782 cars. 
Grain loading was little changed, merchandise, pulpwood, other 
forst products, and miscellaneous freight making good increases. 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS 


EASTERN CANADA 


-——For the Week Ended—. 
































Commodity: 1925 1925 1924 
Grain and grain products......... seeeeees 9096 2,042 2.994 
Live stock......ceee. ce eceecececececcscosse 1,060 1,132 1783 
Coal..... ee ccccccccccecccese Cecccctees soeees 1,130 2,531 1,034 
Goke..... en wetares Kee Ce RoEe eee wainewona he 311 284 174 
ESRD c.6c.0.cccdccceccéecesccsveceoeess eeeee 2,009 1,928 1,835 
Pulpwo0d. ccccccccccoes soevece coreccccces ese 3,947 4,115 3,243 
Pulp And PAPer...cccccccccccccccccccccece 1,760 1,847 
Other forest products ai dialeatigihh area, aiarkinainaeweul ; 1,676 1,112 
iis Cate WRG e ete be Heb Cee Seeaees oe 669 581 
Merchandise, L. C. L q 10,083 8,749 
Miscellaneous........ cocdwusbn owe das emaeee 7,664 8,551 7,262 

Total Care WAAE....ccccsesvccces eeve 6,018 34,771 28,909 

Total cars received from connections. 32,193 30,445 29,078 

WESTERN CANADA 
Grain and grain products........s.see.- + 4,638 4,584 4,696 
Live stOck.....ccccccccccccccccgesccaccess ° 1,251 1,350 956 
SO asin. 6008. 0c 6 see esrerreeeeeesecsceceewegs 2,814 3,936 3,516 
COKE. occ cccccccccccvcccccccccccccccccce eee 23 31 49 
A ee geictinnttedsnbesnens eves 679 719 733 
PIES valiares- chats enw ea tenance eaneanewe ° 391 391 401 
Pulp and Papers.cicccoccece ecccccece 194 166 179 
—” forest products. Wee C Ciao, Weitere weieieerae 1,325 1,150 1,507 

cc ccccccvcedSeccceetccs Cr ecverececeeetee 471 7 
nae eee Ney ER Mit: le ccelanryincnowmeousanetees 3,381 3,244 2,826 
PRINCOHOTOOUE. 5.65 s.s:ceeccckobslemvcssbecons 1,748 1,770 1,601 

Total Gaty. l6GAOOs ésesisscgscteseee <owe 36,915 17,835 16,742 

Total cars received from connections. 2,717 2,980 3,025 


Total for Canada 
Jan. 24 Jan.17 Jan. 26 to date 














1925 1925 1924 1925 1924 

Grain and grain products... 6,734 6.626 6,990 23,461 31,448 
a. Ee ee 2,311 2,482 1,734 9,988 7,749 
REE . <b? -eteubarbinewaiesle-atrcia-aerears 3,944 6,467 4,550 25,358 21,538 
INGE Sc ateecceeree Wiaselowleecd wercieiare 334 315 223 1,232 916 
a ee eee ia ao-0. ae 2,647 2,568 9,874 9,393 
ee ee a eee eee oe 4,338 4,506 3,644 14,057 10,803 
Pulp G@AG PAPE? os ccccevess 2,156 1,926 2'026 7,709 7,828 
Other forest products ...... 3,339 2,826 2,619 10,191 9,342 
ELE SS SR, eee 1,270 1,163 859 4,563 3,288 
Merchandise, i a 13,907 13,327 11,575 50,933 44,997 
Miscellaneous . ......-! Prove 9,4he § 10,522 8,863 36,098 35,351 
Total cars loaded ...... 50,433 52,606 45,651 193,554 182,953 


Total cars received from 














COMMECHIONS 2 ocsssce 34,910 33,425 32,103 121,908 116,008 


CANADIAN OPERATING STATISTICS 


The statement of operating revenues, expenses, and sta- 
tistics of Canadian railroads for November, 1924, shows a de- 
crease in freight traffic of 21.8 per cent as compared with 
November, 19238, but that month was the record in the history of 
Canadian Tailways. Freight revenues were down $5,332,232, of 
14.6 per cent. The lighter grain movement this year accounts 
for most of the decrease. Using exports as a comparison, they 
show that, for November, wheat exports aggregated 27,000,000 
bushels in 1924 and 64,000,000 in 1923. The average haul for 
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GENERAL MERCHANDISE STORAGE 


Distribution 


The only modern Merchandise Warehouse fully 
equipped and centrally located in the 
City of Rochester. 


Insurance rate 12 cents per $100.00. 
Located on private siding of the Buffalo, Rochester 


& Pittsburgh Railway, enjoying switching at 
flat Rochester rate with all steam roads. 


B. R. & P. Warehouse, Inc., ®°chsste" 





A WAREHOUSE STOCK within the territory served, saves one 
to six days in deliveries to SOUTHWESTERN TERRITORY 


MERCHANDISE STORAGE AND FORWARDING 
SPECIALIZING ON POOL CARS 


ADAMS TRANSFER & STORAGE CO. 


28-36 » EST FOURTH STREET 
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FIREPROOF WAREHOUSE 


Capacity 80,000 Square Feet 


POOL CAR DISTRIBUTION 
STORAGE 


Free Switching From All Lines 
Merchants Southwest Fireproof Warehouse Company 


1 East Grand Avenue 


METROPOLITAN WAREHOUSE COMPANY 


Incorporated 1924 
S. E. Cor. Sixth and Mill Streets 


LOS ANGELES, CALIFORNIA 


OPERATED IN CONJUNCTION WITH 


CALIFORNIA TRUCK COMPANY 


Incorporated 1884 


Six Story and Basement Reinforced Concrete Building 
110’x 375’ Containing 270,000 Square Feet 
Sprinkler System Throughout 
Exceptionally Low Insurance Rate 
Merchandise Storage 
Space Leased in Warehouse With Offices for Tenants 
Distribution of Pool Carloads 
Double Track Private Spur 
Reconditioning of Packages for Foreign Shipment 
Custom House Brokerage 
Drayage Service 
Located immediately adjacent to the Retail, Wholesale and 
Jobbing Districts an] to the Railroad Terminals. 
New Building ready for occupancy January 1, 1925 
For further particulars address 
P. O. BOX 570, ARCADE STATION 


LOS ANGELES, CALIFORNIA 
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grain is from six to seven hundred miles, and is so much above 
the average for other freights that, on a ton mile basis, such 
differences in tonnage as the above produce a decided effect 
on the total ton miles. 

Passenger traffic for November showed a decrease of 14.8 
per cent, the decline in passenger receipts being $1,259,091 or 
18.1 per cent. * 

Total revenues were reduced $7,393,636, or .15.3 per cent. 
There was a saving in operating expenses of $5,470,555, leaving 
a reduction in net operating revenues of $1,923,081. Payrolls 
were reduced $2,494,231, or 12 per cent, and there was a reduc- 
tion in the number of employes of 9.4 per cent. Freight 
train revenues were increased 25 cents per train mile, and the 
loading was only slightly below that of last year. For the 
eleven months, January to November, gross revenues showed a 
decrease of $23,173,053; expenses a decrease of $21,927,997; 
and net operating revenues a decrease of $1,245,056. 

On the Canadian National there was a reduction in freight 
traffic of 19 per cent; in passenger traffic of 16 per cent; and in 
revenues of $2,707,598, or 12.9 per cent. Operating expenses 
were reduced $1,953,655, or 11.5 per cent, by cutting mainten- 
ance of way and structures $83,528, or 3.5 per cent; maintenance 
of equipment, $615,140, or 15.2 per cent; and reducing trans- 
portation expenses, $1,144,641, or 12.2 per cent. The operating 
ratio was raised from 80.49 per cent to 81.71 per cent, and the 
net pay roll was $1,010,492, or 9.1 per cent, for a reduction of 
6.7 per cent in the number of employes. Train loading was 
three per cent lighter, the average revenue per train mile was 
greater by 35 cents, and the average expenses per train mile 
practically unchanged. For the period from January to Novem- 
ber, Canadian lines of the system show an increase in net oper- 
ating revenues of $593,701, and the United States lines show a 
decrease of $2,832,822, reducing the net operating revenues for 
the entire system by $2,239,121. 

On the Canadian Pacific, freight traffic showed a decrease 
for November of 26.2 per cent from the same month last year, 
though it was three per cent heavier than October, 1924. 
Freight revenues were reduced $3,283,338, or 19.4 per cent, and 
passenger revenues $475,763, or 16 per cent. Total revenues 
declined $4,123,679, or 18.7 per cent, and net operating revenues 
declined $1,086,89. The operating revenue was reduced from 
67.33 per cent te 65.88 per cent. The reduction in operating 
expenses amounted to $3,036,789, or 20.4 per cent, the largest 
cuts being $1,242,613 in maintenance of way and structures, 
and $1,195,676 in transportation expenses. In the eleven months, 
gross revenues were reduced $8,669,260, and expenses were cut 
$8,859,867 increasing net operating revenues by $190,607. 


CANADIAN PACIFIC EARNINGS 


The statement of earnings for the Canadian Pacific Railway 
for 1924 shows that net profits were well maintained, notwith- 
standing a substantial decrease in gross earnings. It shows that 
this showing as to net profits was made possible through reduc- 
tions in working expenses, which nearly kept pace with the de- 
cline in growth. Net for the year at $37,227,241 was about a 
quarter of a million below that of 1923, but it is the seond best 
showing since 1917 and will be ample to provide the customary 
seven per cent dividend on the $260,000,000 of ordinary stock, 
which amounts to $18,200,000, the remaining three per cent of the 
dividend being drawn from _ special income account. Fixed 
charges, preferred dividend, and pension fund require something 
over $17,000,000, leaving approximately $20,000,000 applicable to 
the common dividend. 

The year’s gross at $182,502,156 was the lowest since 1919. 
December showed a falling off of $226,826 in net as compared 
with December, 1923. Gross was down nearly 3% millions, and 
working expenses declined about 314 millions. Net for the month 
was the second best since 1918, while gross for December was 
the lowest since 1917. Gross earnings, working expenses and 
net earnings were as follows: 


December. 1924 1923 Decrease 
COGN. GARMIN oc civsineedsccccs $ 15,690,171 $ 19,136,674 $ 3,446,502 
ROPING GRPGHSES  cccccccnsees 11,960,870 15,180,546 3,219,676 

a ee ery 3,729,301 3,956,127 226,826 

12 months. 

CUNO “ORR 6. oc ccc i ccevciesw se $182,502,156 $195.837,089 $13,334,933 
WOCHING GEPOMEED oc ccccccccisess 145,274,914 158,358,079 13,083,165 
WOU SU. giv ecocwb ewe eaeees 37,227,241 37,479,010 251,768 


Cc. N. R. CAPITAL REDUCTION 


It is understood that reduction of the capital of the Canadian 
National Railways is receiving serious consideration from the 
government. It has been frequently urged, mainly by the western 
members of Parliament, and has also been strongly opposed. In 
the annual reports of both the government railways and the 
government merchant marine this course was suggested with 
some favor. The capital cost of the railway is now over two 
billion dollars and that of the merchant marine over one hun- 
dred million. The course that would have to be adopted would 
be presumably to transfer the liability to public debt account. 
Those who oppose the proposal insist that it is merely a device 
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on the part of those who would thus clear the ground “for the 
urging of reduced transportation rates. 


CANADIAN NATIONAL LOAN 

Although the report that the Canadian National Railways 
will seek to place a loan at an early date in New York is not 
officially confirmed, it is considered as being probably true. 
The amount mentioned is $35,000,000, which is considerably less 
than the railways will require. In January, 1924, a fifty million 
dollar loan was issued, and as the earnings have fallen off it is 
thought probable that at least that sum will shortly be required. 
A large sum will be required for branch line construction, pro- 
viding the bills go through Parliament this session. 


CANADIAN BOARD ORDERS 


The Board of Railway Commissioners for Canada has issued 
its formal order No. 35992, in the case of the application of 
the Nova Scotia Shippers’ Association, asking suspension of 
proposed increased rates on apples from Dominion Atlantic 
stations to Halifax for export. The formal order says the Do- 
minion Atlantic’s tariff, C. R. C. 746, is disallowed. 

The board has issued an informal ruling in the matter of 
the claim of the traffic bureau of W. M. Scott, Winnipeg, cover- 
ing two shipments imported from Great Britain and destined 
to Portage la Prairie, Man. The claimant said that Canadian 
Freight Association tariff 11-E governed the shipments and con- 
tended that its provisions with regard to rugs should have 
applied, and that the rate assessed, namely, dry goods, N.0O.S., 
was out of order. The freight claims auditor of the C. P. asked 
that the claim be withdrawn because the tariff mentioned car- 
ried no specific rate on woolens or rugs. The ruling of the 
board said that the tariffs in question did not contain specific 
commodity rates on woolens or rugs, but did contain specific 
L. C. L. rates on dry goods, and those rats were said to have 
been charged. The board ruled that the item in the tariffs 
reading “Dry Goods, N. O. S., in bales or boxes,” applied on 
articles named under the heading of dry goods in the Canadian 
Freight Classification. It was pointed out that the two shipments 
in question, rugs and woolens, were classified as dry goods. 


TRAIN CONTROL SITUATION 


The Traffic World Washington Bureau 


Answering an inquiry sent by Representative Snyder, of 
New York, Commissioner Esch told the New York member that 
nine of the 47 roads required to install automatic control de- 
vices in compliance with the Commission’s order of June 13, 
1922, not later than January 1, 1925, completed installation by 
the time set. The nine are the Chicago, Rock Island & Pacific; 
Chicago & Eastern Illinois; Chesapeake & Ohio; Atchison, To- 
peka & Santa Fe; Galveston, Harrisburg & San Antonio; Nor- 
folk & Western; Oregon-Washington Railroad & Navigation 
Company; Reading, and Southern. Mr. Esch said the Rock 
Island installation had been given its final test and approved. 
He also mentioned the status of work done by other carriers 
and the amount of inspection the Commission had done on some 
of the installations. ; 

On the day the carriers mentioned in that order of June 
13, 1922, were to have completed the installation of devices on 
one whole division, Mr. Esch said, there were five installations 
of fewer than 20 miles and 19 carriers had installed more than 
20 miles, while twelve carriers had no installation on the di- 
visions designated by the Commission’s order. The twelve 
which had made no installations on the divisions designated, 
he said, were the Baltimore & Ohio; Boston & Albany; Central 
of New Jersey; Big Four; Delaware & Hudson; Nickel Plate; 
Pennsylvania; Pere Marquette; Panhandle; Richmond, Fred- 
ericksburg & Potomac; Southern; and West Jersey & Seashore. 
Test installations, however, Mr. Esch said, had been made on 
the Delaware & Hudson; Nickel Plate, Pere Marquette and 
Erie. Twenty-seven extensions of time, he said, had been made. 
He added that it was the Commission’s belief that an earnest 
effort would be made by the carriers to whom extensions had 
been granted to complete installations by July 1. 

“The Commission, through the orders it has issued, is dem- 
onstrating, I believe,” said he, “its purpose to give a just and 
reasonable administration of section 26. When it is realized 
that the Commission granted three extensions, making a total 
of about ten years for compliance with the safety appliance 
act with reference to the installation of automatic couplers, its 
action with reference to automatic train control cannot justly 
be criticized in view of the very large expense attendant upov 
the installation of automatic train control.” , 

Mr. Snyder is the author of a bill to impose heavy penalties 
for failure to comply with the order. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their traffic files are up-to-date. 
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DIRECT FREIGHT SERVICE 


Via Panama Canal 


REGULAR SAILINGS 


between 


NEW ORLEANS — MOBILE 
GALVESTON— HOUSTON 


and 


Los Angeles Harbor, San Francisco, Portland, 
Tacoma, Seattle and other Pacific Coast Ports 
Through bills of lading issued from Gulf Ports to Hawaii, Australia, New 
Zealand, Dutch East Indies, for Transshipment at San Francisco. 


Through bills of lading from Pacific Coast Ports to Mexico, Cuba, Porto 
Rico, West Indies, Central America, South America, Europe. 


Rates quoted, bookings and other information furnished upon application 


THE STEELE STEAMSHIP LINE, Incorporated 
GENERAL GULF AGENTS 
424 Whitney Central Building, New Orleans, La. 


Steele Bldg. SWAYNE & HOYT, Inc. 15 Moore St. 
Galveston, Texas 430 Sansome St., San Francisco, Cal. New York City 








INDIANAPOLIS, IND. 





TRIPP WAREHOUSE COMPANY 


Indianapolis, Ind. 





Merchandise Storage and Distribution 
Prompt and Efficient Handling of Pool Cars 
Centrally Located in Shipping District 
Insurance Rate, 18 cents per $100.00 
Motor Truck Delivery 
Service that Satisfies 
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United Fruit Company 


General Offices, One Federal Street, Boston, Mass. 


STEAMSHIP SERVICE 


REGULAR FREIGHT SAILINGS 
FROM 


New York, Boston and New Orleans 
TO 


Havana and Santiago, Cuba 


JAMAICA COLOMBIA 


Kingston Cartagena 
Port Antonio Puerto Colombia 


Jamaica Outports Santa Marta 
_CANAL ZONE ee mo 


Cristobal ALSO 


PANAMA Ports of Guatemala 


and British and 
Bocas del Toro Spanish Honduras 


Through Bills of Lading issued via Cristobal to West Coast Ports 
of South America, Central America and Mexico. 
For rates and other information, address 


17 Battery Place New York, N. Y. 
321 St. Charles Street New Orleans, La. 
Long Wharf 

Spereuatte Building 


Huff Shipping Agency San Francisco, Calif. 


NEW ORLEANS, LA. 


NEW ORLEANS 


In the heart of the 
Commercial District 


at New Orleans we have a distrib- 
uting depot for package freight, 
operated for the particular’serv- 
ice of the traffic manager by a 
specialized organization that 
will handle orders as 
promptly and efficiently 
as your own ship- 
Ping depart- 
ment. 


Central 
Distributing 
Warehouses 


Shipside 


Terminals 


Alabo Warehouse 
Commercial Warehouse 


The only public warehouse 
in New Orleans on the water 
front — wharf facilities for 
the largest ocean steamers 


The most centrally located 


warehouse in the city 


COMMERCIAL 
WAREHOUSES 
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F. H. Meahl has been appointed general agent of the New 
York Central, West Shore, at Buffalo. 

H. L. Farrell has been appointed to succeed J. H. Garrity, 
western freight agent, Buffalo, Rochester and- Pittsburgh, at 
Cincinnati, with the title of commercial freight agent. 

W. F. Shroeder has been appointed general agent, at Toledo, 
of the Grand Trunk. 

T. L. Simmons has been appointed chief engineer of the board 
of railway commissioners for Canada, succeeding G. A. Moun- 
tain, retired. 

M. W. Plunkett has been made soliciting freight agent of the 
Norfolk & Western at Lynchburg, Va. 

C. W. Adams has been appointed division freight agent of 
the Gulf Coast Lines’ newly established agency at Harlingen 
Tex. 

Daniel J. Harkins has been appointed to take charge of the 
United American Lines’ new office at Boston, and Peter Kreck- 
mann has been put in charge of the new office at Philadelphia. 

Cyrus B. Stafford has been appointed general traffic manager 
of the Automotive Equipment Association, at Chicago. 

J. B. Helwig has been made general agent of the M. & St. L., 
at Los Angeles. M. J. Hannam has been made general agent at 
Duluth. EH. A. Healey has been appointed traveling. freight agent 
at Chicago. D. W. Van Duyne has been made general agent at 
Cincinnati. A. M. McIntyre has been appointed traveling freight 
agent at Minneapolis. 

Fred Farrar has resumed the general practice of law, retain- 
ing, however, his position as general counsel for the Colorado 
Fuel & Iron Company. His office is at Denver, Colo. 

George M. Leim, for the last ten years traffic manager of the 
Victor Talking Machine Company at Camden, has resigned to 
enter the business of motor truck transportation between Phila- 
delphia, New York and intermediate points. He was the first 
traffic manager of the Victor Company and established the de- 
partment of which he remained in charge until he resigned its 
control. His resignation is to take effect March 1. 

Fred Capshaw has succeeded Joe B. Cobb as a member of 
the Corporation Commission of Oklahoma. 

E. M. Higgins has been appointed division freight agent of 
the Rock Island at Oklahoma City. H. E. Hurst has been made 
general agent at Tulsa, Okla. 

F. E. McKenzie has been made commerce agent of the At- 
lantic Coast Line at Wilmington, N. C. W.S. Evans has been 
appointed commercial agent at Lake Wales, Fla. B. H. Taylor 
has been appointed commercial agent at St. Petersburg, and 
D. A. Tucker, commercial agent at Ocala, Fla. B. T. Moss has 
been appointed soliciting freight agent at Norfolk, Va.; S. E. 
Strickland, soliciting freight agent at Atlanta, Ga.; Z. S. Nor- 
ville, soliciting freight agent at St. Petersburg, and R. E. Wal- 
lace, soliciting freight agent at Jacksonville, Fla. 

C. W. Galligan, chairman of the Illinois Freight Associa- 
tion, announces the death of Leonidas A. Lowrey, secretary of 
the association. He was taken ill while spending the Christmas 


holidays at his home in Dawson, Ga., and died at Albany, Ga., 
January 6. 


DOINGS OF THE FRAFFIC CLUBS 


The Traffic Club of St. Louis held its weekly luncheon and 
meeting, Feb. 3. Al Versen, president of the Columbia Cab 
Company, contributed a prize for attendance. 





The Traffic Club of Newark met, Feb. 2, at the Chamber of 


Commerce building. Rev. Dr. Cairns spoke on Abraham Lin- 
coln. 





The Miami Valley Traffic Club will hold its third annual meet- 
ing and banquet at Dayton, Feb. 26. Samuel O. Dunn, editor 
of “The Railway Age,” will be the speaker. 





The Transportation Club of St. Paul held its fourth annual 
election, Jan. 20. The new officers are as follows: President, 
L. R. Capron, freight traffic manager, the Northern Pacific; 
vice-president, Herman Mueller, traffic director, St. Paul Asso- 
ciation; treasurer, M. P. Stewart, local agent, M. & St. L.; 
secretary, Charles A. Liggett, service agent, the St. Paul Asso- 
ciation. The following directors were elected for two years: 
A. J. Dickinson, P. T. M., the Great Northern; Frederick Mears, 
chief engineer, St. Paul Union Depot, and A. M. Fenton, G. F. A., 
the Omaha. 





The Traffic Club of New England will hold its fourteenth an- 
nual banquet at the Copley-Plaza, Feb. 17. Commissioner J. B. 
Campbell and Delos W. Cooke, associate director, the Cunard 
Anchor and Associated Lines, will be the speakers. 





The Traffic Club of Kansas City met at luncheon, Feb. 3. 
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Brig. Gen. Harry A. Smith, commander, Fort Leavenworth, spoke 
on “Transportation of Troops by Rail.” 





The Traffic Club of South Bend, Jan. 29, held its first annua] 
banquet since its reorganization last September. The guests of 
honor were members of the 1924 Notre Dame football team. 
Tom Lieb, assistant coach, was the speaker. A program of 
music, dancing, and talks was given. 





The Savannah Traffic Club held its annual meeting at the De 
Soto Hotel, Jan. 28, and elected the following officers: Presi- 
dent, M. B. Nichols, Central of Georgia; vice president, T. E. 
True, Savannah River Lumber Company, and E. J. Parrish, Sea- 
board Air Line; secretary-treasurer. J. W. Morgan, Columbia 
Naval Stores Company. The club adopted a resolution substi- 
tuting “Railroad Prosperity Means National Prosperity,” for the 
slogan “Give the Railroads a Chance.” The club adopted the 


Associated Traffic Clubs of America platform of fundamental 
principles. 





The Traffic Club of Atlanta held its semi-monthly luncheon 
and meeting in the roof garden of the Ansely Hotel, Feb. 2. An 


educational film of the Ford Company’s organization was ex- 
hibited. 





The Traffic Club of Minneapolis held a luncheon and meeting, 


Feb. 5. C. M. Babcock, state highway commissioner, was the 
speaker. 





The Bridgeport Traffic Association is making plans for a 
‘Ladies’ Night,” Feb. 16. 





The Traffic Club of Cincinnati held its annual dinner and meet- 
ing, Feb. 2, and elected the following officers: President, R. E. 
Smith, manager, Universal Carloading & Distributing Company; 
vice-presidents, R. L. Gallagher, A. G. F. A., the B. & O.; E. C. 
Rentz, T. M., the Globe Wernicke Company, and J. A. Dolan, 
general agent, the Erie; treasurer, J. T. Pursel, traffic manager, 


O. Armleder Company, and secretary, Robert McDowell, gen- 
eral agent, Southern Pacific. 





The Richmond Traffic Club has elected the following officers: 
President, W. C. Hull; vice-presidents, J. F. Ryland and W. H. 


Harris; treasurer, H. Hiter Harris, and secretary, R. A. Saun- 
ders. 





The Transportation Club of Louisville held its annual dinner 
in the crystal ball room of the Brown Hotel, Jan. 29. The 
speaker was Rufus C. Dawes, president of the Chicago Associa- 
tion of Commerce, who explained the Dawes plan and said that 
it, together with the adjustment of prices on farm products and 
the checking of destructively radical political sentiment, were 
the outstanding events of the last year. C. Lee Cook spoke on 
“Success.” The Club will hold its annual election Feb. 10. 





The Traffic Club of Wichita held a hearing February 2, be- 
fore a public utilities commission, made up of four members 
of the club, for a certificate of public convenience and neces- 
sity to operate busses between Wichita and a near-by city. 





The Traffic Club of Detroit will hold its first annual ban- 
quet, since its reorganization last year, at the Statler Hotel 
Feb. 10.. ‘Fhe meeting will be in charge of the retiring presi- 
dent, P. G. Findlay, director of traffic for Dodge Brothers. 
New officers to be installed are: President, W. C. Cowling, 
director, Traffic Motor Company; vice-presidents, A. T. Water- 
fall, vice-president of Dodge Brothers, and Henry Shearer, 
general manager, the Michigan Central; secretary, ©. W. Mus- 
son, T. M., Briggs Manufacturing Company; and treasurer, 
John A. Ferguson, traveling freight agent, the Canadian Pa- 
cific. The newly elected president will deliver an inaugural 


address and Captain Irving O’Hay, humorist, traveler and ad- 
venturer, will talk. 


BRITISH RAILWAY OPENS OFFICE 


Shippers to Great Britain who desire through freight rates 
from America to destinations in the interior of Britain, welcome 
the announcement of the opening by the London, Scottish, and 
Midland Railways of offices in the United States and Canada for 
the dissemination of such information. 

Heretofore shippers have had to content themselves with 
rates from America to one of the British seaboard ports. To 
get the cost of shipping merchandise to interior destinations, 
cabling or writing, with the attendent loss of time or money— 
has been necessary. 

The United States office of the L. M. S. already has been 
opened at No. 1 Broadway, New York City. An office in 
Canada will be established in the near future. Both will be it 


charge of Thomas A. Moffet, one of the company’s freight traffic 
officers who recently arrived from England. These offices will 
be equipped with complete information as to port dues, transfer 
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J PACIFIC MAIL 
be (ESTABLISHED 1848) 
of Fast Freight and Passenger Service 
i Fortnightly Sailings via Panama Canal 
Si- New York, Philadelphia, Baltimore and Norfolk te Los Angeles 
RE. San Francisco, Portland, Seattle and Tacoma 
i WESTBOUND SAILINGS 
1- 
* SANTA BARBARA ....... Feb 10 
r Ship by Water COLOMBIA.............. Pekteney 11 
a “DIFFERENTIAL RATES” via SANTA P. AULA a February 24 
=i i simi, iho Cro 
yn 
: WILLIAMS LINE EASTBOUND SAILINGS 
7 To SANTA ROSA Vobvumey 12 Volwunsy 14 
; San Diego, Los Angeles, San Francisco ECUADOR, 1... February 26 February 26 
1e ere ebruary 26 ebruary 28 
Seattle and Tacoma ra TRAMenger steamer calling at Manzanillo San, Joog de Guatemala, 
a Fares to Los Angeles or San Francisco, First Cthss, $250, $270 and $306 
Philadelphia, New York, aceon EO 
t. Baltimore and Norfolk Between San Francisco, Los Angeles, Mexico, Central America and Canal Zone 
SAILINGS EVERY 15 DAYS S.S. CITY OF PANAMA sails from San Francisco February 12 
J. Thru bills of lading issued to all other Pacific ee 
“1 Coast Ports, Hawaii and the Far East P ACIFIC M All S. S. COMP ANY 
. For rates, dates of sailing and other information apply to 


WILLIAMS STEAMSHIP CO., Inc. 


Moore and Water Streets, New York, Telephone Bowling Green 7394 


10 Hanover Sqmare, New Yor! 508 California St., San reseed 
605 anor Bldg., Los Angeles, Calif. 
ALSO OFFICES IN 


: im us Seattle. .....cscccseess Hoge Bldg. Wilmington,Del., MarineTerminal 
c Baltimore, Md. Philadelphia, Pa. Pittsburgh, Pa. | Chicago, Ill. Baltimore. -Equitable Bldg. Norfolk, Southgate Fwd. & Stge.Co. 

39 South St. Drexel Bldg. Oliver Bldg. 333 S. Dearborn St. Pittsburgh, "410 State Theatre Bldg. Chicago........ 142 So. Clark St. 
- And at our Branch Offices at ports of call, etc. Philadelphia..... 240 Bourse Bldg. Cincinnati.........Gwynne Bldg. 





Mobile Oceanic Line 


U. S. Government Vessels 


LINER SERVICE 


LIVERPOOL and MANCHESTER 


U.S.S.B. S.S. CLAVARACK, sailing from Pensacola 
February 7; sailing from Gulfport February 10; 
sailing from Mobile February 15. 


HAVRE, ROTTERDAM and HAMBURG 


US.S.B. S.S. WEST HARDAWAY, sailing from Pensa- 
cola February 15; sailing from Gulfport February 
18; sailing from Mobile February 23. 


Mobile Oceanic Line 
Operated for 


United States Shipping Board 


hea Waterman S. S. Corp., Managing Operators 
Mobile, fla. 


















MUNSON | 


EASTERN AGENTS 


FROM MUNSON-McCORMIECK LINE 
MOBILE PENSACOLA GULFPORT INTERCOASTAL SERVICE 
LONDON 
U.S.S.B. S.S. COAHOMA COUNTY, sailing from Pensa- S. S. MUNINDIES 
= wt wong, A ogee! from _ February 11; NE i tai ol unc ele Feb. 7 
ee ee ee ae LOTTE ET Re rR Feb. 10 
LIVERPOOL CE ei oi neeneeks enkice Feb. 13 
U.S.S.B. S.S. ANTINOUS, sailing from Gulfport Febru- Sailings every two weeks thereafter 
ary 6; sailing from Mobile February 13. DIRECT TO 


LOS ANGELES HARBOR—SAN 
FRANCISCO, OAKLAND, PORTLAND, 
SEATTLE and TACOMA 


Through Bills of Lading issued to other 
Pacific Coast Ports; Hawaii, Far East and 
British Columbia 


MUNSON STEAMSHIP LINE 
Munson Building, 67 Wall St., New York 
Branch Offices 
cme disc ieee aa 


McCORMICK : STEAMSHIP Co. 


GENERAL PACIFIC COAST AGENTS 
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and storage charges, and inland freight conveyance rates from 
all of the important seaports of Great Briatin to the interior. 

Mr. Moffet is acquainted with the shipping needs of this 
country, having traveled extensively on this side of the Atlantic. 
He has evolved a plan for reducing overhead on storage and 
distribution of merchandise in Great Britain. 

The London, Midland and Scottish Railway—born of the 
recent railroad mergers in Britain—igs one of the largest rail- 
roads in the world, operating over 20,000 track miles and backed 
by an issue capital of £398,000,000 sterling. It practically covers 
Great Britain, handles 175,000,000 tons of freight annually, and 
has direct access from all of the great ports on the British 


seaboard to every part of England, Scotland, Wales, and indus- 
trial Ireland. 


INTERLOCKING DIRECTORATES, ETC. 


Frank Andrews has been authorized to hold a directorship 
and/or any other office or offices with the International-Great 
Northern Railroad Company in addition to positions previously 
authorized. 

Harry R. Safford has been permitted to hold the positions 
of vice-president of the Missouri Pacific Railroad Company, 
International-Great Northern Railroad Company, and New Or- 
leans, Texas & Mexico Railway Company in addition to hold- 
ing a directorship with numerous other roads. 

Liston B. Burns has been authorized to hold the offices of 
general superintendent of the Seaboard Air Line Railway Com- 
pany, Tampa & Gulf Coast Railroad Company and Tampa North- 
ern Railroad Company in addition to holding a directorship 
and/or any other offices with the Seaboard Air Line Railway 
and its numerous subsidiary lines. 

James W. Gardiner, Benjamin F. Bush and R. Lancaster 
Williams have each been authorized to hold the position of 
director of the Missouri Pacific Railroad Company in addition 
to holding a directorship with the Arkansas & Memphis Rail- 
way, Bridge & Terminal Company and numerous other short 
lines. 

Various officials of the Pennsylvania Railroad Company 
have been authorized by the Commission to hold a directorship 
and/or any other office or offices with the Monongahela & Ohio 
Railroad Company and Scotts Run Railway Company. 

Charles H. Ewing has been authorized to hold the position of 
director of the Ironton Railroad Company in addition to posi- 
tions previously authorized by the Commission. 


REGIONAL ADVISORY BOARDS 


Representative Haugen. of Iowa, in a speech in the House, 
called attention to the shippers regional advisory boards and 
the work they are doing. He submitted statements showing how 
the boards were created under the supervision of the car service 
division of the American Railway Association, the functions of 
the boards, and then said: 


I believe all familiar with past and present transportation con- 
ditions will agree that through these organizations the producers 
and shippers of the country, especially the farmers, have been af- 
forded channels through which they can assemble and adjust many 
of their problems of distribution when related to transportation 
service. Appreciating the service rendered and the object sought, 
I felt warranted in asking for time to bring what appears to me to 
be a valuable service to the attention of the public. They represent 
a valuable contribution to the success of agriculture and the mos 
forward step in bringing about a harmonious understanding of the 
problems of agriculture on the part of the railroads and other indus- 


tries of the country, and are worthy of encouragement and deserv- 
ing of commendation. 





PACIFIC COAST BOARD MEETING 

The Pacific Coast Regional Advisory Board will hold its 
regular meeting, at the Hotel Biltmore, Los Angeles, Feb. 20. 
Car requirements for the next 90 days will be the chief subject 
of discussion, together with a review of work done by the board 
in 1924. The board’s territory has been extended west of and 
including the line of the Southern Pacific, formerly known as 
the El Paso and Southwestern; the Texas state line to French; 


and the Santa Fe from French through Raton to the Colorado 
state line. 





MEAT RATE ARGUMENTS 


Arguments on No. 14771, John Morrell & Co. et al. vs. New 
York Central et al., and the cases joined with it for considera- 
tion, in which all the fresh meat and packing house rates in 
the territory east of the Rocky Mountains to New England and 
Eastern Trunk Line territories were directly involved, were 
completed January 29, a little ahead of the time set for their 
conclusion. Men far down on the list found that phases on 
which they desired to be heard had been covered by prior 
speakers, so they shortened their own discussion. The argu- 
ments were made on the last day by E. J. Rich, for New Eng- 
land packers, who generally took the position that the alleza- 
tion of the Iowa packers that the rates favored them was not 
accurate; by H. R. Park, for the live stock associations; by 
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L. P. Day, for the eastern railroads; by M. B. Pierce, for the 
central territory lines, and T. M. Hanrahan, for the western 
lines. The carrier interest was in the preservation of their 
revenues. 

Arguments in rebuttal were also made by Walter McCor- 
nack for the leading complainant; by N. D. Belnap, for Wilson 
& Co., one of the intervening packers, and Paul E. Blanchard, 
for Armour & Co., another intervening packer. 


TRAINMEN GET INCREASES 


About. 2,528 conductors and trainmen employed on seventeen 
of the smaller roads throughout the country will receive in- 
creases in pay that will amount to $283,183 in annual expense to 
the carriers, by a decision of the Railroad Labor Board, issued 
Feb. 3. The increases granted were equivalent to those in the 
New York Central and the western carriers’ settlements, amount- 
ing to about 5 per cent. 

The dispute also included the matter of rules, but the board 
remanded that subject to the carriers and employes for settle- 
ment. It gave the opinion, however, that the roads were entitled 
to relief from alleged burdensome rules, but said that the 
changes in rules agreed to in the other settlements taken as a 
precedent were not in the records of the board. The pay in- 
creases were made effective Feb. 1. The following roads were 
involved in the dispute: Ann Arbor; Bangor & Aroostook; Cen- 
tral Indiana; Chicago, Indianapolis & Louisville; Cincinnati, 
Indianapolis & Western; Cumberland & Pennsylvania; Denver & 
Rio Grande Western; Rio Grande Southern; Detroit & Mackinac; 
Green Bay & Western; Kansas City, Mexico & Orient; Man- 
istique & Lake Superior; Midland Valley; Mississippi Central; 
New Orleans Great Northern; New Orleans Public Belt, and the 
Toledo, Peoria & Western. 
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No. 16323. Sub. No. 2. Dexter Ice, Fuel & Power Co., Dexter, Mo. vs. 
C. & E. I. et al. 
Rates in violation of section 1 on bituminous coal from points 
in Illinois and Kentucky to Dexter, Mo. Asks cease and desist 
order, reasonable rates and reparation. 


No. 16323. Sub. No. 3. R. B. Bowman, Sikeston, Mo. vs. Same. 
Same complaint and prayer with respect to coal to Sikeston 
from Kentucky and Illinois points. 


No. 16542, Sub. No. 5. Campbell & Coyte, et al, Los Angeles, Calif., vs. 
Colorado & Southern et al. 

Rates and charges in violation of sections 1, 2, 3, 4, 6, and 15 of 
the interstate commerce act, on hogs from points in Texas, Okla- 
homa, Kansas and New Mexico to points in California. Asks cease 
and desist order, reasonable rates, and reparation. 

No. 16633. Rocky Mount Public Works, Rocky Mount, N. C., vs. 
Interstate Railroad et al. 

Alleges unjust and unreasonable rates, in violation of sections 1 
and 4 of the act, on shipments of coke from Dorchester, Va., and 
other points on the line of the Interstate Railroad Company to 
Rocky Mount, N. C. Asks cease and desist order, just and reason- 
able rates and reparation. 


No. page _ Prairie Oil & Gas Co., Independence, Kans., vs. Santa 

e, et al. 

Unreasonable rates and charges on knocked down steel storage 
tanks from Jenks, Okla., to Craig, Colo., and preferential rates 
between points in southwestern territory, also between points 
within the mountainous area of Colorado, Wyoming and Utah, 
which were materially lower than charged on shipments to Craig. 
Asks cease and desist order, reasonable rates, and reparation. 

No. 16635. The Reliance Brick Company of Texas, Dallas, Tex., vs. 
Kansas, Oklahoma & Gulf et al. 

Charges in violation of sections 1, 3 and 4 of the act, on hollow 
building tile from El Reno, Okla., to Spur, Tex., and from Wag- 
oner, Okla., to Wellington, Tex. Asks cease and desist order, 
reasonable rates on brick and hollow building tile, and reparation. 

No. 16636. Traffic Bureau, Winona Association of Commerce, Inc., 
Winona, Minn., vs, Chicago, Rock Island & Pacific et al. 

Rates and charges in violation of sections 1, 2 and 3 of the act, 
on carload shipments of Pyrethrum Flowers from Pacific Coast 
ports of entry to Winona and Minneapolis, Minn. . Asks reasonable 
rates and reparation. 

No. 16637. The Newton Lumber and Manufacturing Co., Pueblo, Colo., 
vs. Chicago, Rock Island & Pacific et al. 

Unreasonable rates on building and roofing paper and such ar- 
ticles as are permitted to be mixed at the carload rate as buildings 
and roofing material from Chicago and Kansas City to Colorado 
Springs, Colo. Asks cease and desist order, reasonable rates, and 
reparation. ‘ 

No. 16638. Raleigh Freight Traffic Bureau, Raleigh, N. C., vs. Atlantic 
Coast Line et al. 

Rates and charges in violation of sections 1, 2 and 3 of the act, 

on stone, crushed, from Columbia, S. C., to Edwards and Wilford, 


N. C. Asks cease and desist order, reasonable rates, and repara- 
tion. 


No. 16639. J. F. Duthie & Co., et al, Seattle, Wash., vs. Director 
General as agent. 

Rates in violation of sections 1 and 6 of the act, on engines and 
engines with power machinery (power pumps) from Buffalo and 
Auburn, N. Y., Philadelphia, Pa., Milwaukee and Corliss, Wis., 
Cleveland and Hamilten, Ohio, to Seattle, Wash. Asks reparation 

No. 16640. Limestone into and cement out of Ada, Okla. This is an 
investigation instituted by the Commission on its own motion. 
No. 16641. Gwin, White & Prince, Inc., Seattle, Wash., vs. Northern 

Pacific and American Railway Express Company. 
Illegal charges on a carload of berries shipped from Sumner, 


Wash., Wichita, Kans. Asks for a cease and desist order, and 
reparation. 
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| More than +4 Reduction 
in Box Weight 


The board-and-nail box weighed 25 
pounds and carried a 40-pound article. 
The box made up a big proportion of 
the shipping cost. 


A General Box Company representative 
believed his company’s engineers could 
cut that shipping cost. 


The Pioneer Wirebound Box, designed 
by General Box Engineers, weighs but 
16 pounds—a reduction of more than 
one-third in weight—and tests proved 
it to be just as strong. 


Time and labor also is saved in assem- 
bling and packing. For the consignee, 
opening and unpacking the boxes is 
simplified. 


This analysis of shipping costs and the 
design of a more economical container 
cost shippers nothing. It does not even 
place them under obligation to buy 
Pioneer Wirebound Boxes or any other 
form of container made by us. 


We will gladly study your shipping 
costs and give you the ideas of our 
engineers. If they design a Pioneer 
Box or Crate for you we ask only that 
you test it completely. Prove to your 
own satisfaction that Pioneers will cut 
your shipping costs as they have cut 
them for other manufacturers in almost 
every industry. If a General Box rep- 
resentative has not called on you with 
this offer, write us direct. 


GENERAL BOX COMPANY 


506 N. Dearborn Street - Chicago, Illinois 


Fifteen Factories Give You Close at Hand Service 
Bogalusa, La. 


Detroit, Mich. 
Brewton, Ala. 


East St. Louis, Ill. 
A Hattiesburg, Miss. . La. 
Cincinn: Ilimo, Mo. Sheboygan, Wis. 

Coomdantetiahe, Ind. Kansas City, Mo. Winchendon, Mass. 
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EXPRESS SERVICE 
15 Days Coast to Coast 


Passenger and U. S. Mail Steamers 


(Fastest Intercoastal Service) 


New York to Los Angeles Harbor—15 Days; 
to San Francisco—17 Days; to Portland and 
Seattle—22 Days; to Tacoma—25 Days. 


Through Bills of Lading to or from other 
Pacific Coast ports; also European, West 
Indian, Canadian, Hawaiian, Far East and 
Australasian ports. 


Proposed Sailing Dates: 

From New York Westbound Eastbound from San Francisco Los Angeles 
S.S. Manchuria Feb. 12 S.S. Finland Feb. 14 Feb. 16 
S.S. Mongolia Feb. 26 S.S. Manchuria Mar. 7 Mar. 9 
S.S. Finland Mar. 12 S.S. Mongolia Mar.21 Mar. 23 

and regularly thereafter 


ALL STEAMERS EQUIPPED FOR REFRIGERATOR CARGO 


PANAMA PACIFIC LINE 


International Mercantile Marine Company 


PIER 61 North River, N. Y. C. 1 BROADWAY, N. Y. C. 
(W. 23rd St.) Tel. Chelsea 6760 Tel. Bowling Green 8300 
Chicago—327 So. La Salle St. Boston—84 State Street 
Philadelphia—Bourse Bldg. Baltimore—Chamber of Commerce Bldg. 
Rochester—Ellwenger & Barry Bldg. 
West Coast Agents—Pacific Steamship Company 
Los Angeles—San Francisco—Oakland—Portland—Seattle—Tacoma 
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A service that covers 
Everything and that 
Never Fails! 


“We feel that we should be remiss if 
we did not favorably commend the 
splendid services which we are receiving 
from your Special Service Department 
in Washington. We have tried them 
with practically everything from com- 
plicated rate statements to announce- 
ments emanating from the Commission, 
and they have never failed us. 


“We have a deep appreciation of the 
promptness and accuracy with which 
our requests are handled.” 


From a recent letter in the possession of 
The Special Service Department 


“at your service” 


The Traffic Service Corporation 
Mills Building Washington, D. C. 
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HEARINGS ON GOODING BILIL 


The Trafic World Washington Bureau 


Charles Barham, chairman of the Southern Freight Asso- 
ciation, speaking for the members of the association, by direc- 
tion of their chief traffic executives, was heard before the 
House committee in opposition to the Gooding bill at the after- 
noon sessidn of January 29. He pointed out that the associa- 
tion comprised the principal carriers, railroad and steamship, 
operating in the territory south of the Potomac and south and 
east of the Ohio and Mississippi rivers. He said attention was 
directed to the fact that in the association were the principal 
steamship lines operating along the south Atlantic coast and 
the two important lines on the Chesapeake Bay. 

“This membership is emphasized,” said he, “because of 
statements repeatedly made in the hearings on this bill that 
the rail and water carriers in southern territory are hostile 
and, because of rail policy, water transportation and water 
competition have been, and are, seriously, injuriously and un- 
fairly affected. In fact, from the beginning the two services 
have worked together in southern territory. Of course, there 
is competition, but there is also a partnership interest of great 
importanee, with a system of differential rates rail-and-water 
less than all-rail between the same points. On these rates 
there moves, and has always moved, a substantial part of the 
business to and from the South. The water carriers in our 
association distinctly authorize me to deny all allegations of 
unfair or oppressive treatment at the hands of their rail neigh- 
bors. In the South it is certainly not true, as has been claimed 
before the Senate committee, ‘that it is the policy of the rail 
roads to drive all water transportation out of business.’ Rather, 
it is the policy to co-ordinate and jointly use the two facilities. 
There is no demand in the South by the water lines for a 
rigid observance of the fourth section of the act. To the con- 
trary, they ask relief and believe it necessary in the public 
interest.” , , P 

Mr. Barham went into detail as to the rate situation in 
the South and the necessity for fourth section relief, citing 
many imstances of injurious results that would follow enact- 
ment of the Gooding bill. He urged that the administration 
of the fourth section be left to the Commission as it was now. 
Summarizing the objections of the southern lines to the bill, 
Mr. Barham said: 


1. It will prohibit the granting of fourth section relief to short 
or oun sends which for financial reasons are unable to operate 
a level of rates as low as are operated by standard railroads. 

2. It does not provide for possible fourth section relief to permit 
a water-rail or rail-water-rail route to meet the rates established 
by another water-rail or rail-water-rail route. For example: A rate 
from New York to Atlanta via the Scean Steamship Company to 
Savannah, Ga., thence Central of Georgia Railway could not be 
applied via the Old Dominion Steamship Company, Norfolk, Va., 
thence Southern Railway and Fourth Section relief granted the latter 
route, although Atlanta is 580 miles from the coast of Norfolk and 
295 miles from the coast at Savannah. 


3. It discriminates against domestic in favor of import or _ ex- 
port traffic. As the bill now stands preferential treatment would be 
given foreign countries and the insular possessions of the United 
States, a discrimination not only unfair, but unnecessary and un- 
called for. 


4, It makes no provision whereby American manufacturers lo- 
cated in the interior may be assisted in meeting foreign competition 
at the ports, for example of Scandinavian paper and Belgian rails as 
previously described. 

5. It would not permit water-rail carriers to meet the rates es- 
tablished by water carriers operating between the same points. For 
example: The Clyde Steamship Company operates direct service be- 
tween New York and Jacksonville, Fla. The Ocean Steamship Com- 
pany operates steamship service between New York and Savannah, 
Ga. The proposed bill would not permit the Ocean Steamship Com- 
pany to Savamnah, thence Seaboard Air Line Savannah to Jackson- 
ville, to compete with the direct service of the Clyde Steamship Com- 
pany from New York to Jacksonville. Presumably the bill is in- 
tended to foster water transportation by prohibiting competition be- 
tween rail rates and water rates, but the effect is to injure cer- 
tain steamship lines as well, in that it would prohibit competition 
between a steamship line operating a direct service and another steam- 


ship line operating through rates in connection with a rail connec- 
tion. 


6. It would not permit a rail carrier to meet a rate established 
by a rail-water or rail-water-rail carrier. For example: The Penn- 
sylvania-Southern could not meet a rate established from Pittsburgh 
to Savannah by the Baltimore & Ohio-Merchants’ & Miners’ Trans- 
portation Company. It would also prevent an all rail line from 
meeting the rate of an all water line. For example: The rail line 
from Memphis, Tenn., to New York could not meet a rate via river to 
New Orleans, thence steamer. 

7. It would not permit competitive group adjustments such as now 
exist on coal, lumber, fruits and vegetables, cotton, cotton factory 
products and many others. It is known and recognized that com- 
mercial conditions necessitate the grouping of origins producing or 
manufacturing such commodities, with the same rates from all 
points in the group. 

8. It would frequently prevent competition between rail carriers, 
because it recognizes one factor only as justifying fourth section 
relief, i. e., distance. But a mile of one railroad is not necessarily 
the equivalent of a mile on another railroad. 


9. Its enforcement would probably result in the establishment of 
charges on a strict mileage basis, and the restriction of rates via 
direct routes or via such a limited number of circuitous routes as 
could obtain fourth section relief under the rigid limitations stated. 
No consideration is given other circumstances and conditions usually 
taken into account such as competition of carriers, competition of 
markets, competition of commodities, proximity of raw materials, 
places of manufacture, proximity of manufacturing points to points 
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5 agen, density of traffic or dissimilarity in operating con- 
itions. 


10. It provides for a readjustment of rates in accordance with 
fourth section principles within 12 months. Regardless of all that 
can be done, this is impossible of accomplishment. In fact, carriers 
are not given 12 months within which to publish their revised tariffs, 
but the remaining part after public hearing by the Commission. The 
Commission Has had under consideration since May, 1921, the re- 
adjustment of rates in Southern Classification territory for the pur- 
pose of removing fourth section departures and that case has just 
reached the stage of oral argument. If it takes four or five years 
for the Commission to arrive at a decision with respect to one section 
of the country, how long will it take it to consider all the rates in 
the continental United States. Therefore, as it would not physically 
be possible for the Commission to pass upon the cases presented, it 
would actually result in a rigid long and short haul provision, which 


for reasons equally impossible physically the carriers could not put 
in tariff form. 


J. A. Streyer, of Atlanta, Ga., traffic manager in Southern 
Classification territory for the American Short Line Railroad 
Association, presented the viewpoint of the “short and weak 
railroads in the South.” The Gooding bill, if passed, would be 
disastrous to many of the short lines in the South, the ter- 
ritory they served and seriously cripple roads that would not 
be affected disastrously, the witness told the committee. He 
informed the committee in detail as to the traffic conditions 


in the South with relation to short line operations. In con- 
clusion, he said: 


The short and weak railroads feel that the Commission should 
have discretion in allowing departures from the fourth section the 
same as provided for in the express rates. They feel that the similar 
reasons for allowing departures in the case of express rates should 


apply with equal or greater force to the situation of the short line 
railroads. 


The short and weak railroads do not believe this bill will in- 
crease the production of raw material or the manufacture of the 
material, or the development or manufacture in the interior or for 
the country as a whole. They believe it will stunt and retard the 
development of the rural and undeveloped regions. 

,They further believe that the utlimate effect will be the limi- 
tation of service rendered by both trunk and short lines, that it will 
increase the public’s. bill for transportation as cost- of producing 
transportation must be considered. A growing country such as this 


needs free access to all possible avenues in the handling of its 
commodities. 


They also feel that millions of dollars will be lost to individuals 
now having money invested in short line railroads, owned in a large 


number of cases by those they serve, and in this case the loss will 
be disastrous. 


Again, we reiterate that it is not in the public interest to make 
a more stringent or restrictive application of the present law. 

Charles Donnelly, president of the Northern Pacific, appear- 
ing before the committee at the morning session of January 30, 
said if it was the purpose of Congress, notwithstanding that the 
transcontinental lines had been built, with the support and en- 
couragement of the government, to reach and serve the Pacific 
coast, to say that those lines must forego the revenue they could 
obtain by means of fourth section departures, then it would be 
logical for it to say to the Commission that it must not grant 
such departures. Such a declaration, he asserted, would go 
directly contrary to the requirement of the transportation act 
that both rail and water transportation should be preserved in 
full vigor. 

Mr. Donnelly, referring to charges that the railroads would 
drive the boat lines out of business if authorized to depart from 
the fourth section, said he might understand such apprehension 
if the railroads were free to make any rates they saw fit to 
make but that the fact was that the Commission was in control 
of the matter. He pointed out that Canadian law authorized 
departures and asked if the United States was not going to treat 
its lines with as much consideration as Canada treated her 
lines. 

Reference was made by the witness to the bitter opposition 
of the intermountain country in the past to fourth section de- 
partures to the coast but he said he believed that now there 
was a better understanding in the intermountain country with 
respect to the question than there had been in the past. As an 
illustration of a change in attitude, he said it was not charged 
usually now that the transcontinentl lines desired to make the 
lower rate to the Pacific terminal in order to build up the ter- 
minal point. He said it was because of the conviction of the 
railroads that the departures could not redound to the disad- 
vantage of the intermediate points, under the circumstances, that 
they were so persistent in pressing for fourth section relief and 
in opposing the enactment of the pending bill. He referred to 
the declaration of Senator Gooding before the Senate interstate 
commerce committee that Idaho had lost 60,000 in population in 
the last five years and pointed out that that had happened in a 
period in which there were no fourth section departures to the 
coast in effect. 


Mr. Donnelly gave specific illustrations of how traffic moved 
by water to Pacific coast points, declaring that Seattle, for ex- 
ample, always would have an advantage over Spokane. He re- 
ferred to the movement of wrought washers, the water rate and 
rail rate from Pittsburgh via Baltimore and thence by water to 
Seattle being 7614 cents. “The rate by rail to Spokane, he said, 
was $1. It was proposed, he said, to make a rate of 80 cents 
on that commodity from Milwaukee so that the Milwaukee man- 
ufacturers might get into the Seattle market in competition with 
the Pittsburgh manufacturers shipping by rail and water. He 
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COAL 


The great aim of man has always been the attainment and use of power; first, the personal 
power of the conqueror to rule and exploit mankind, now more and more to mechanical power of 
industry devoted to the comfort or happiness of mankind. 


The Chesapeake and Ohio Railway is one of the great coalers. Seven hundred mines along the 
right of way in West Virginia and Kentucky pour forth the black river of coal that flows in a 
never ending stream to the great industrial centers and ports of the country. 


This coal contains from 13,500 to 15,500 British Thermal Units to the pound and in 1923 
the Chesapeake and Ohio hauled 88,000,000,000 pounds of it, an endless supply of Power. More 
and more industry is coming nearer and nearer to sources of power. Transportation, man power 
and coal are vital factors. 


The Chesapeake and Ohio is an active growing railroad, anxious and capable for service. 
The abundance of coal in its territory is widely known. You can find on the C. & O. coal that is 
individually adapted to your requirements, no matter what the demands might be. The region 
it traverses and serves is filled with thriving busy cities and the country has a large and practical- 
ly untouched field of the best white labor in the world. These facts create an exceptional oppor- 
tunity to manufacturers seeking new or better locations. 


Should you desire further information or the personal service of trained specialists in fur- 
nishing you necessary data for plant location, address 


Agricultural and Industrial Department, Chesapeake & Ohio Ry. 


K. T. CRAWLEY, Manager, Richmond, Va. 
S. C. COVERT, Industrial Agent, Richmond, Va. G. D. MOFFETT, Industrial Agent, Huntington, W. Va. 





You Don’t Need to Guess at 


TODAY’S FREIGHT RATES 


or next month’s either, for that matter, 
if guessing is not satisfactory, for the 
information now regularly carried in 


THE TRAFFIC BULLETIN 


will enable you to know them 


Samples and full information free on request 


THE TRAFFIC SERVICE CORPORATION 


418 South Market Street CHICAGO 





381 





























-———_ -! 








382 


said the establishment of the 80-cent rate to Seattle did not 
operate prejudicially to Spokane, because if nothing moved by 
rail, Seattle had the rail and water rate of 76% cents. 


Mr. Donnelly believed it would be inconsistent for Congress 
to pass the Gooding bill which, under certain conditions, author- 
ized departures on account of circuitous rail routes in competi- 
tion with direct rail routes, and yet deny permission to a rail 
line to meet the competition of the water line. He said if there 
was discrimination involved in the case of the rail and water 
lines, there was discrimination in the case of the direct and in- 
direct rail lines. He referred to the earnings of the Northern 
Pacific, saying that since 1919 it had not earned as much as 4 
per cent on the easily ascertainable value of its property. He 
also referred to the condition of other northwestern lines be- 
cause of inadequate revenue. He said a way must be found to 
add to the net revenue of those lines and that they said one way 
was to be permitted to get part of the water: competitive traffic. 

W. P. Kenney, vice-president and director of traffic of the 
Great Northern, said the Great Northern objected to the Good- 
ing bill because of its belief that it would not only result dis- 
astrously to the interest of the Great Northern and other trans- 
continental roads, but would have a decided adverse effect on 
the intermediate territory, some of which it was claimed would 
be benefited by passage of the bill. Continuing, he said, in part: 


It should be borne in mind that the development of the interior 
country; that is, particularly the territory east of the Cascade moun- 
tains not readily accessible to boat competition, is of major im- 
portance to a line like ours and our constant effort is directed to 
increasing the population, building up the territory with industries 
and striving in every way to make the district along our line, which 
is largely local to the road, more prosperous and therefore a larger 
contributor to the business and the prosperity of our railroad. 


If we felt, therefore, that relief from the fourth section if se- 
cured, would have an adverse effect upon the business of the in- 
terior, we would not be seeking such relief from the application of 
the fourth section. We know, however, that if the railroads are not 
allowed to compete for a portion of the traffic now moving by ocean, 
that we will suffer large losses in west bound traffic that cannot be 
made up except by increases in rates on such traffic that is de- 
veloped in the interior and the loss of the traffic now moving by 
water, is secondary to the loss that we will suffer in the future if 
the element of competition is removed and the railroads are prohibited 
from engaging in this traffic. 

The growth of the business moving by water since 1921 has been 
very large and with a monopoly of the terminal business and more 
boats seeking the traffic, the inroads into the rail territory will be 
greater rather than less as time goes on. The westbound traffic which 
the water lines are handling, is not at all confined to the heavy com- 
modities usually referred to as ‘‘water freight’’ but includes a wide 
range of commodities of all classes, some of the higher classes of 
which are as follows: Confectionery, pianos, furniture, glass-ware, 
boots and shoes, baking powder, canned goods, cotton goods and 
dry goods, cordage, crockery and earthen-ware, cigars, carpets and 
rugs, drugs and chemicals, electrical machinery, appliances and bat- 
teries, ink, linoleum, motor vehicles and automobile supplies and ac- 
cessories, including tires, plate and window glass, sewing machines, 
soap, etc., and in 1924 the water tonnage to Puget Sound ports of 
iron and steel articles, pipe, wire, etc., amounted to over 82,000 tons 
while the Great Northern tonnage from the east to the Pacific Coast 
ports amounted to only slightly over 2,000 tons. 

It has been stated that if the carriers are allowed to meet water 
competition under rates fixed and regulated by the Interstate Com- 
merce Commission, that it will drive the water carriers out of 
business. There have been no applications made by the all-rail car- 
riers attempting to meet the rates of the water lines from points 
on the Atlantic Coast to the Pacific Coast. The applications have 
simply covered traffic from central territory in the United States, 
such _as Chicago, on a basis that would partly meet competition at 
the Pacific Coast ports on some of the commodities on which there 
is a heavy movement via sea. These applications were not made 
by the carriers until the largest part of this Pacific Coast traffic 
was taken away from them and the traffic moved from Interior points 


in the United States to the Atlantic and Gulf Ports and th 
the Pacific Coast by water. 8 ence to 


Mr. Kenney emphasized the point that the interior of the 
northwest needed more transportation facilities—that farmers 
were preparing to leave that territory unless they obtained rail- 
road service. If the Gooding bill were passed, he said, it would 


be many a day before there would be the development required 
in that region. 


R. M. Calkins, vice-president in charge of traffic of the Chi- 
cago, Milwaukee & St. Paul; F. A. Leland, chairman of the 
Southwestern Freight Bureau; P. P. Hastings, general freight 
agent of the Santa Fe; and Edgar J. Rich, of Boston, represent- 
ing the Associated Industries of Massachusetts, and other New 
England manufacturing associations, were heard by the com- 
mittee on the afternoon of January 30. 


Mr. Calkins said the Chicago, Milwaukee & St. Paul’s 
“thorough and efficient system of transcontinental service is at 
the present time compelled to operate at less than one-half of 
its normal capacity, due almost entirely to loss of business 
which it has sustained by reason of the low rates and competi- 
tion established by the water carriers through the Panama 
Canal.” He said the loss of tonnage to the water carriers per- 
haps had been greater in proportion to the aggregate amount of 
tonnage handled than to any other railway, due to the fact that 
the Milwaukee was the last to enter the field as a transcon- 
tinental carrier ond sufficient time had not elapsed to develop the 
new country of the interior. In 1923, he continued, the Milwau- 
kee had a net operating income of 2.81 per cent on its capital 
investment, and in 1924, 2.63 per cent. He said enactment of 
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the Gooding bill would divert rail traffic to the Canadian lines ty 
the further detriment of the U. S. transcontinental lines. 


Mr, Leland brought to the attention of the committee fourth 
section departures that he said were necessary to meet the situa. 
tion in the Southwest. Mr. Hastings said the Santa Fe an 
other western lines were rapidly becoming only carriers of 
eastbound agricultural products because of being prevented from 
competing with the water lines on westbound traffic. He re 
ferred to the refrigerator car movement and said that before 
fourth section relief was denied there was a substantial move. 
ment of westbound traffic in the refrigerator cars that had to be 
moved west to bring perishable products to the east but that the 
movement of such westbound traffic had been substantially cur. 
tailed. 


Mr. Rich dwelt on the economic aspects of the problem pre. 
sented by the Gooding bill. He said the country had grown up 
under a theory of transportation giving the freest play of com. 
petition in transportation and business. He said the outstanding 
feature of the Gooding bill was that it would check competition 
not only of the carriers but of markets. He said if it were 
passed, the result would be to divide the country into more or 
less traffic zones. He said it would be but a step to graded rates 
throughout the country, and that the bill really constituted a 
menacing step toward overthrowing the system under which 
the country had become great and prosperous. He said the 
underlying theory of rate making had been to give the producer 
the widest range of markets possible by giving him rates less 
than normal reasonable rates, and that this gave the consumer 
the greatest range of source of supply. He gave specific illus- 
trations of the movement of traffic under the present system of 
rate making. 


J. M. Zachara, traffic manager of the Magor Car Corporation 
of Passaic, N. J., recorded the opposition of his company to 
the bill. 


Submission of rebuttal testimony was begun February 3 by 
proponents of the bill. James A. Ford, secretary of the Inter- 
mediate Rate Association, said the opponents of the bill had 
thrown a smoke screen around the bill. As to the provision of 
the bill making unlawful fourth section departures after twelve 
months after the passage of the bill, unless authorized in the 
twelve-month period by the Commission. Mr. Ford said that 
was not an issue—that the committee could change that pro- 
vision. Opponents of the bill had contended that this provi- 
sion would practically make for the rigid application of the 
long-and-short-haul clause because of the impossibility of the 
Commission passing on the numerous fourth section departures 
now in existence in a period of twelve months. Mr. Ford also 
said it was agreeable to the proponents that th eshort lines 
should propose an amendment that would satisfy them as to 
non-application of the bill to them, adding that he did not think 
the bill affected them as it stood now. 


Mr. Ford said there were really only two issues presented 
by the bill—water transportation and discrimination against 
the interior points. He read from Examiner Pattison’s report 
in Fourth Section Application No. 12436, reduced rates on com- 
modities from originating territory west of the Indiana state 
line to Pacific coast points, in support of his argument, and the 
entire report, recommending denial of the application, was Or- 
dered printed in the record. 


Out of 3,095,000 westbound net tons that moved through the 
Panama Canal last year, Mr. Ford said, 693,886 tons went to 
North Pacific coast points. He said if the Milwaukee obtained 
its share of that traffic, it would not amount to anything. 


Eastern railroads carrying traffic to Atlantic seaboard points 
for shipment to the west coast via the canal, Mr. Ford said, 


would suffer from approval of the pending fourth section appli- 
cations. 


Representative Wyant, of Pennsylvania, asked if that were 
true, why the eastern lines opposed the bill. Mr. Ford did 
not seem to be clear on the point that Vice-President Powell, 
of the Erie, appeared on behalf of all the eastern roads in Op 
position to the bill. Mr. Thom informed the committee that 
that was the fact. . 

Mr. Ford read excerpts from reports of the congressional 
committees on rivers and harbors, public addresses and other 
documents in support of his argument that what was needed 
was development of water transportation to relieve congestion 
on the railroads and that there should be co-ordination of rail 
and water transportation. He said the present rail practices 
were forcing congestion in the big cities to the detriment of 
the small communities. 

The interest of the jobbers in the intermountain country, 
Mr. Ford said, was a minority interest, while the interest of 
the jobbers on the Pacific coast was a majority interest, insist- 
ing that it was the consumer of the intermountain country that 
desired enactment of the Gooding bill. 

The witness referred to discrimination against the wool 
producers of the intermountain country on account of rate ad- 
justments that permitted wool to be hauled to Pacific coast 
points from the interior points and then back to the east. He 
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If you can use this box 
it will cut your costs in half 


If you require refrigeration in your shipping containers, 
Balsa Boxes will save the cost of ice if the product is pre- 
cooled. If you suffer losses through rough handling, Balsa 
Boxes will wipe them off your books. And your packing 
costs will be reduced, for you can use Balsa Boxes again 
and again. 


Here is one box that is designed to really protect your goods. 
It’s made from a wood that comes from tropical forests—a 
wood that is 92% air. Yet with all its lightness it has a 
strength like pine and a resiliency worthy of spruce. 


If you ship fancy fruits, chocolates, sausage, mayonnaise, 
fresh meats, sea-food, serums, drugs or dairy products— 
perishable or semi-perishable goods of any nature—write the 
office nearest you and let one of our traffic experts explain 
the advantages of Balsa Boxes in your business. 


THE FLEISCHMANN TRANSPORTATION COMPANY 


Balsa Box Department 
New York, 699 Washington St. 
Langdon, D. C. 
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THE GIST OF TRAFFIC 


IN ONE VOLUME 


A complete reprint of Professor Huebner’s splendid 
traffic lessons, printed from new plates and attrac- 
tively bound. 


If you are starting a traffic library, here is a corner- 
stone around which to build it. If you already have 
one, here is a valuable addition. 











Three hundred pages, size 614 by 914 inches—over 
150,000 words; 16 plates and maps; numerous charts 
and tables. 








Price: $3, postpaid (20% discount to subscribers 
for THE TRAFFIC WORLD). 


Only 1,000 copies made. Order at once. 


418 S. Market Street, Chicago, III. 
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said that situation had been ironed out by the Commission less 
than 30 days ago. 

Correspondence obtained by the Commission in its investi- 
gation of administration of the fourth section was brought to 
the attention of the committee by Mr. Ford who said it was 
“shot through” with big shippers beating at the doors of the 
railroads for fourth section relief. He also referred to reyenue 
tonnage and earnings of the western roads in support of his 
contention that the roads were in good condition and were not 
suffering. 

Representative Huddleston, of Alabama, asked about the 
Chicago, Milwaukee & St. Paul. Mr. Ford said it had not paid 
any dividends since 1917. 

Mr. Ford read a number of telegrams from various persons 
and organizations of Idaho to the effect that E. M. Sweeley, of 
Twin Falls, Idaho, formerly a member of the Idaho commission, 
did not reflect the Idaho viewpoint on the Gooding bill in his 
testimony before the committee last week. He read telegrams 
from the Caldwell Commercial Club and Caldwell Kiwanis Club 
refuting Mr. Sweeley’s testimony. He said the Idaho legisla- 
ture, after learning of Mr. Sweeley’s testimony, had passed a 
second memorial approving the Gooding bill and condemning 
Mr. Sweeley’s testimony, and that the legislature declared that 
it deeply resented the statement of “this unauthorized spokes- 
man,” and that it deplored his misleading statements. He said 
the members of the legislature from Twin Falls county repudi- 
ated Mr. Sweeley’s testimony, and that the master of the Idaho 
state grange said that Mr. Sweeley had no authority to speak 
for the farmers of Idaho. 

Mr. Ford said ‘there could be only one ground for an ad- 
verse report on the bill and that that would be that the com- 
mittee did not believe in water transportation and that it should 
be destroyed at the expense of the interior. 

The committee did not sit on the afternoon of February 3. 

Frank Lyon, counsel for the Luckenbach line, in his rebuttal 
testimony, February 4, said the discussion before the commit- 
tee indicated that the Gooding bill should be amended in “some 
minor particulars.” He said the provision calling for a public 
hearing in all cases and requiring the completion of all pending 
applications in twelve months should doubtless be changed to 
eliminate the public hearing and extend or eliminate the twelve- 
month limitation. 

“Whether the Commission should be continued in its broad 
power to grant exceptions to the fourth section in ‘special cases’ 
without limitation upon what that phrase covers is a matter in 
which the steamship company is not interested,” he continued. 
“What it wants is the power taken from the Commission or any 
other body to authorize railroads to charge less than reasonable 
rates for the purpose of limiting or destroying transportation by 
water.” 

Mr. Lyon said the principal question before the committee 
was whether or not the United States desired transportation by 
water. He said President Donnelly, of the Northern Pacific, 
had frankly stated that the interest that would be injured by 
failure to pass the Gooding bill was the water shipping interest. 
Mr. Lyon quoted figures on water and rail tonnage to support 
his contention that the water traffic was really a trifling matter 
as far as the railroads were concerned, and yet vital to the water 
lines. He said it was probably unnecessary to devote any time 
to the bugaboo of monopoly by water, adding that, with the sea 
an open highway for every tramp steamer, there could be no 
such thing as monoply by water. He said Congress must choose 
as to whether or not there should be water transportation. 

Mr. McCarthy, president of the Intermediate Rate Associa- 
tion, and Hugh H. Williams, of the New Mexico commission, 
made brief statements and Mr. Ford was cross-examined by the 
committee, bringing the hearing to a close so far as the pro- 
ponents and opponents were concerned. The committee was to 
hear Commissioner Esch. 

Mr. Williams said passage of the bill would not injure the 
railroads or any one else. He said the railroads were always 
frightened at any legislation that they did not write themselves, 
and that they had opposed many important pieces of railroad 
legislation and then approved such legislation later. He said the 
railroads wanted the law to remain as it was in the hope that they 
could obtain permission from the Commission to establish dis- 
criminatory rates. 

Representative Shallenberger, of Nebraska, asked Mr. Ford 
why the coast cities, which, he said, should be interested in 
water transportation, were opposed to the Gooding bill, while 
the intermountain country, away from the coast, was for it. Mr. 
Ford said it was the jobbing interests on the coast that were 
opposing the bill. He said the intermountain country was in- 


terested in having water transportation for the movement of its 
products. 


Representative Hawes, of Missouri, asked a number of ques- 
tions to develop. just what states, outside of the intermountain 
states, were for the bill. Mr. Ford referred to the witnesses from 
Tennessee and Mississippi who had appeared in favor of the bill. 
He also said the Oklahoma Cottonseed Crushers’ Association of 
Oklahoma City was for the bill. Mr. Hawes indicated that it 
was difficult for him to understand why, if there was sentiment 
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in favor of the bill in other parts of the country, that sentimen 
had not been represented before the committee. He askej 
whether the request of the backers of the bill was a loca] 
request. Mr. Ford insisted that the issue involved was a nationg] 
one, referring to the desirability of development of the interior 
by removal of freight rate discrimination. In the course of the 
discussion Mr. Ford remarked that when traffic managers were 
appointed for Chambers of Commece they usually came from 
the railroads. 


Mr. Hawes referred to the states of the 21 members of the 
committee and said he did not recall that support for the }jj 
had come for any of them. Mr. Ford referred to the testimony 
of Mr. Day of Boston as favoring the bill with certain amené. 
ments, but Chairman Winslow, of Massachusetts, indicated that 
he did not think Boston could be put in the light of supporting 
the bill. 

Commissioner Esch read a 58-page statement to the com. 
mittee February 5, setting forth the objections of the majority 
of the Commission to enactment of the Gooding bill. The 
following day he was to read a statement prepared by Con. 
missioner Campbell in support of the bill and submit to inter. 
rogation by members of the committee. Mr. Esch explained 
that eight members of the Commission opposed the bill, that 
two were non-committal, and that one favored it. 

Commissioners McChord and McManamy, Mr. Esch ex. 
plained, did not approve the statement of the majority against 
the bill, but did not particularize as to their objections and 
did not make any expression on the bill. Commissioner East- 
man, he said, did not agree to all the statement of the ma 
jority, but he was opposed to the bill. 

“To the best of our knowledge and belief there is no ne. 
cessity for such a revolutionary and drastic measure,” Com- 
missioner Esch told the committee. 

The first part of the statement of the majority of the 
Commission dealt largely with the history of administration of 
the fourth section down to the present time. Taking up the 
Gooding bill, in particular, Mr. Esch said: 


The bill which is now before your committee would deprive the 
Commission of much of the authority vested in it by the present 
Section 4 and make other important changes which would have a 
serious effect upon its administration and upon the transportation 
situation throughout the United States as a whole. 

The principal changes are contained in the proviso which author- 
izes the Commission to grant relief from the prohibition contained in 
the section, which proviso it is proposed to amend as follows: 

“Provided, That upon application to the Commission a common 
carrier may, after public hearing, be authorized by the Commission 
to charge less for longer than for shorter distances for the trans- 
portation of passengers or property only in a case where the route 
via the applicant carrier or carriers is longer than via the route of 
some rail carrier or rail carriers between the same points; but in 
exercising the authority conferred upon it in this proviso the Com- 
mission shall not permit the establishment of any charge to or from 
the more distant point that is not reasonably compensatory for the 
service performed; and if a circuitous rail line or route is granted 
authority to meet the charges of a more direct -rail line or rail 
route to or from competitive points and to maintain higher charges 
to or from intermediate points on its line, the authority shall not 
include intermediate points as to which the haul of the petitioning 
line or route is not longer than that of the direct line or route 
between the competitive points: Provided further, That the Com- 
mission may, with or without<hearing, upon its own motion or upon 
application of carriers or shippers, in cases of emergency such as 
drought or disaster, authorize during the continuance of said emerg- 
ency any common carrier or carriers to charge or receive a greater 
compensation for a shorter than for a longer distance. B 

‘Where any common carrier has, or common carriers have, in 
effect any rate, fare, or charge which is less for the longer than for 
the shorter distance between two points (the shorter being included 
within the longer distance), and which has been authorized by the 
Commission or as to which application was filed with the Commis- 
sion on or before February 17, 1911, and not yet acted upon by it, 
such rate, fare or charge shall not become unlawful (except by order 
of the Commission) until after twelve months following the passage 
of this amendatory act; nor shall such rate, fare or charge in effect 
via a circuitous rail carrier or rail carriers become unlawful if it 
shall have been authorized by order of the Commission, after public 
hearing, based on no less a showing than that upon which the Com- 
mission is herein authorized to grant relief: And provided further, 
That nothing in this section contained shall prevent the Commission 
from authorizing or approving departures from the provisions of this 
section in so far as applicable to import or export rates, including 
rates applicable to traffic coming from or destined to a possession or 
dependency of the United States or to a block system of express 
rates established by order or with the approval of the Commission 
or permitted by it to be filed.” ; 

The present Section 4 provides that the Commission may grant 
relief “in special cases after investigation.’”” The proposed section 
eliminates these words and provides that relief may be granted “after 
public hearing.’’ At present all applications are given a thorough 
examination and investigation. but hearings are not held in all 
cases as they are not considered necessary. The proposed bill 
requires a hearing in all cases except where applications are made 
to meet emergency conditions such as drought or disaster. , 

The pronosed bill would also deprive the Commission of authority 
to grant relief in all of the situations described above except the 
following: . 

(1) To carriers having circuitous routes as compared with other 
rail carriers. 

(2) In cases of emergency such as drought or disaster. : 

(3) In respect to export and import rates, including rates applic- 
able on traffic originating at or destined to a nossession or dependency 
of the Tnited States: and a block system of express rates. 

It also provides that rates, fares or charges that are lower for 
longer than for shorter distances between two points, the shorter 
being included within the longer, which have been authorized by 
the Commission or which are covered by applications filed with the 
Commission under the present section shall become unlawful after 
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What would you call the ideal freight? 


Alton 


Binghamton Brick ae 


Binghamton, 


Central Clay ae Co 


Alton nr 


How about these 8 characteristics? — don’t they 
combine just about everything you want? 
—goes straight through to destination in 


its original car 
—no re-handling 


—tough and durable 
—no breakage claims 


—not affected by weather 


—leaky cars can’t make trouble —is stacked by hand in the car 


—not attractive to thieves —no car-damage from dumping 


—no losses in transit ; / ; 
—will travel in most anything on wheels 


—flat cars, box cars, cattle cars, refrig- 
erator cars, coal cars, anything except 
hopper bottoms (and can even ride 
them in a pinch.) 


—is shipped in car load lots 
—‘“L. C. Ls.” are unknown 


—takes allowed overload : 
—no idle car-capacity 


HE freight that matches up with those eight characteristics is 
Vitrified Paving Brick, made by the 47 plants of the companies 
listed below. How many are in your territory? 


Each of these plants can be made into larger tonnage producers for you. 


Only the limited distance to which paving brick can be shipped and 
meet the competition of other materials hampers their use of railroad 
capacity. And railroads can profit by the greater spread of brick paving, 
because the substitute pavements are largely built of local materials, 
truck-hauled to the job. ‘ 


Paving Brick and Railroads are natural allies. 


Vitrified Paving 










35 CLEVELAND. 








OHIO 





Moberly Paving Brick Company 
Moberly, M 


Murphysboro Paving Brick Co. 
Murphysboro, Ill. 


Nelsonville Brick Co. 


0. 


(Distributors MACK Paving Brick) 
Wilkes-Barre, Pa. 


Cleveland Brick & Clay Company 
Cleveland, Ohio 


Clydesdale Brick & Stone Co. 
Pittsburgh, Pa. 


Coffeyville Vitrified Brick & TileCo. 


Coffeyville, Kans. 


Collinwood Shale Brick Company 
Cleveland, Ohio 


Nelsonville, Ohio 


Peebles Paving Brick Company 
Portsmouth, Ohio 


Purington Paving Brick Company 
Galesburg, Ill 


Southern Clay Mfg. Company 
Chattanooga, Tenn. 


Springfield ar Brick Company 
Springfield, I 


Francis Vitric Bri 


Boynton, Okla. 


Georgia Vitrified 
Augusta, Ga. 


Globe Brick Com 


East Liverpool, Ohio 


Hisylvania Coal Co. 
Columbus, Ohio 


Hocking Valley Brick Company 


Columbus, Oh 


Independence Paving Brick Co. 
Independence, 


Metropolis Paving Brick Co. 


Pittsburg, Ka 


Metropolitan Paving Brick Co. 


Canton, Ohio 


Mineral Wells Paving Brick Co. 
Mineral Wells, Texas 


ck Company lean. 
Brick & Clay Co. 


pany 

Ft. Worth, 

io 
Kans. 


nsas 





Sterling Bick y ~<A 


Streator Clay Mfg. Company 
Streator, Il. 


Thornton Fire Brick Co. 
Clarksburg, W. Va. 


Thurber Brick Company 


Texas 


Toronto Fire Clay Company 
Toronto, Ohio 


Trinidad Brick & Tile Company 
Trinidad, Colo. 


Veedersburg Paver Company 
Veedersburg, Ind. 


Western Shale Products Company 
Fort Scott, Kans. 


Westport Paving Brick Company 
Baltimore, Md. 
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twelve months from the passage of the amended section except 
where such rates, fare or charges have been authorized by order~of 
the Commission after public hearing based on no less a showing 
than that upon which the Commission is authorized under the pro- 
posed amendment to grant relief. ; 

I shall now undertake to discuss these various changes and will 
take up first the various classes of cases in which the granting of 
relief will be prohibited under the proposed bill, with a view to 
showing more fully the probable effect of the prohibition of such 
relief, 

It has been the policy of the Commission since the act was 
amended in 1910 to grant relief from the long-and-sort-haul pro- 
vision of that section to rail lines or rail-and-water routes to meet 
the competition of carriers by water or partly by rail and partly by 
water. Transportation of most commodities by water is much less 
expensive than by rail, and the rates charged are generally lower 
by water than by rail. It is therefore generally necessary for a 
rail line to make lower rates than it would charge ordinarily to 
obtain traffic subject to water competition. At present the most 
important situation where rail lines are operating lower rates for 
longer than for shorter distances to meet water competition is on 
the Pacific coast between the ports of Los Angeles, San Francisco 
and San Francisco Bay points, Calif., and Portland, Ore. 

The tonnage —. between these ports is considerable and there 
has always been very keen competition between the rail carriers on 
the one hand and water lines on the other, for this business. There 
are a number of first class water lines operating between these points 
which are probably unsurpassed in service and accommodations by 


any other vessels engaged in the coastwise trade, and their rates are 


considerably lower than the rates ordinarily charged by rail lines 
for hauls over distances involved. Among these may be mentioned 
the McCormick and Pacific Steamship companies, both of which 
operate between all of these ports. Our investigation of this and 
similar situations has clearly demonstrated two things: (a) That 
rates which are reasonable for rail lines are often so much higher 
than rates charged by water lines that the great bulk of the traffic 
moves by water; (b) that a railroad can haul at some benefit to 
itself certain commodities between water competitive points at rates 
lower than reasonable maximum rates, and yet, if forced to handle 
such commodities to and from intermediate points at the same 
rates, the effect upon its earning and financial condition might be 
very serious, if not disastrous. 

The distance by rail from San Francisco to Portland is 745 miles, 
and by water 749 miles. The present rate on canned goods, in car- 
loads, of the McCormick Steamship Company is 21 cents per 100 
pounds. The all-rail rate from San Francisco to Portland is 28% 
cents per 100 pounds, while higher rates are charged from San 
Francisco to intermediate points, ranging from 32 cents to $1.03 per 
100 pounds. The Southern Pacific, operating between San Francisco 
and Portland, now has an application pending before the Commission 
to reduce the rate on cann@d goods from San Francisco to Portland 
to 25 cents per 100 pounds, in carloads of 60,000 pounds. 


Under the proposed amendment it would be necessary for the 
rail line to reduce its rates at all points intermediate to Portland 
if it should desire to continue to meet water competition at that 
point, as the Commission would not be authorized to grant relief to 
charge lower rates to Portland than to intermediate points. It is not 
improbable that in that event the carrier would prefer to stay out of 
the Portland business rather than to sacrifice its rates at intermediate 
points, with the result that practically all the business between the 
coast points would go to the boat lines. This would not benefit the 
intermediate points in the least, but would reduce the revenues of the 
rail line and eventually might even be detrimental to the intermediate 
points. For, in the absence of any return on overhead or through 
traffic the revenue for operation, upkeep and maintenance, return 
on investment, and taxes must be derived from the earnings on 
intermediate traffic, and, if these should not be sufficient under 
existing rates, increased rates or impairment of service, or both, 
are eventualities which sooner or later must be considered. On the 
other hand, if the rail carrier is permitted to maintain rates between 
the ports sufficiently low to induce some of the traffic to move over 
its line, and at the same time earn some profit, the income derived 
from this traffic would contribute to the net earnings and place the 
carrier in a better financial condition to consider reductions in rates 
at intermediate points. If, therefore, it is necessary to maintain 
rates between these coast ports which are lower than reasonable 
maximum rates in order to obtain a sharé of the traffic, provided 
such rates are not lower than are necessary for this purpose and 
yield some profit over and above the cost of the service rendered, 
it is not clear that the existence of reasonable (but higher) rates to 
intermediate points constitutes undue preference of more distant 
points, or undue prejudice against the intermediate points, merely 
because the traffic between the ports must pass through such inter- 
mediate points. It may be stated, in passing, that if the effect of 
the prohibition proposed in this amendment should be the reduction 
of rates to intermediate points, wide differences would result in 
rates to such points, and other points in the same general territory, 
not intermediate on the routes between the ports. For example, the 
rate from San Francisco to a point 500 miles north thereof inter- 
mediate to Portland might be considerably lower than the rate to a 
point in some other direction. Also, points on branch lines or other 
lines not used between the ports would not be affected by such a 
prohibition and not being entitled by any provision of the law to 
rates lower than reasonable, might be charged rates considerably 
higher than rates to the points on main line intermediate to the 
ports, thus creating disparities which might be very harmful if such 
Points were in competition with those intermediate to the ports. 

Upon the whole, therefore, it is my opinion that every case of 
this kind should be decided upon its merits after investigation, 
rather than that any general prohibition should be made against 
the granting of fourth-section relief in any case where water compe- 
tition is involved. In expressing this opinion it should be understood 
that in the past four years the Commission has found it necessary to 
grant very little relief from the long-and-short-haul clause on this 
ground. Only four orders granting relief on account of water com- 


petition have been issued since February, 1920. These orders apply 
in the following cases: 


(a) Relief granted in Transcontinental Cases of 1922, 74 I. C. C. 
48, covering crude sulphur from Texas and Louisiana points to Cali- 
fornia and the north Pacific coast to meet water competition via 
Gulf ports and the Panama Canal. 

(b) Eastbound rates »n asphaltum, beans and canned goods, 
dried fruits and rice via the Southern Pacific’s rail-and-water route 
Gates to New York, granted in the Transcontinental Cases 
oO A 

(c) Rates on headings, staves and shooks from Belhaven, N. C., 
to Bayonne and Constable Hook, N. J. 

(d) Rates on lumber and other forest products from Mobile, 
Ala., to eastern and New England territories. 

Not only has there been very little relief granted from the long- 
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‘to be revised after the work has progressed to the point where the 
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and-short-haul clause upon the ground of water competition durj 
the last few years, but relief previously granted has been rescindg 
as to traffic to and from points on the Mississippi River which, fy 
years, had enjoyed rates lower than to and from intermediate points 
Most of the rates to Mississippi Valley points have been revised ty 
conform to the fourth section. The government barge line on th 
Mississippi and Warrior rivers at this time, therefore, is operating 
to only a very limited extent in competition with rail rates that ay 
in contravention of the long-and-short-haul clause and in the neg 
future practically all of the remaining cases of this kind will, by 
order of the Commission, be eliminated. 


Mr. Esch then discussed relief to meet market competition, 
citing examples of relief authorized for that reason. From the 
illustrations given, he said, it would be observed that in aj 
probability the net result of prohibiting fourth section relief 
in such cases would be that many shippers and carriers woul 
be prevented from meeting the competition of other shipper 
and carriers. He then referred to relief to carriers in poor 
financial condition, referring to the cases of the Tennessee 
Central, the Georgia, Florida & Alabama, the Gulf & Ship 
Island, the Orient and the Missouri & North Arkansas. He 
also discussed relief to carriers because of adverse operating 
conditions, and relief to maintain a group adjustment of rates, 
He said the bill disregarded the commercial and industrial con. 
ditions which had led to the establishment of group adjust. 
ments. He also set forth the majority’s objections to the pro. 
visions in the Gooding bill as to public hearings and the time 
limit of twelve months. He said it would be impossible for 
the Commission to hold hearings and pass on the numerous 


situations involved within the twelve-month period allowed. In 
conclusion, he said: 


Incidentally there are serious tariff difficulties and complexities 
to be taken into consideration. It is more than doubtful whether the 
Carriers could make even a recheck and revision of their rates 
within the twelve-month period, to say nothing of the compilation 
of such rates in suitable form for printing, and a considerable time 
would be required to print, post and file the thousands of schedules 


printing may be commenced. The effect of such a wholesale revision 
upon the business of the country would undoubtedly be very serious 
and cause general unsettlement, and in this connection I desire to 
quote the following from the report of Commissioner Hall, then chair- 
man of the Commission, to Hon. Ellison D. Smith, chairman of the 
Senate Committee on Interstate Commerce, made at Senator Smith's 
request when this bill was pending before the Senate: 

“Every industry in the country would be caught in the turmoil 
and the relationship of rates, so important a consideration to all 
producers, manufacturers and other shippers, would be thrown into 
such confusion and uncertainty as to arrest the commerce of the 
United States, both domestic and foreign. There is nothing in the 
situation of any particular section of the country which could pos- 
sibly warrant such profound disturbance of the commerce of this 
= During the year 1923 it aggregated nearly 50,000,000 
carloads. 

“If it still be the purpose of Congress, in considering this bill, to 
promote, foster and develop the free flow of commerce among the 
states and with foreign nations, and to provide the people of the 
United States with adequate transportation, then it must be recog- 
nized that this proviso, taken by itself, and in connection with the 


other new provisions of the bill, is incompatible with that purpose 
and must defeat it.’ 


_. To the best of our knowledge and belief there is no _neces- 
sity for such a revolutionary and drastic measure. There may be 
some situations, although they have not come to our attention, where 
there is urgent need for immediate action with respect to existing 
fourth-section departures. If there are any such, and they are 
brought to our attention, they will be given prompt investigation and 
consideration and disposed of as expeditiously as it is practicable 
to do so. Because there may be some such situation is no reason, 
however, why the entire rate structure of the United States should 
be required to be overhauled and readjusted within a period of 
twelve months. 


We have already pointed out that the great majority of the situa- 
tions in the United States in which fourth-section departures exist 
at present have been investigated and approved by the Commission, 
and that most of those which have not yet been passed upon are 
involved in procene pending before the Commission. From the 
passage of the amended fourth section on June 18, 1910, to the close 
of the period included in our annual report for 1924, there were filed 
with the Commission 12,639 applications for relief from the provisions 
of this section. Of this number 5,031 were filed under the amendment 
of June 18, 1910. Of these 11,572 have been entirely disposed of 
and 1,067 are pending. 

Up to the close of the previous fiscal year, October 31, 1923, 
12,513 applications had been filed with the Commission, of which 
11,273 had been entirely disposed of and 1,240 were pending. During 
the year ended October 31, 1924, 116 new applications were received 
and 299 were entirely disposed of. During the same period hearings 
were held on 666 applications, 
The applications disposed of cover rates and fares in every sec 
tion. of the United States. Generally speaking, those which are 
pending may _be said to cover only rates in central, trunk line and 
New England territories, southern territory and a portion of the 
southwest. They do not by any means include all of the rates 
within, those territories, most of which have been passed on. For 
example, class rates in central and New England territories have 
been passed on and revised to conform to the fourth section except 
where relief has been granted by the Commission. Hearings havé 
also been held on class rates in eastern trunk line territory and an 
order entered denying the applications covering these rates. They 
have not been revised, however, as they are included in a general 
investigation instituted by the Commission on its own motion at the 
request of many shipping interests and carriers in that section. 
Many of the class rates in southern territory have also been revise 
to conform to the fourth section except where authorized by orders 
of the Commission. All of these have rot been revised, however, a8 
they are also included in an investigation instituted by the Com- 
mission on its own motion at the joint request of shippers and car- 
riers. Hearings on these rates have been held, briefs filed and arsu- | 
mert had, and matter is now before the Commission for final deter- 
mination. The decision in this case will result in the complete el 
vision of all class rates within southern territory and between tha 
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territory, on the one hand, and central, trunk line ard New Eng- 
land territories, on the other, except where relief may be granted 
by the Commission. ‘ 

The rates on many commodities within these territories have 
also been revised to conform with the fourth section except where 
relief has beer granted by the Commission. However, a complete 
revision of commodity rates cannot be made until after a revision 
of the class rates. The carriers in all of the territories mentioned 
are now engaged in the work of revising some of these rates, and 
the Commission is keeping in touch with this work with a vitw to 
seeing that there is ro undue delay in bringing it to a_ conclusion. 

We have endeavored to show in this statement that the proposed 
bill will establish an inflexible rule for the construction of rates and 
passenger fares which will make distance alone the basis for trans- 
portation charges. It has been the practice and custom of the rail- 
roads since their corstruction to give consideration to economical 
and commercial conditions as well as the element of distance in 
pre - aneny A charges for transportation. In this way competitive 
conditions have been preserved and a free and unirterrupted flow of 
commerce maintained. Under the present fourth section the Com- 
mission is authorized to grant relief in proper cases to continue the 
construction of rates on this basis within reasonable limitations, and 
we have endeavored to exercise this discretion in the public interest 
and in accordance with the letter and spirit of the act as a whole. 
The proposed amendment would lay down a rigid rule from which 
there would be no departures in cases where, if such a rule had been 
in effect in the past, irreparable injury would have occurred. What 
has occurred in the past is likely to occur in the future and the 
discretion to deal with similar situations that may develop here- 
after should not be withdrawn. We can see no occasion, therefore, 
for the passage of this bill, the only effect of which is to bring about 
an inflexible rate structure which instead of promotirg will be more 
likely to retard the commerce of the country. For these reasons we 
regard the proposed amendment as an unwise measure and are 
unable to give it our approval. 


Hearings were closed the afternoon of February 6 by the 
committee, which sat through until 1:30 p. m. Commissioner 
Esch, after reading’ Commissioner Campbell’s statement in sup- 
port of the bill, was questioned by committee members. Pro- 
ponents of the bill said they believed Commissioner Campbell 
should be called as a witness if any member of the committee 
wished to cross-examine him on his statement, but no member 
expressed any desire to do that, and the hearing was closed 
without Campbell being called. The committee will meet in 
executive session next Tuesday, at which time it is expected 
it will fix the time for consideration of the bill by the com- 
mittee in executive session. 


TRAFFIC CLUBS 


(The following list of traffic clubs will be published from time 
to time. We ask that readers notify us of any errors or of any 
changes or additions of which they have any knowledge.) 

- Akron, O.—Traffic Study Club of Akron. W. R. Garrison, 
Pres.; E. H. Russell, Secy. and Treas. 

Akron (O.) Traffic Association. H. J. Zimmerman, Pres.; 
H. L. Sovacool, Secy. 

Atlanta—Traffic Club of Atlanta. J. W. White, Pres.; 
T. B. Curtis, Secy.-Treas. 

Augusta (Ga.) Traffic Club. H. H. Stafford, Pres.; G. D. 
Bailey, Secy.-Treas. 

Baltimore—Traffic Club of Baltimore. T. E. Carson, Pres.; 
C. C. Kailer, Secy. 

Battle Creek (Mich.) Traffic Club. E. C. Nettels, Pres.; 
Eugene Wallace, Secy.-Treas. 

Birmingham (Ala.) Traffic and Transportation Club. J. W. 
Stanfiel, Pres.; W. G. Kidd, Secy. 

Boston, Mass.—The Association of Railway and Steamboat 
Agents of Boston. F. W. Briggs, Pres.; W. M. Macomber, 
Secy.-Treas. : 

Brooklyn—tTraffic Club of Brooklyn, Chamber of Commerce. 
R. D. Simons, Pres.; F. E. Grace, Secy.-Treas. 

Buffalo—Industrial Traffic Club of the Niagara Frontier. 
R. M. Leith, Pres.; C. L. Sager, Secy. 

Buffalo Transportation Club. W. S. Randolph, Pres.; M. B. 
Mason, Secy. and Treas. 

P Chicago Traffic Club. G. A. Blair, Pres.; H. E. Mac Niven, 
ecy. 

Chicago, Junior Traffic Club of. C. W. Webster, Pres.; 
E. C. Hansen, Secy. 


Cincinnati Traffic Club. R. E. Smith, Pres.; Robert McDow- 
ell. Secy. 


P Cleveland Traffic Club. A. Z. Baker, Pres.; R. A. Morman, 
ecy. 

Cortland, N. Y.—Industrial Traffic Club of Cortland. H. B. 
Darling, Chairman; P. F. McManus, Secy. 

Dayton, O.—Miami Valley Traffic Club. H. T. Ratliff, Pres.; 
M. T. Otto, Secy. 

Dallas Traffic Club. W. H. Hitzelberger, Jr., Pres.; A. J. 
Stone, Secy.-Treas. 

Decatur (Ill.) Transportation Club. L. F. Boss, Pres.; 
R. F. Watt, Secy. 

Des Moines Traffic Club. C. L. Epley, Pres.; B. R. Harris, 
Secy.-Treas. 


Denver Traffic Club. F. B. Choate, pres.; C. B. Rader, Secy. 
and Treas. 

Denver Commercial Traffic Club. A. M. Hays, Pres.; C. J. 
Hotchkiss, Secy.-Treas. 


- Detroit Traffic Club. W. C. Cowling, Pres.; G. W. Musson, 
ecy. 
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Elmira (N. Y.) Traffic Club. L. T. Barnes, Pres.; M. J. Wi, 
son, Secy.-Treas. 

El Paso Traffic Club. B. F. Littleton, Pres.; C. W. Water. 
man, Secy.-Treas. 

Erie Traffic Club. F. O. Johnson, Pres.: M. W. Eisman, 
Secy. 

Evansville (Ind.) Transportation Club. W. J. Popp, Pre: 
H. K. Rogers, Secy.-Treas. 

Flint (Mich.) Transportation Club. E. D. Grinnell, Pres,; 
J. E. McKenna, Secy. and Treas. 

Fort Wayne, Ind.—Traffic Transportation and Waterways 
Bureau of the Chamber of Commerce. J. A. Curtin, Chairman; 
E. J. Lennart, Vice-Chairman. 

Fort Worth Traffic Club. F. G. Abbey, Pres.; I. S. McCon. 
nell, Secy. 

Franklin, Pa.—Oil City-Franklin Traffic Club. J. D. Quin, 
Pres.; L. A. Martin, Secy. 

Freeport, Ill.—Greater Freeport Traffic Club. W. H. Jenner, 
Pres.; F, F. Pepperdine, Secy. 

Grand Rapids Traffic Club. Edwin Stokoe, Pres.; V. Van 
Brocklin, Secy. 

Hartford Traffic Association of Hartford (Conn.) and Vi. 
cinity. W. P. Price, Pres.; O. R. Peterson, Secy. and Treas. 


Houston Traffic Club. C. B. Fox, Pres.; A. R. Canfield, 
Secy. 


Indianapolis—The Traffic Club of Indianapolis. J. G. Krae. 
mer, Pres.; H. L. Smith, Secy. 


Jackson (Mich.) Transportation Club. H. W. Hewson, 
Pres.; W. A. Kern, Secy. 

Jacksonville Traffic Club. O. H. Page, Pres.; Jesse Pollett, 
Secy.-Treas. 

Jamestown, N. Y.—Traffic Club of the Jamestown Chamber 
of Commerce. Archie Turk, Pres.; G. L. Hilliard, Secy. 

Jersey City Traffic Club. Warren Gordon, Pres.; J. J. Cul 
lington, Secy. 


Kalamazoo Traffic Club. A. H. Bock, Pres.; H. W. Moore, 
Secy. 


Kansas City Traffic Club. L. E. Ayer, Pres.; Peter J. 
Rose, Secy.-Treas. 


Lancaster, Pa.—Traffic Club of Manufacturers’ Assn. J. W. 
Peters, Chairman; A. J. Kohler, Secy. 

Lansing (Mich.) Traffic Club. J. C. Van Norstrand, Pres.; 
C. V. Colvin, Secy. ‘ 

Little Rock (Ark.) Traffic Club. Max Mayer, Pres.; J. A. 
Lee, Secy.-Treas. 

Los Angeles Transportation Club. G. D. Harmon, Pres.; 
A. T. Smith, Secy.-Treas. 


Louisville Transportation Club. A. M. Stevens, Pres.; W. 1. 
Vandenburg, Secy. 


Mansfield (O.) Traffic Managers’ Division of the Manufac- 
turers’ Club. C. K. Smaltz, Chairman; W. T. Leonard, Secy. 

Marion (O.) Traffic Club. A. R. Tennis, Pres.; S. D. Ross, 
Secy. and Treas. 


Memphis Traffic Club. H. W. Stigler, Pres.; H. H. Schutt, 
Secy. 


Milwaukee Traffic Club. F. C. Bryan, Pres.; A. C. Uecke, 
Secy. and Treas. 


Minneapolis Traffic Club. A. A. D. Rahn, Pres.; W. W. Gib- 
son, Secy. 


Mobile Traffic and Transportation Club. H. E. Warren, 
Pres.; T. C. Schley, Secy. 

Nashville, Tenn—The Traffic Club of Nashville. R. D. Her 
bert, Pres.; Earl Roach, Secy. 


Newark Traffic Club. G. W. Shannon, Pres.; R. W. Tims, 
Secy. 

New England Traffic Club, Boston. F. W. Hunt, Pres.; 
P. L. Stuart, Secy. 

New Orleans, Traffic Club of. J. M. Cousins, Pres.; W. G. 
Yung, Secy. 

New York Traffic Club. W. A. Schumacher, Pres.; C. A. 
Swope, Secy. 

New York, N. Y. Traffic Club of the Queensboro Chamber 
of Commerce. E. J. Tarof, Pres.; P. W. Moore, Secy. 

New York, N. Y.—American Commerce Association Traffic 
Club. S. E. Hughes, Pres.; F. N. Tillier, Secy. 

New York, N. Y.—Railway and Steamship Traffic Associa 
tion. N. E. H. Allen, Pres.; H. V. Ferrer, Secy. : 

Norfolk and Portsmouth (Va.) Traffic Club. D. A. Dashiell, 
Pres.; S. D. Hathamay, Secy. 

Oklahoma City Traffic Club. T. B. Hendrick, Pres.; L. M. 
Voss, Secy.-Treas. 

Paris (Tex.) Traffic Club. J. K. Dirmeyer, Pres.; C. E. Cox, 
Secy.-Treas. 

Pennsacola (Fla.) Traffic and Transportation Club. A. L. 
Reinschmidt, Pres.; P. W. Reed, Secy. 

* Peoria Transportation Club. O. F. Becker, Pres.; O. B. Eddy, 

Secy.-Treas. 

Philadelphia Traffic Club. R. C. Smith, Pres.; W. H. Mont- 
gomery, Secy. 
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(3) Storage and distribu- 
tion charges in any part of 
Great Britain. * 


For full information, address: 
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Philadelphia—Commercial Traffic Managers of Philadelphia, 
C. A. Bamberger, Pres.; T. Noel Butler, Secy. 

Philadelphia—Philatra Traffic Association. C. C. Slothower, 
Pres.; C. H. Beard, Secy. 


Pittsburgh Traffic Club. H.H. Gray, Pres.; A. H. Orr, Secy. 


Pittsburgh, The Traffic and Transportation Association of. 
H. A. Dietz, Pres.; E. J. Siemon, Secy. 

Port Huron, Mich. —St. Clair River District Transportation 
Club. W.H. Markle, Pres.; F. W. Dunkel, Secy. 

Portland (Ore.) Industrial Traffic Club. Walter Rose, Pres.; 
Frank Kensinger, Secy. 

Portland (Ore.) Transportation Club. H. H. Keck, Pres.; 
F. O. Curtis, Secy.-Treas. 

Providence, R. I.—tTraffic Club of the Providence Chamber 
of Commerce. J. H. Hanley, Chairman; E. C. Southwick, Secy. 

Richmond (Va.) Traffic Club. Ww. Cc. Hull, Pres.; R. A. 
Saunders, Secy. 

Rochester, N. Y.—Traffic Council of the Rochester Chamber 
of Commerce. W. H. Hartwig, Chairman; F. W. Burton, Secy. 


St. Louis Traffic Club. B. H. Daily, Pres.; S. E. Wilson, 
Secy. 


St. Paul Transportation Club. L. R. Capron, Pres.; C. A. 
Liggett, Secy. 


San Antonio (Tex.) Traffic Club. Wallace Carnahan, Jr, 


Pres.; R. L. Gohmert, Secy.-Treas. 


San Francisco Transportation Club. J. C. Rohlfe, Pres.; 
H. G. Ilderton, Secy. 


San Francisco-Pacific Traffic Association. R. S. Busby, 
Pres.; R. H. Burke, Sécy. 
Savannah Traffic Club. M. B. Nichols, Pres.; J. W. Morgan, 


Secy.-Treas. 
Seattle Transportation Club. R. C. Johnston, Pres.; C. N. 
Compton, Secy.-Treas. 


Shreveport (La.) Traffic Club. J. N. Campbell, Pres.; H. L. 
Viser, Secy. 

Sioux City Traffic Club. E. P. English, Pres.; L. V. Clark, 
Secy.-Treas. 

South Bend (Ind.) Traffic Club. J. P. Stahr, Pres.; G. W. 
Orewiler, Secy.-Treas. 

Springfield (Mass.) Traffic Club. C. L. Guest, Pres.; B. A. 
Hapgood, Secy.-Treas. 

Spokane Transportation Club. E. L. Cardle, Pres.; F. J. 
Greene, Secy.-Treas. 

Stark County (Ohio) Traffic Club. T. B. Ray, Pres.; L. D. 
Ellis, Secy. 
P Syracuse Traffic Club. N. D. Chapin, Pres.; F. M. Varah, 

ecy. 


Toledo Transportation Club. L. G. Macomber, Pres.; W. J. 
Chisholm, Secy. 


Trenton (N. J.) Traffic Club. J. G. Brady, Pres.; G. B. 
Mace, Secy. 

Troy, N. Y.—The Traffic Club, Inc., of Troy. W. J. Cipperly, 
Pres.; G. S. Glass, Secy. 

Tulsa, Okla.—Transportation Club of Tulsa. H. W. Roe, 
Pres.; R. R. Trimble, Secy. 

Tuscarawas County (Ohio) Traffic Club. John Ihnot, Pres.; 
H. B. Bodenhamer, Secy. 

Twin City Traffic Club (St. Joseph and Benton Harbor 
(Mich.) B. S. Barnes, Pres.; G. E. Riley, Secy. 

Utica (N. Y.) Traffic Club. R. F. King, Pres.; C. E. Dar. 
rigrand, Secy. and Treas. ; 
. Waco Traffic Club. R. L. Goebel, Pres.; J. D. Hughett, Secy,- 
reas. 

Washington Traffic Club. S. R. Bowen, Pres.; R. F. Rich- 
ardson, Secy. 


Wheeling (W. Va.) Traffic Club. P. M. Neigh, Pres.; S. C. 
Williams, Secy. 


Wichita Falls (Tex.) Traffic Club. A. A. Spencer, Pres.; 
J. W. Chatham, Jr., Secy.-Treas. 

Wichita Traffic Club. H. L. Low, Pres.; 
Secy. 

Windsor, Ontario, Can.—Border Cities Transportation Club. 
D. J. Bourke, Pres.; E. H. Cooper, Secy.-Treas. 

Worcester (Mass.) Traffic Association. F. A. Champagne, 
Pres.; J. H. Lane, Secy. 

York (Pa.) Traffic Club. S. B. Drenning, Pres.; G. E. Gart- 
man, Secy. 


Youngstown (Ohio) Traffic Club. C. P. Fairbanks, Pres.; 
P. B. Wait, Secy.-Treas. 


K. C. Parkhurst, 


CONSTRUCTION OF LINES 


The Chicago & North Western has been authorized to con- 
struct a branch line of railroad in Gogebic and Ontonagon 
counties, Mich., extending from Beaton in a general northerly 
direction for 7.8 miles. The Commission said the purpose of 
the branch was to permit the exploitation of 45,000 acres of 
timberland. 

The Manistee & Repton has been authorized to extend its 
line from a point near Snider, Ala., to Jones Mill, Ala., a 
distance of 1.25 miles. The purpose of the line is to provide 
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better service for Jones Mill, and to increase the carrier’s rey. 
enues, the Commission said. 

The Commission has issued a certificate authorizing the 
New York, Philadelphia & Norfolk Railroad Company and Penn. 
sylvania Railroad to construct a line in Princess Ann and Norfolk 
counties, Va. The new line is to extend from a point on Chesa- 
peake Bay near the mouth of Little Creek in Princess Ann 
county southwesterly to a point on the Norfolk & Western at or 
near St. Julian avenue in the city of Norfolk, Va., a distance of 
5 miles. The Pennsylvania, the Commission said, operated into 
Norfolk from the north by means of passenger steamers and 
freight car floats applying between the terminals on the Eliza- 
beth River at Norfolk and at Cape Charles on the Peninsula east 
of Chesapeake Bay. The applicant said the proposed route would 
be more expedious and economical to operate than the present 
route and would provide the room necessary to expand trackage 
and facilities at Norfolk as future business might require. The 
cost of the entire project is estimated at $3,299,740. The Penn- 
Sylvania will advance the funds and the N. Y. P. & P. will reim- 
burse the parent company either in cash or securities. 


JOINT ISSUING TARIFF AGENTS 


Following is a list of tariff publishing agents, compiled from the 
files of the Interstate Commerce Commission. It will be published 
from time to time and subscribers are requested to inform us of any 
inaccuracies or omissions noticed by them. The fact that a name is 
shown in this list does not necessarily indicate that the agent bearing 
that name is active, or even still living, but merely that there has 
never been occasion to reissue the tariff, 

The agents have been classified according. to the types of pub- 
lications or the association they represent. he names of some of 
these agents could be placed in several of these groups. This has 
been avoided and their names apocer only under the group in which 
they are most frequently associated. 


CLASSIFICATIONS: 
Official Classification Committee, F. W. Smith, New York, 
Y 


Southern Classification Committee, E. H. Dulaney, Atlanta 
Ga. 

Western Classification Committee, R. C. Fyfe, Chicago, Ill 
MAJOR FREIGHT ASSOCIATIONS: 

Atlanta Freight Tariff Bureau (S. E. Frt. Assn.), J. H. 
Glenn, Atlanta, Ga. 

Canadian Freight Association (Eastern), G, C. Ransom, 
Montreal, Que. 

Canadian Freight Association (Western), F. W. Thompson, 
Winnipeg, Man. 

Central Freight Association Tariff Bureau, B. T. Jones, 
Chicago, IIl. 

Eastern Freight Tariff Bureau (N. E. & T. L.), H. Wilson, 
New York, N. Y. 

Louisville Freight Tariff Bureau (S. E. Miss. V. Assn.), 
F. L. Speiden, Louisville. Ky. 

New England Freight Association Tariff Bureau, Frank 
Van Ummerson, Boston, Mass. 

North Pacific Coast Freight Tariff Bureau, S. J. Henry, 
Seattle, Wash. 


Pacific Freight Tariff Bureau, F. W. Gomph, San Francisco, 
Calif. 


Southwestern Freight Bureau, F. A. Leland, St. Louis, Mo. 
Transcontinental Freight Bureau, R. H. Countiss, Chicago, Ill. 
Trunk Line Tariff Bureau, H. Wilson, New York, N. Y. 

Western Trunk Line Committee, BE. B. Boyd, Chicago, Ill. 


MINOR FREIGHT ASSOCIATIONS: 


Atlantic Seaboard Freight Bureau (Coastwise Senin 
Lines’ Tariff Bureau), Wm. J. Sedgman, New York, N. Y. 

Colorado and New Mexico Freight Bureau, H. A. Johnson, 
Denver, Colo. 

Colorado-Utah Freight Bureau, Fred Wild, Jr., Denver, Colo. 

Illinois Freight Association, C. W. Galligan, Chicago, Ill. 

New Orleans Freight Tariff Bureau (Gulf ports), W. P. 
Emerson, New Orleans, La. 

Richmond Freight Tariff Bureau (Associated Raiiways of 
Virginia and the Carolinas), J. J. Cottrell, Richmond, Va. 

Texas-Louisiana Freight Tariff Bureau (Texas F. T. B.), 
A. C. Fonda, Dallas, Tex. 

Utah Freight Bureau, J. A. Reeves, Salt Lake City, Utah. 

Virginia Lines (Virginia ports and cities), A. P. Gilbert, 
Richmond, Va. 
LOCAL (SWITCHING AND TERMINAL TARIFFS): 

Chicago Standing Switching Committee, L. A. Lowrey, Chi- 
cago, Ill. 

Nashville Terminals, L. G. Waldrop, Nashville, Tenn, 

New York Dock, T. C. Morrison, Brooklyn, N. Y. 

Oregon, M. C. Strawn, Portland, Ore. 

Wood River District Lines, H. G. Powell, Alton, Ill. 


RAILWAY AND FAST FREIGHT DISPATCH LINES (BILLING 
BOOK; INDEX; SWITCHING AND TERMINAL TARIFFS): 


Blue Ridge Despatch (C. & O. Ry.), R. H. Vaughan, Cin- 
cinnati, O. 
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LACKAWANNA RAILROAD 


Through Merchandise Service from all Greater New York and 
New Jersey Stations to Principal Distributing Centers Enumerated Below 


Loaded into Through Cars and Dispatched from New York Transfer Without Delay 

































TO FROM " 

* Binghamton Second Morning ¢ oe Corresponding Service 
Buffalo ” ” enia . ° 
i aac given to shipments loaded 
Chicago Fourth ™ Boonton to the platforms of connect- 
Cincinnati ” ” Delawanna ia * ~ 
Cleveland Third on Harrison ing roads destined to points 
Columbus: Fourth ” Hoboken City : 
Curtains a * eiecieus ase Ceabened beyond those named herein. 
Council Bluffs Seventh » Jersey City ae 
Decatur fourth” * Lyndhurst Similar service is effec- 
Denver Ninth ” Newark : 7 f 
Des Moines Sieth ” Orange tive via Lackawanna from 

dle ” H ° . 

ronal Louis Fourth ” sone Philadelphia and other 
Elmira " Second =» Watsessing Reading Railroad ints 
Erie Third ms And other New Jersey points g i itt , 
Fort Erie Second» 35th St also from points on the 
Fort Wayne Fourth ” arlem Transfer 
Fostoria Third ” 


Central Railroad of New 
Jersey, via Scranton, Pa. 

Transfer; also from Boston 
Kansas City Sixth =n f piongisiandcity  yja Boston & Maine-Dela- 
— aa + 4 ‘ H/ lest. ware & Hudson and Bing- 
—_— i mae = 1 £ ' c > seoryn  hamton, and via New York, 


@ Eastern Dist. 
Minneapolis Seventh n f 


Grand Rapids Fourth ” 
Indianapolis ” ” 
Ithaca Second Afternoon 
Jackson Fourth Morning 














ae porte § is Terminal New Haven & Hartford and 
uncie our ” A 
Nashville Fifth =o” 5 —__¥ rier 54 _Sewallaboot Port Morris, N. J. 
) b 

Omaha Seventh eee (Fier Billa 
Perinat Mermdag Zz pint Docks Daily passing reports in 
Pittsburgh ‘Third =o Uy the possession of all Lacka- 
Port Huron ” ” l BROo s 
Portiend fourteenth Y] ‘hc. 7, wanna Agents enable imme- 
Rochester Second ” yf +y * im 
Saginaw Fourth on Yf a diate and complete infor- 

i 1 ” ” 25th St. © 
antes weak x TRANSFER Beushdocks mation to customers. 
SanFrancisco Fifteenth 
Seattle Fourteenth » 4 . 
Scranton Second ” e * . 
— ere Not Necessary to Designate Any Special Station, 
Syracuse Second ” ° . 
Toledo ia © Pier or Train. 
Toronto Third ” 





Utica Second 9 Simply Route “LACKAWANNA” 
**-First Morning from New York Piers and Hoboken City., 










The foregoing diagram has proved of ines- ments, facilitation of tracing; prompt turn- 


timable value to the Trade, showing as it does over of investment. 
what the Lackawanna Railroad is doing in the 1 el . 
way of assembling shipments into through If any other locality is interested in move- 
cue ter Che dettinaiines nated. ment of 10,000 Ibs., or more, of merchandise 
per day from New York, Metropolitan District, 
Advantages: Quick service, advance infor- the Lackawanna will consider inauguration of 






mation to agents concerning location of ship- 





through merchandise car therefor. 










LACKAWANNA AGENCIES ST. PAUL 


605 Pioneer Building 














BOSTON, DETROIT, NEWARK, SAN FRANCISCO, 

80 Federal Street 1st National Bank Bldg. 786 Broad Street 823 Monadnock Bldg. 
BROOKLYN, EASTON, PA. NEW HAVEN, SCRANTON, 

32 Court Street 402 Northampton Street 39 Church Street Lackawanna Station 
BUFFALO, INDIANAPOLIS, NEW YORK CITY, SEATTLE, 

Lackawanna Terminal 410 Guaranty Building 302 Broadway 1312 L. C. Smith Bldg. 
CHICAGO, KANSAS CITY, PHILADELPHIA, SYRACUSE, 

111 West Jackson Blvd. Railway Exchange Bldg. 1302 Finance Building Lackawanna Station 
CINCINNATI, MILWAUKEE, PITTSBURGH, TOLEDO, 

4th National Bank Bldg. 1316 Majestic Building 428 Park Building 438 Nicholas Building 
CLEVELAND, MINNEAPOLIS, ST. LOUIS, TORONT 


308 Park Building 








0, 
Metropolitan Life Bldg. 112 North 4th Street 1602 Royal Bank Bldg. 
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Continental Line, Central State Dispatch (B. & O. R. R.), 
A. M. Schubert, Cincinnati, O. 

Empire Line (N. Y. C. R. R.), M. S. O’Connor, Cleveland, O. 

Kanawha Dispatch (C. & O. Ry.), T. Lewis, Cincinnati, O. 

Lackawanna Fast Freight Lines (L. S.-L. L.), (M. C.-L. L.), 
(P. M.-L. L.), Nat. Duke, New York, N. Y. 

Lehigh Valley Route (eastbound), (L.S.-L. V.), (M. C.-L. V,), 
(P. M.-L. V.), T. Clem Beck, New York, N. Y. 

Louisiana Lines (S. P. Ry.), Chas. S, Fay, New Orleans, La. 

Merchants Despatch (N. Y. C. R. R.), (N. Y. C. R. R. & 
W. S. R. R.), (Can. Sou.), M. S. O’ Connor, Cleveland, O, 

Ontario Central Despatch (M. C. R. R.), J. B. Stewart, New 
York, N. Y. 

Pennsylvania System (Index), R. H. Smith, Pittsburgh, Pa. 


Star Union Line (Basing & Billing Book), R. H. Smith, 
Pittsburgh, Pa. 


MISCELLANEOUS PUBLICATIONS: 

American Short Line Railroads (Reoonsigning and Diver- 
sion Rules; also Weighing and Reweighing of Carload Freight 
Rules for Certain Short Line Railroads), B. H. Henshall, Wash- 
ington, D. C. 


Canadian Car Demurrage Rules, W. J. Collins, Montreal, Que, 
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Central Electric Traffic Association, L. E. Earlywine, Indi- 
anapolis, Ind. 

Coal Tariffs (Ohio and Pennsylvania), F. V. Davis, Colum. 
bus, O. 

Electric Package Agency, J. Jordan, Cleveland, O. 

Explosives and Dangerous Articles, B. W. Dunn, New York, 
N. Y. 
National Perishable Freight Committee, R. C. Dearborn, 
Chicago, Ill. 

Official Freight Tariff Directory, G. B. Guthrie, Wash- 
ington, D. C. 

Open and Prepay Station List, F. A. Leland, St. Louis, Mo. 

Pacific Car Demurrage Bureau, R. C. Mulholland, San Fran- 
cisco, Calif. 


Railway Equipment Register, G. P. Conard, New York, N. Y. 
Rail-Water Lines: 

Tank Car Gauge Book, E. B. Boyd, Chicago, Ill. 

Eastern and interior eastern points to southern points, 
J. B. Sweeny, Baltimore, Md. 

Mississippi Warrior Service, W. M. Hough, New Orleans, La. 

Morgan Line (S. P. Co.), C. W. Owen, Houston, Tex. 

New York Harbor (inland marine and trans-marine corpo 
rations), L. Agnew Myers, Washington, D. C. 


Docket of the Commission 





Note. Items In the Docket marked with an asterisk (*) are new, 
having been added since the last Issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change In 
this Decket will be noted elsewhere. 


February 9—Philadelphia, Pa.—Examiner Fuller: 
16356—Krupp Foundry Company vs. Southern Ry. et al. 


February 9—Washington, D, C.—Examiner Wagner: 


— Cotton Company vs. Blue Ridge Ry. 
et ai. 


February 9—St. Louis, Mo.—Examiner Weaver: 
i ae | _— County Milling Company et al. vs. Butler County 
. et al. 


February 9—Chicago, Ill.—Examiner Gaddess: 


1. and S. No. 2300—Ashes and cinders between Indiana Harbor Belt 
R. R. points. 


16446—Horder’s, Incorporated, vs. Canada Atlantic Transit Co. 
of the U. S. et al. 
i a 9—Little Rock, Ark.—Examiner Gault: 


—wor se 6 Oil & Paint Company et al. vs. Director General, 


. & O. R., et al. 
I, and S. No. 2297—Fertilizers from Little Rock-Ft. Smith territory 
to El Paso, Tex., group. 
February 9—Lynchburg; Va.—Examiner Carter 
16122—Traffic Bureau-Chamber of Commerce vs. Southern Rail- 
way et al. 
February 9—Boise, Idaho—Examiner Flynn: 
1. and §. No. 2270—Grain between Idaho, Washington and Pacific 
Coast Points, 
February 9—Indianapolis, Ind.—Examiner Disque: 
16308—. 


In the matter of intrastate rates on bituminous coal within 
the state of Indiana. 


15 Sub. Nos. 10, 12, 13 and 14—Hub Coal Company et al. vs. 
abash Ry. et al. 


16120—(and Sub. Nos. 1 to 4, incl.)—Peoples Coal & Material Co. 
et al. vs. Wabash Ry. et al. 

bas ney a 7 and 8—W. M. Smith & Co. et al. vs. C. & ELL. 

. Re ‘ 
February 9—Washington, D. C.—Examiner Turner: 

Finance No. 3744—Excess income of the Georgia, Southwestern & 
Gulf Railroad. 

February 9—Washington, D, C.—Examiner Gibson: 

Val. Dkt. No. 340—In re the tentative valuation of the properties of 
the Buffalo & Susquehanna R. R. Corp.; Wellsville, Coudersport 
— Pine Creek R. R. Co, and the Addison and Susquehanna R. R. 

0. 
February 10—Houston, Téxas—Examiner Seal: 
16190—The Texas Company vs. Abilene & Southern Ry. et al. 
February 10—Roanoke, Va.—Examiner Carter: 

Portions of Fourth Section App. No. 928—Filed by Virginian Ry., 
in re rates on grain, grain products and grain by-produets from 
St. Louis, Mo., to local stations on the Virginian Ry., etc. 

16220—The Was-Cott Corporation vs. K. G. J. & E. R. R. et al. 


February 10—Philadelphia, Pa.—Examiner Fuller: 
16343— 


; — I, duPont de Nemours & Company vs. H. & B. V. Ry. 
€ 
February 10—Pierre, South Dakota—Examiner Mackley: 
1 Board of R. R, Commissioners of the State of South Dakota 
vs. ©. & N. W. Ry. et al. 
February 10—New York, N. Y.—Examiner Sharp: 
onan Babcock & Wilcox Company vs. Director General, P. R. 
et al. 
February 10—Chicago, Ill—Examinér Gaddess: 
I. and S. No, 2280 (and first supplemental order)—Tin cans, C. F. 
A. points to Michigan, Minnesota and Wisconsin. 
February 10—Meridian, Miss.—Examiner Smith: 
16352—The Sturges Company et al. vs. A. & V. Ry. et al. 
February 11—Harrisburg, Penna.—Public Service Comm. of Penna.: 
‘Finance No 445@—In the matter of the joint application of the 
Buffalo, Bradford & Pittsburgh R. R. Co. and the Erie R. R. Co. 
for a certificate of public convenience and necessity, authorizing 


the abandenment of that portion of the Bradford’s Company 
Railroad between Crawford Jct., Pa. and Alton, Pa. 


February 11—Philadelphia, Pa.—Examiner Fuller: 

16320—Congoleum Company, Inc., vs. C. & N. W. Ry. et al. 

February 11—Washington, D. C.—Examiner Sweet: 

Val. Dkt. No. 299—In re tentative valuation of the property of the 
Sierra Railway Company of California. (Further hearing.) 

February 11—Argument at Washington, D. C.: 

l. an . No, 2038—Live stock in Arizona, New Mexico and Texas. 

oe Packing Company et al. vs, Arizona Hastern R. R. 
et al. 

February 12—Hattiesburg, Miss.—Mississippi R. R. Commission: 

Finance No. 4572—In the matter of the joint application of the 
Mississippi Valley Company and the Illinois Central Railroad 
Company for authority to acquire control of the Gulf & Ship 
Island Railroad Co. by purchase of capital stock. 

February 12—Argument at Washington, D. C.: 

ae Sub. No. 1.)—Elberta Crate Company vs. A. C. L. R. R. 
et al. 

February 12—Philadelphia, Pa.—Examiner Fuller: 

— Products Company et al. vs. A. C. & Y. Ry. 
et al. 

February 12—Washington, D, C.—Examiner Wagner: 

16042—Sylva Tanning Co. vs, Southern Railway. 

February 12—New Haven, Conn.—Examiner Sharp. 

16278—Grangers Manufacturing Company vs. N. Y. C. R. R. et al. 

February 12—Tulsa, Okla.—Examiner Knowlton: 

1 (and Sub. Nos. 1, 2 and 3)—Sinclair Crude Oil Purchasing 
Company vs. Santa Fe et al. 

February 12—Yakima, Wash.—Examiner Flynn: 

_— ee Dehydrated Food Company vs. Great Northern 

y. Co. _ 

February 13—Little Rock, Ark.—Examiner Gault: 

* 9702—Memphis-Southwestern Investigation. (Further hearing inso- 
far as it relates to carload minimum weight to apply on interstate 
shipments of cottonseed meal and cottonseed hulls). 

February 13—Portland, Ore.—Examiner Flynn: 

16552—A. Jaloff, doing business under the name of Columbus Stages 
vs. S. P. & S. Ry. et al. 

February 13—Kansas City, Mo.—Examiner Weaver: 

16184—R. C. Jackman and O. E. Jackman, co-partners trading un- 
der _ name of Bowersock Mills & Power Co., vs. Santa Fe Ry. 
et al. 

February 13—Chattanooga, Tenn.—Examiner Carter: 

oe Coal & Iron Company et al. vs. Central of Georgia 

y. et al. 

February 13—Chicago, Ill.—Examiner Gaddess: 

1. and S. No. 2302—Bedding live stock in Central Freight Associa- 
tion territory. 

February 13—Argument at Washington, D. C.: 

15097—Houston Packing Company vs. B. & M. R. R. et al. 

a Wichita Chamber of Commerce et al. vs. A. & V. Ry. 
e 5 

February 13—Tulsa, Okla.—Examiner Knowlton: 

16156—H. F. Wilcox Oil & Gas Company vs. St. L.-S. F, Ry. et al. 


February 14—New Orleans, La.—Examiner Smith: 


h 
* 1. and S. No. 2330—Lumber from Missouri Valley to Virginia and 
West Virginia. 


February 14—Sioux City, Iowa—Examiner Mackley: 
16501—-Sioux City Grain Exchange vs. Ahnapee & Western Ry. et al 
February 14—Argument at Washington, D. 


Cys 
15087—(and Sub. Nos. 1, 2 and 3)—Marinette & Menominee Pape? 
Company vs. C. & N. W. Ry. et al 


15613—New Orleans Joint Traffic Bureau et al. vs. Beaumont, Sour 
Lake & Western Ry. et al. 
February 14—Atlanta, Ga.—Examiner Carter: 
Il. and S. No. 2295—Coal and coke from Kentucky and Tennessee 
mines to Atlanta, Ga. 
February 14—Providence, R. I.—Examiner Sharp: 
16409—The Congdon & Carpenter Company vs. N. Y. N. H. & H. 
R. R. et al. 
February 14—Portland, Ore.—Examiner Flynn: 
16369—Portland Traffic & Transportation Association et al. vs. 
0.-W. R. R. & Nav. Co. et al. 
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The OPE : 
PEORI —_ FAST. FREIGHT SERVICE 


ay) 
lt) ( Transfers of traffic at 
® Peoria between the 16 
line-haul carriers are 
made within a few 
hours by the use of 
the facilities of the 
Peoria and Pekin 
Union, instead of the 
much longer period re- 
quired in some of the 
larger and congested 
terminals. 








Peoria is located half- 
way between Chicago 
and St. Louis, and, 
being a rate-breaking 
as well as a terminal 
point, it has a con- 
siderable advantage 
over other cities in the 
mid-west in the mat- 
ter of freight rates and 
i ee ser siiianieatrsaninanasiinsitialiasil transportation service. 
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NOTE— FIGURES 1-2-3-4 DENOTE FIRST, SECOND, THIRD AND FOURTH MORNING OF DELIVERY FROM PEORIA 


tans PEORIA & PEKIN UNION RY. CO. f= 


oan between the 


PEORIA, ILL. INQUIRIES SOLICITED UNION STATION, PEORIA, ILL. Wetsntent 


Read This Book— 


We have listed a few of the Commodities 














“Peoria, the Two Hundred 
Million Dollar Market” 


You will understand why PEORIA 


Aiacsitieamads te Caccte ta the is the logical center of distribution 
for Central Illinois. 













Autos, @ Accessories ......600s00¢ $2,050,000 
pg Pree eee 95,000 
Bamery PROGeets ....cccsvcccced 2,070,000 
Building Supplies: ....0.0000:9:00010 7,125,000 
DRIEY PEOGUCtG, 6:6:6:0.0:05:si0rsis-co.0-08 985,000 
Confectionery and Cream........ 1,175,000 
Clothing, Men’s and Boys’....... 2,960,000 
Clothing, WOMEN'S ..6..00020000% 4,330,000 
MN ecto = canicra.cicievala-ooaiwrene 1,400,000 
Drug and Toilet Goods.......... 1,105,000 
Furniture, Household ........... 2,425,000 
Groceries, Provisions, ........... 40,590,000 
Hardware, small general........ 1,685,000 
Hosiery and Knit Goods......... 870,000 
SOWIE NUMBER. 555-00 sie-dkies00 aus 615,000 
Machinery and Implements...... 1,615,000 
Musical Instruments ............ 495,000 
SOE OE BB... cn asecveveees 145,000 
Shoes, Leather and Rubber...... 2,965,000 


The existing freight rate structure permits these 
commodities to be brought into Peoria for transit 
and the —_ commodity eg age _ re- 
shipped to destination at the through rate from 
point of origin to destination. ae ered, Seine. ¥ poder Som menaced 


FEDERAL WAREHOUSE CO., reoria’ ILLINOIS 


Branches: CHICAGO, 427 W. Erie St. NEW YORK, 100 Broad St. SAN FRANCISCO, 625 Third St. 
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February 16—Indianapolis, Ind.—Public Service Commission of Indi- 
ana: 


Finance No, 4226—In the matter of the application of the Owens- 
boro, Rockport & Chicago Railway Co., for a certificate of pub- 
lic convenience and necessity in authorizing it to construct a line 
of railroad. 

February 16—Auburn, N, Y.—Examiner Fuller: 

16511—Marcellus & Otisco Company, Inc., vs. N. Y. C. R. R. 

Pasay 16—Tulsa, Okla.—Examiner Knowlton: 
16108—Consolidated Cut Stone Company et al., 
16478—Consolidated Cut Stone Company et al., 
16539—Consolidated Cut Stone Company et al., 
ie ad 16—Kansas City, Mo.—Examiner umeer: 
15826—Victor Milling Company vs. Missouri Pacific R. R. et al. 
Pemruery 16—Boston, Mass.—Examiner Sharp: 


15116—E. H. Kingman Company et al. vs. Cent Vt. Ry. (further 
hearing). 


16438—Hershey Manufacturing Company vs. B. & A. R. R. et al. 
February 16—Chicago, Ill—Examiner Gaddess: 
14125—Anaconda Copper Mining Company vs. Director General, 
Great Northern Ry. 


15358 (and Sub. loo 1 and 2)—Burton-Dixie Corporation et al. vs. 
Santa Fe et al. 


i 16—New Orleans, La.—Examiner Genith: 
a tesa ays rar trading as H. S. Kohl & Company, vs. L. & N. 


15045—B Fernandez & Company vs. Southern Pacific R. R. of 
Mexico et al. (Further hearing.) 
February 16—Dallas, Texas—Examiner Gault: 
14685—Dallas Transfer Company vs. Southern Pacific et al. 
16327—Texas Portland Cement Company vs. Ark. Western Ry. et al. 
February 16—Atlanta, Ga.—Examiner Carter: 
16432—Cairo Syrup Company vs. Indiana Harbor Belt R. R. et al. 
es tg! 16—Washington, D. C.—Examiner Marchand: 
o. 312—JIn re tentative valuation of the properties of 
Guatene Railroad (lessee organization) and the Georgia Railroad 
and Banking Company. 
February 16—Argument at Washington, D. C.: 
14104—Interchangeable Mileage Ticket Investigation. 


Pebrner 17—Boston, Mass.—Commissioner Campbell and Examiner 


14787-wool Rates Investigation, 1923. 
13272—Boston Wool Trade Association vs. Arizona & New Mexico 
Ry. et al. (further hearing). 
February 17—Washington, D. C.—Examiner Gibson: 
Val. Dkt. No. 342—In re tentative valuation of the property of the 
Lehigh & New England Railroad, 
February 17—Atlanta, Ga.—Examiner Carter: 
13514—Blackshear Manufacturing Company vs. A. C. L. R. R et al. 
(further hearing). 
February 17—Port Arthur, Texas—Examiner Seal: 
16000—Port Arthur Chamber of Commerce and Shipping vs. Aber- 
deen & Rockfish R. R. et al. 
February 17—Dallas, Tex.—Examiner Gault: 
15739—Dallas Waste Mills vs. A. & R. R. R. et al. 
February 17—Argument at Washington, D. C.: 
15154—(and Sub Nos, 1 and 2)—State of New York, Dept. of Farms 
and Markets et al. vs. D. & H. Co. et al. 
15946—Gulf City Manufacturing Company, Inc., 
Northern R. R. et al. 
February ae ee Ill.—Examiner Gaddess: 


15914—Armour & Company et al. vs. Director-General, Cc, M. & St. 
P. Ry. et al. 


16429—John N. Bos Sand Company et al. vs. Santa Fe et al. 
February Ly ge Mass.—Examiner Sharp: 
16353 (and Sub. No. 1)—Columbia Bag, Wood & Coal Corporation 
et al. vs. Lehigh Valley R. R. et al. 
Pocoery 17—Kansas City, Mo.—Examiner Weaver: 
be rth Monarch Cement Company vs. C., St. P., M. & O. Ry. 


16180-"National Zinc Company, Inc., vs. A. & V. Ry. et al. 
i a 17—New Orleans, La.—Examiner ee: 
16365—F. G. Palmer & Company, Ltd., vs. H, & T. C. R. R. et al. 
February 17—Atlanta, Ga.—Examiner Goer: 
162 White Provision Company vs. A. B. & A. Ry. et al. 


February 18—Kansas City, Mo.—Examiner Weaver 
Fourth Section App. No. 638 et al.—Filed by "hoent Leland an 
others, in re rates on grain, grain products, seeds, hay, straw an 
related articles from points in the U. S. on and west of the Mis- 
— River, also points north of the Ohio River and west of 
the Buffalo-Pittsburgh line, to points in the states of Arkansas, 
Kansas, Louisiana, Missouri, Oklahoma and Texas, also Miss. 
River crossings south of and including Memphis, Tenn., except 
via routes operating wholly east of the rupee ciaes River, etc. 
Pereaty 18—Chicago, Ill.—Examiner Gaddess 
16252—(and Sub. Nos. 1 to 8, — —— and Zoller Mining Com- 
pany vs. Illinois Central R. R. e 
February 18—Mason City, Ia. ston A Mackley: 
16442—Mason City Brick & Tile Company vs. "eanta Fe et al. 
February 18—New Orleans, La.—Examiner Smith: 
16476—Magnet Brothers Company vs. Atlantic City R. R. et al. 
‘February 18—San Francisco, Calif—Examiner Flynn: 
16239—Application of Southern Pacific Company et al., under Sec- 


tion 5 of the Act, as amended by Section 11 of ‘the Panama 
Canal Act. 


February 18—Argument at Washington, D. 
ber ne 


die te Match Company vs. Director General, Southern Pa- 
ic 


al. 
18858-Diil-Crovett, Inc., vs. Director General. 
February 18—Rochester, N. Y.—Examiner Fuller: 
Fourth Section App. No. 12169.—Filed by B. R. & P. Ry. 
in brick and clay age from Clearfield, Pa., 
herewith to points in E. T. L. and New England territories, etc. 
February 19—Kansas City, Mo. ae Weaver 
1. and §. No. 2313—Certain commodities py Fort Smith, 
and Springfield, Mo., to ota egg points. 
February 19—Argument ‘at Washington, D. C.: 
15137—California Growers’ and Shippers’ Protective League vs. 
Southern Pacific Co. et al. 
February 19—Muskogee, Okla.—Examiner Knowlton: 
1. and S. No. 2287—Glass and glassware from points in Arkansas, 


. 


s. Santa Fe et al. 
s, Santa Fe et al. 
s. Santa Fe et al. 


vs. Apalachicola 


In re rates 
and points grouped 


Ark., 
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Oklahoma and Texas to interstate points. 

Portions of Fourth Section Apps. Nos. 627, 628, 629 and 631, 
filed by Agent Leland, involving rates on glass bottles, etc., from 
points in Oklahoma and Arkansas to Mississippi River crossings, 


Memphis. Tenn., and south, and on window glass, etc., from Okla- 
homa and Arkansas to Texas. 


Pamraary 19—Fort Worth, Tex.—Examiner Gault: 
= Brick Company vs. Angelina & Neches River R. R. 
Paesery 19—Chicago, Ill.—Examiner Gaddess: 
16421—Consolidated Water Power & Paper Company et al. vs. Can. 
Nat. Rys. et al. 
retry 19—San Francisco, Cal.—Examiner Flynn: 
14729—Standard Oil Company (California) vs, Santa Fe et al. 
February 19—Augusta, Ga.—Examiner Carter: 
La 2 eens Cotton Exchange et al. vs. Georgia & Florida Ry. 


pag 20—Kansas City, Mo.—Examiner Weaver: 
Il. and S. No. 2325—Routing of cement between WwW. T. L. points. 
a, 20—Chicago, Ill.—Examiner Gaddess: 


1. and S. No. 2322—Dairy products from southern points to eastern, 
Cc. ¥. ‘A. and southern points. 


Pay 20—Washington, D. C.—Examiner Wagner: 
16441—Half Mountain Coal Company vs. C. & O. Ry. et al. 
February 20—Argument at Washington, D 


oe De. 
— No. 606—Guaranty settlement with Mammoth Cave Rail- 
roa 


Finance No. 1502—In re deficit claim of the Manitou & Pikes Peak 
a nk 20—Buffalo, N. Y. — oe Fuller: 
6393—Birkett Mills et al. vs. D. L. & W. R. R. wl bea 
uae 20—San Francisco, “Calif, —Examiner Flyn 
= Pipe & Tank Company et al., vs. ‘Southern Pacific Co. 
eta 
February 20—Augusta, Ga.—Examiner Carter: 
16471—City of Augusta et al. vs. A. C. L. R. R. et al. 
February 20—Waco, Texas—Examiner Gault: 
16139—Herrick Hardware Company et al. vs. 
R. R. et al. 
are 20—Des Moines, Ia.—Examiner Mackley: 
lay yg A R. Commissioners of State of Iowa vs. Ann 
rpor 


.: es al, 
Ry. ct ak Nee 1.)—Burlington Shippers’ Assn. et al. vs. C. & 0. 
y. et al 


1. and S. No. 2312—Proportional class rates between upper Missis- 
sippi Reon crossings and Western Trunk Line points. 
ogee 21—Kansas City, Mo.—Examiner Weaver: 


1. and S. No. 2327—Transit privileges on cement limestone and shale 
at Ada, Okla. 


* 16640—Limestone into and cement out of Ada, Okla, 
Februar - at Washington, D. C.: 
Il. an 2285—Demurrage rules on Coke in connection with 
Missouri acifie R. R. 
February 21—Mobile, Ala.—Examiner Smith: 
Fourth Section App. No. 12638.—Filed by B. & N. W. Ry. and G. 
& N. R. R., jointly.—In re rates on commodities from points = 
Official Classification, Western Trunk Line Committee, and South- 
ern Freight Association territories to Junction points with other 
lines, etc. 
February 23—Chicago, Ill—Examiner Gaddess: 
16256—Welch Grape Juice Company et al, vs. A. & S. Ry. 


i ake Rn Francisco, Calif.—Examiner Flynn: 
16512—A. Green and Maurice Selig (co-partners doing business 
as A. E, & Company), et al. vs. Santa Fe et al. 
February 23—Fort Smith, Ark.—Examiner Knowlton: 
ee Mining ‘and Smelting Company vs. Ft. S. & W. Ry. 


16305 (and Sub. Nos. 1 to 8, 
al, vs. Missouri Pacific R 


February 23—Mobile, Ala. aaah Smith: 
se a Chamber of Commerce and Business League VS. 
. & V. Ry. et al. 
Pt 23—Laredo, Texas—Examiner Gault: 
16266—Sames, Moore & Company et al. vs. Santa Fe Ry. et al. 
February 24—Chicago, Ill_Examiner Disque: 
15234— 


In the matter of divisions of freight rates in Western and 
Mountain-Pacific territories, 


Parse 24—Buffalo, N. Y.—Examiner Fuller: 


1. and S. No. harge for opening, recoopering and rewrapping 
express packages for custom examination. 


February 24—Washington, D. C.—Examiner Turner: 
Finance No. 3840—Excess income of the Missouri-Illinois Bridge & 
Belt Railway. 
og 24—San Francisco, Calif-—Examiner Flyn 
and S. No. 2316—Routing Coffee, Pacific ceeak, te eastern points. 
cube 24—Chicago, Ill.—Examiner Gaddess: 


bear gg he gg | Feed Manufacturers’ Association et al. vs. Abilene 
& Southern Ry. et 


al. 
February 24—Washington, D. C.—Examiner Marchand: 

Val. Dkt. No. 330—In re tentative valuations of the properties of 
Georgia & Florida Railway and Georgia & Florida Terminal Com- 
pany. 

February 24—Washington, D. C.—Examiner Sweet: 


Val. Dkt. No. 121—In re tentative valuation of the property of the 
Pine Bluff Arkansas River Railway 


Val. Dkt. No. 129—In re tentative Saeetion of the property of the 
Shreveport oe & Terminal Company. 


Val. Dkt. No. 132—In re tentative valuation of i properties of 


Nn. FH. BH. 2S 


et al. 


er McWilliams & Company et 


St. Louis Southwestern Railway Co. of Texas 
Val. Dkt. No. 136—In re tentative valuation of the property of 
Dallas Terminal Railway & Union Depot Co. 
Val. Dkt. No. 142—In re tentative valuations of the properties of 
St. Louis Southwestern Railway Company et al. 
February 24—Argument at Washington, D. C.: 
Val. kt. No. 159—In re tentative Valuation of the property of 
New York, Philadelphia & Norfolk Railroad Company, 
ie nk Anes 24—Macon, Ga.—Examiner Carter: 
16291—Georgia Quincy ere Company vs. ai c. L. R. R. et al. 
February 24—Washin 


D, C.—Examine: 
=— No. 3756— cons income of the "auit” é Sabine River R. R. 


Februar 
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Your trucks will need 
Kelly Kats this winter 


This winter, when the roads and streets are covered 
with snow and ice, your trucks will need Kelly Kats. 


They will need the surefooted traction of Kelly Kats 
to help them keep going, to hold the road and to avoid 
accidents. 





They will need Kelly Kats to cushion the delicate 
mechanism of the engine and protect it from the de- 
structive pounding of frozen roads. 


They will need the wear-resisting qualities ot Kelly 
Kats to withstand the punishment of sharp-edged ice 
and jagged frozen ruts. 


These qualities in a truck tire are important at any 
time but in winter they are almost a necessity. 
Kelly Kats are the only heavy duty truck tires 
that offer all of them to a marked degree. 


There are no Caterpillar 
tires but Kelly Kats 


KELLY-SPRINGFIELD TIRE CO. 
250 West 57th Street, New York. 


In all kinds of work and under all kinds af conditions, Kelly Kats 
are giving satisfactory service and money saving mileage. 
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February 25—Washington, D. C.—Examiner Gaddess: 
1. and S. No. 2324—Classification ratings on canned goods in Official 
Classification territory. 
February 25—Chicago, Ill—Examiner Gaddess: 
bee a — Third Vein Coal Company et al, vs. Ill. Cent. R. R. 
et al. 
February 25—Washington, D. C.—Examiner Koebel: * 
1. and S. No. 2276 (first supplemental order)—Furniture from South- 
ern points to Trunk Line and New England territories. 
1. and S. No, 2276—Furniture from Southern points to Trunk Line 
and New England territories. 
1. and § No. 2276 (second supplemental order)—Furniture from 
southern points to Trunk Line and New England territories. 
13934—-Standard Furniture Company vs, N. C. & St. L. Ry. et al. 
Fourth Section Apps, Nos. 458, et al., filed by N. C. & St. L, Ry. 
et al., relative to rates on furniture from Chattanooga, Tenn., to 
New York, N. Y., Philadelphia, Pa., and Boston, Mass., and other 
eastern destinations, 
February 26—Jacksonville, Fla.—Examiner Carter: 


* 1. and S. No. 2332—Wet phosphate rock from interior points in 
Florida to Jacksonville, Fla. 


February 26—Argument at Washington, D. C.: 

* 14778—City of Los Angeles vs. Los Angeles & Salt Lake R. R. et al, 

* Finance No. 3556—In the matter of the application of Southern Pa- 
cific Co, and its lessor Southern Pacific R. R. Co. for certificate 
of public convenience and necessity authorizing the abandonment 
of lines and of operation of main line freight and passenger serv- 
ice over lines of applicants in the city of Los Angeles, Calif. 

* Finance No. 3569—In the matter of the application of Southern Pa- 
cific Co., Southern Pacific R. R. Co. and Los Angeles & Salt Lake 
R. R. for certificate of public convenience and necessity for con- 
struction of new lines and extension of lines of railroad in the 
city of Los Angeles, Calif. 


February 26—Chicago,-IIl.—Examiner Hunter: 
* 1. and S. No. 2328—Sand, C. L., from Eau Claire, Wis., to destina- 
tions in Michigan. 
February 26—Brownsville, Tex.—Examiner Gault: 
15959—Theo. Carfiel and Louis Morris, doing business as Carfiel 
and Morris, et al. vs. N. Y. C. R. R. et al. 
February 26—Lincoln, Neb.—Examiner Weaver: 
16480—John S. Robinson, doing business as the Norfolk Hide and 
Metal Company, vs. Santa Fe et al. 
February 26—Cleveland, Ohio— Examiner Fuller: 
14663—The Columbia Steel Company vs. B. & O. R. R. et al. 
February 26—San Francisco, Calif.—Examiner Flynn: 
16154—-C. S. Howard (doing business under the name of Howard 
Autimobile Company) et al. vs. Santa Fe et al. 
February 26—Birmingham, Ala.—Examiner Smith: 
I. and S. No. 2301—Lumber from Alabama to Canadian points. 


February 27—Chicago, I!l._—Examiner Gaddess: 


bes iy ee Co-operative Marketing Company vs. B. & O. 
e ET sR 


16515—Benson Produce Company vs. Great Northern Ry. et al. 
February 27—Jacksonville, Fla.—Examiner Carter: 
16233—Jacksonville Traffic Bureau vs. A. & V. Ry. et al. 
February 27—Cleveland, Ohio—Examiner Fuller: 
14264—The National Refining Company vs. L. & N. R. R. et al. (fur- 
ther hearing). 
February 27—Birmingham, Ala.—Examiner Smith: 
I. and S. No. 2293—Restriction in routing on lumber from C. of Ga. 
Ry. points to C. F. A. and eastern destinations, 
February 27—Lincoln, Neb.—Examiner Weaver: 
16253—Clark Lumber Company et al. vs. C. B. & Q. R. R. et al. 
February 27—Washington, D. C.—Examiner Law: 
Finance No. 3912—Excess income of the St. Paul Bridge & Terminal 
Company. 
February 28—Birmingham, Ala.—Examiner Smith: 
16317—Watters-Tonzge Lumber Company vs. Atlanta & St. Andrews 
Bay Ry. etc. et al. 
March 2—San Francisco, Cali.—Examiner Flynn: 
16376—California Growers’ and Shippers’ Protective League et al. 
vs. Amer. Ry. Express Co. 
March 2—Lincoln, Neb.—Examiner Weaver: 
16322—Nebraska State Railway Commission vs. Santa Fe et al. 
March 2—Birmingham, Ala.—Examiner Smith: 
16443—The Birmingham News Company vs. A. B. & A. Ry. et al. 
Portions of Fourth Section App. Nos. 542 et al., filed by A. G. S. 


R. R., in re rates on newsprint paper from Berlin, N. H., to New 
Orleans, La., etc. 







TRAFFIC SPECIALISTS 


Complete Traffic Service. Rate and Classi- 
fication Cases. Overcharge, Loss and Damage 
Claims. Auditing and Routing. 


Car Tracing Service That MOVES FREIGHT 
Fifth Floor, Lincoln Bldg., Detroit 


GEORGE W. OLIVER 


Railroad Analyst 







DALLAS 















Specializing in Transportation Costs 
and Statistics 








DIRECTORY OF TRAFFIC MANAGERS, TRAFFIC 
AND COMMERCE EXPERTS AND SPECIALISTS 


INDUSTRIAL SHIPPERS SERVICE, INC. | |NTERSTATE TRAFFIG GOMPANY | nays oun ormamome tame: 
Public Traffic Managers 


Insurance Building 





Visualized Demurrage 


J. HUNTER noss 
(Formerly urrage Specialist Railroad 


° rer 1 E Street N. W., Washington, D. C. 
1814 Harris Trust Building wt, and, workable plan that just When, issues will cost less than first class 
CHICAGO © ILLINOIS here and Hew the demurr 


thousands of dollars of disputed demurrage cases to the 
satisfaction of carriers and shippers. 


. d % 
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March 2—Ottumwa, Iowa—Examiner Mackley: " 
9355—John Morrell and Company vs. Cc. B. & Q. R. R., Director 
General, et al. (further hearing). 
March 2—Pittsburgh, Pa.—Examiner Fuller: 

12481—H. J. Heinz Company vs. Director General, P. R. R. (further 
hearing). 

March 2—Washington, D. C.—Commissioner Aitchison. 

Val. Dkt. No. 377—In re the tentative valuation of the property of 
the Carolina, Clinchfield & Ohio Ry. of South Carolina. 

Val. Dkt. No. 381—In re tentative valuation of the property of 
the Black Mountain Railway Company. 

Val. Dkt. No. 364—In re tentative valuations of the properties of 
Carolina Clinchfield and Ohio Railway, and Clinchfield Northern 
Railway of Kentucky. 

March 2—Washington, D. C.—Examiner Haley: 
Finance No. 3680—Excess income of the Cisco & Northeastern Rail- 
way Company. 
March 2—Houston, Tex.—Examiner Gault: 
16395—Frank Cook et al. vs. Santa Fe et al. 
16435—United Central Oil Corporation vs. Mo. Pac. R. R. et al. 
Maroh 3—Washington, D. C.—Examiner Wagner: 
16483—Kirby Mutual Coal Company vs. C., B. & Q. R. R. et al, 
March 3—Lincoln, Neb.—Examiner Weaver: 


16341 (and Sub. No. 1)—Nebraska State Railway Commission vs, 
A W. Ry. et al. 


> 
—— Hills Wholesale Grocery Company vs. C. & N. W. Ry. 
et al. 


March 3—Birmingham, Ala.—Examiner Smith: 
16505—Alabama Mining Institute vs. Illinois Central R, R. et al. 
March 3—Keokuk, Ia.—Examiner Mackley: 
“Il. and S. No. 2304—Paper articles between St, Louis rate points 
and Columbus, Norfolk and Schuyler, Neb. 
March 3—Wilmington, N. C.—Examiner Carter: 
8897 (and Sub. Nos. 1 and 2)—Butters Lumber Company vs. A. C. 
L. R. R. et al. (solely with respect to amount of reparation due). 
9802—Waccamaw Lumber Company vs. A. C. L. R. R., Director- 
General et al. (solely with respect to amount of reparation due). 
March 3—Houston, Tex.—Examiner Gault: 
* |. and S. No. 2333—Petroleum and petroleum products from South- 
western points to points in Kansas ard Oklahoma. 
March 4—Burlington, Iowa—Examiner Mackley: 
a= 9 gata Shippers’ Association et al. vs. C. B. & Q. RR. 
et al. 
16497—Burlington Shippers’ Association et al. vs. Santa Fe Ry. et al. 
bs ee eae Shippers’ Association et al. vs. Arkansas Central 
. R. @ al 
March 5—Burlington, Ia.—Examiner Mackley: _ , 
1. and S. No. 2317—Coal from Niagara frontier to points in W. T. 
L. territory. 
March 5—Los Angeles, Cal.—Examiner Flynn: | 
16526—-Pacific Coast Vegetable Growers’ and Shippers’ Trarisp. Com- 
mittee vs. Southern Pacific Co. et al. 


March 5—Washington, D. C.—Examiner Law: | 
Finance No. 3803—Excess income of the Lehigh & New England 
Railroad Company. 
March 5—Norfolk, Va.—Examiner Carter: : 
16224—Norfolk-Portsmouth Freight Traffic Commission vs. Aberdeen 
& Rockfish R. R. et al. 

March 5—Washington, D. C.—Examiner Pattison: 

* Val. Dkt. No. 323—In re tentative valuation of the property of the 
California Western Railroad & Navigation Company. (Further 
hearing.) 

March 5—Washington, D. C.—Examiner Turner: 

“— 3735—Excess income of the Franklin & Abbeville Rail- 
Way Co. 

March 6—Omaha, Neb.—Examiner Weaver: 

1. and S. No. 2303—Grain from Colorado, Kansas, Nebraska and 
Wyoming, transcontinental, to Pacific Coast territory. 
March 7—Norfolk, Va.—Examiner Carter: ; 
i. and S. No. 2318—Empty wooden barrels from Virginia Cities to 
Wilmington, N. C. 
March 7—Omaha, Neb.—Examiner Weaver: 
16102—Western Newspaper Union vs. Santa Fe et al. 

Portions of Fourth Section App. No. 702, filed by Agents Leland 
and Tucker, in re rates on envelopes from Waukegan, IIl., and 
West Carrollton, Ohio, to Oklahoma City, Okla., etc. 

_ 16316—Western Newspaper Union vs. Director-General, Can. Pac. Ry. 

March 9—Chicago, IIl—Examiner Gaddess: 


16400—National Poultry, Butter & Egg Association vs, Amer. Ry. 
Express Co. et al. 





We are in position to supply you with Steamer 
tariff naming rates by Water Via the Canal from 
Atlantic Seaboard to the Pacific Coast, also sup- 
plement service in connection with same at 4 
low cost. PRICE; Tariff, per copy $5.00 

Supplement Service, yearly $10.00 


RAY A. MINKLER COMPANY, Agents 
Room 423 Lissner Building : 
524 South Spring Street, Los Angeles, California 
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Part of Your 
Own Organization 


The service of this company 
is at your command to use 
as if it were part of your 
own organization. 


You will find that this service 
will save you money and 
make your deliveries prompt. 
And you will be relieved 
entirely of all the bother- 
some details. 


On you next I. c. 1. shipment 
that can be consolidated, get 
in touch with our nearest 
office. They will give you 
rates that will surprise you 
by their money-saving. And 
the quick delivery dates will 
mean satisfied customers. 


Trans - Continental Freight Co. 


General Offices: 203 So. Dearborn Street, Chicago 
Eastern Offices: Woolworth Bldg., New York City 


BRANCH OFFICES 


Detroit, Mich. Buffalo, N. Y. 
Los Angeles, Cal. Cleveland, Ohio 
San Francisco, Cal. Cincinnati, Ohio 


Portland, Ore. Salt Lake City, Utah 
Seattle, Wash. Omaha, Neb. 
Denver, Colo. Kansas City, Mo. 
Boston, Mass. St. Paul, Minn. 


Philadelphia, Pa. Minneapolis, Minn. 


Export and Domestic 
Freight Forwarders | 
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United StatesGovernment Freight Services 


From Atlantic Coast and Gulf Ports 
AMERICAN ANTILLES LINE} AMERICAN DELTA LINE 


























AMERICAN DIAMOND LINES | AMERICAN DISPATCH LINE 




























New Orleans and other Philadelphia Rotterdam 
New York to Trinidad, Gulf Ports ew York, am to a Amsterdam Gulf Ports (except New Orleans) 
the Guianas and , «i. to 
— (except Mobile) —e to Antwerp 2 
Virgin Islands to New > sinniigy titties East Coast of South America 


Baltimore 
Rotterdam 
Gameten Roads_ to haters 


2 Sailings a month 

BLACK DIAMOND S. S. CORP. 
67 Exchange Place New York City 
Managing Operators 


AMERICA FRANCE LINE 


Fortnightly Sailings 





Brazil and River Plate Ports 
Fortnightly Sailings 


MISSISSIPPI SHIPPING CO., (Inc.) 
New Orleans, La. 






A Sailing Every 3 Weeks 



















COLOMBIAN STEAMSHIP CO., (nc.) 
17 Battery Place New York City 








MUNSON STEAMSHIP LINE 
67 Wall Street, New York City 








Managing Operators Managing Operators 


AMERICAN DIXIE LINE|AMERICAN EXPORT LINES 


New Orleans to Irish, United Kingdom 





Managing Operators 


AMERICAN INDIA LINE 

































































































North Atlantic Ports to all Mediterran- Baltimore | t Havre 
wr; -—~3 5 — eanPortsincluding Adriatic,BlackSea a -y 20d Dunkirk New York to India 
New Odlscantelicenedt and Sienthester and Levant Ports, French Mediterran- satis _ = 
Fortnightly Sailings a a meee omg ym Row Fork ” Dunkirk Monthly Sailings 
New Orleans 6 to London ean or Adriatic. Ports as cargo offers. es ao every — 
ane onthly Sailings Greek, ck Sea Ports, elphia ordeaux 
H ae — ss e Constantinopole Monthly Sailings Malta, New York | to St. Nazaire ROOSEVELT STEAMSHIP 
cine _— ee area oe aie ” — —-. —, — and Alex- A Sailing Every 20 Days COMPANY, (Inc.) 
ak acs andria. 2 Sailings a Mont 
UNITED GULF §.5. CO, (Inc.) | THE EXPORT STEAMSHIP CORP. | COSMOPOLITAN SHIPPING CO., (lnc.) | 44 Beaver St. New York 
Whitney Central Bldg pn pe Ramey 25 Broadway New York City 42 Broadway New York City 





Managing Operators 










































Managing Operators Managing Operators 


AMERICAN MERCHANT LINES | AMERICAN PALMETTO LINE | AMERICAN PIONEER LINE 


New York to London South Atlantic Ports to 


Managing Operators 


AMERICAN PREMIER LINE 


bss . North Atlantic Ports to Gulf and S. Atlantic Ports to 
Belti Weekly Sailings | ondon Liverpool and Manchester China and Japan French Mediterranean, 
- oe a © Hull Monthly Sailings .. , Monthly Sailings . West Coast of Italy 
ampton Roads Leith Bremen and Hamburg Philippines & Dutch East Indies 4 Sailings a Month 
2 Sailings a Month Monthly Sailings Monthly Sailings: Adriatic Greek Levant, 

, : London London, Rotterdam and P Gulf Ports to Far East Cc inople, Mal 
Philadelphia ee onstantinople, Malta, 
a to Hull Antwerp (China, Japan and Philippines) North Africa, (East of Bizerta) 

cto AE a Leith Monthly Sailings ee aouet oe pone Monthly Sailings 
sa ao nae naga UNITED GULF S. S.CO., (Inc.) 
J. H. WINCHESTER & CO., (Inc.) THE bys ee ta —* ORIENTAL S. S. CO., (Inc.) Whitney Central Bldg.. 
17 Battery Place New York City arieston, ©. \.- 17 Battery Place, New York City New Orleans, La. 
Managing Operators Managing Operators Managing Operators Managing Operators 
| 
AMERICAN REPUBLICS LINE |AMERICAN SCANTICLINE| AMERICAN AMERICAN 
New York : 
_ctigy to —_RiverPlate ee ee, SOUTH AFRICAN LINE | WEST AFRICAN LINE 
r Monthly Sailings altimore New York 
a . paetiges to — (Gulf via New York as offers) 
Jacksonville ” iver Plate S dinavian and to 
Savannah iis = orts _~ a ie site South and East African Ports | Azores, Canary Islands, Madeira 
2 Monthly Sailings | stale d West Africa 
Philadelph R Plat one Monthly Sailings an es 
oases Roads *°_ . Ports _ 2 Sailings a Month A. H, BULL"& COMPANY, (inc.) Monthly Sailings 
onthly Sailings . H, » Unc. 
MOORE RMAC .»(Inc.) ~ ‘ A. H. BULL & COMPANY (Inc.) 
INTERNATIONAL FREIGHTING CORP. | SI Brondway New York City | 40 West Street” New York City | 40 West Street New York City 
Managing Operators ‘ Managing Operators Managing Operators 


Managing Operators 


ATLANTIC GULF-WEST MISSISSIPPI VALLEY/MOBILE OCEANIC LINEJ|ORIOLE LINES 
AUSTRALIAN LINE MEDITERRANEAN LINE EUROPEAN LINE Mobile, Pensacola, Fortnightly Sailings 


Liverpool. 
. Philadelphia, Boston to Liverpool,Man- 
otieata ——o New Orleans — chet. Forinightly Sailings 
. ti . , 
New York to Australia Canton, Retterdam, Antwerp te Lavenpuch, Wienatstes os a rng stern Cardiff 
and New Zealand Ports Gr if P. —— H A Sell H a A f Sailings every 10 days 
Monthly Sailings Portuguese and Spanish Atlantic Pe pi Me uiteaed ndon, Havre, AntwerP, | Boston, Baltimore, Hampton Rds. Phil 
ue Monthk 7 ili . 2 Saili Month Rotterdam, Hamburg, to Glasgow. Fortnightly Sailings 
UNITED STATES & Spanish Mediterranean and North eS A Bremen Baltimore, Philadelphia, New York to 
African Ports (West of Bizerta.) | MISSISSIPPI SHIPPING ork, Dublin, Belfast, Londonderry 
AUSTRALASIA S. S. CO. A Sailing every 20 days Co., (Inc.) WATERMAN S.S. CORP. ebtnere Be tent - Dublin, 
8-10 Bridge St., New York Cit mw ene age Ss. Sa New Orleans, La. Mobile, Ala. Co ‘ Monshiy ‘Sailings 
Managing Operators 4 Managing — _— Managing Operators Managing Operators CONSOLIDATED NAVIGATION CO. 


Balt. Md. Managing Operators 


PAN AMERICA LINE) SOUTHERN STATES LINEITEYAS STAR LINE|UNITED STATES LINES) YANKEE LINE 


Stews Vest to sterdam. 2 Sailings a Mont. 


New Orleans to Bremen a Houston and Galveston 
Rio de Janeiro, Santos, Hamburg. 2 Sailings a Mont 


Galveston to Bremen and Ham 


New York to Southampton |Baltimore, Hampton Roads, 
A Sailing every 3 Weeks Philadelphia, Boston 















to 









* New York to 
Montevideo and burg. Sailings a Month Havre and Antwerp te Hamburg and Bremen 
a Houston and Galveston to ili 
Buenos Aires Bremen and Rotterdam ey So Bremen 
2 Sailings a Month 








2 Sailings a Month 


Fortnightly Sailings Houston to Bremen and Ham LYKES-RIPLEY S.S. CO. Weekly Sallinge 












burg. 2 Sailings a Month (Inc.) 
ROGERS & WEBB 
MUNSON STEAMSHIP LINE LYKES-RIPLEY S.S.CO.,(Inc. UNITED STATES LINES | 
67 WallStreet New York City} 925 Whitney Central Bide. Houston, Texas 45 Broadway New York City|110 State Street Boston, Mass. 
Managing Operators New Orleans, La. 


















Managing Operators Managing Operators 





Managing Operators Managing Operators 


UNITED STATES SHIPPING BOARD FLEET CORP. 
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Great Northern 


Rw | eee 





accent tina 


Five Fast F reight Trains Daily 


Supply Superior Service to or from all 
Parts of the Northwest 


Speedy, dependable freight service assured Great Northern shippers by ample rolling stock, excellent 
roadbed and motive power, including giant new oil burning engines of new design, the most powerful 


locomotives of their type ever constructed by the Baldwin Locomotive Works. 


Convenient connections are made with steamship lines to Alaska, Puget Sound"vorts, Hawaii, the Orient 


and Australia. 


We also operate through merchandise cars freeing you from the annoyance and 
loss of time occasioned by transfer. Operated from Chicago, St. Louis, St. Paul, 
Minneapolis, Minnesota Transfer, Duluth and Superior to all important points in 


the Northwest. 


Route of the New Oriental Limited 


The finest train between Chicago, St. Paul, Minneapolis and Spokane, Seattle, 


Tacoma, Portland, Vancouver and the Pacific Northwest. 


The following Great Northern representatives are as near as your telephone. 
your freight shipment the quickest and most economical way. For detailed information, rates and 


passings of through carloads call on or telephone. 


BELLINGHAM, WASH., DALLAS, TEX., 
ca Thompson, D. T. mn I. H. ‘Turner, Ss. W. 
212 Kulshan Bldg. 1013 S. W. Life Bis. 
Phone 2111 Lethe Y-5374 


BILLINGS, MONT., DETROIT, MICH., 
Kelly, General Agent E. B. Clark, General Agent, 
Phone 6871 619 Free Press Bldg. 


BOSTON, MASS., Phone Main 7270 
Chas. H. Walker, General Agt. —, oN yar IA., 
_ Washington St. A. 5. Cheseomnam, T- F.A., 
hone Congress 140 Phone Market 942 
BUFFALO, N. Y., 


DULUTH, MINN. 
7 Enogeetl. © FA. H. we General Agent, 
- Superior St. 
Phase Sequar Soee Phone Melrose 118 
CHICAGO, ILL 
Teds 


KANSAS CITY, MO., 
Shea, Asst. G. F. A., w. J. Farrell, G. A. Frt. Dept., 
Phone State 6300 516 Railway Exch. Bldg. 


Phone Main 3852 
CINCINNATI, OHIO, arc ANGELES, CAL., 
J. Brinkman, General Agt., 


. W. Phalon, D. F. & P. A., 
609 Traction Bldg. 716 Cit. Nat’l. Bank "Bldg. 
Phone Main 249 


Phone Vandike 8421 
CLEVELAND, OHIO, MINNEAPOLIS, MINN., 
F. P. Engel, General Agent, S.A. Volkman, G. A. F. Dept 
508-9 Hippodrome Bldg. 


534 Met. Life Bldg. 
Phone Cherry 1537 Phone Main 4130 


ad 


MILWAUKEE, WIS., 
E. A. Fradenburgh, Gen. Agt., 
810 Majestic Bldg. 
Phone Grand 1006 


—, YORK CITY, N. vs 
. G. Dow, Asst. G. F. Agt., 
Woolworth Bldg. 
Phone Whitehall 5660 


PITTSBURGH, PA. 
F Reigart, Com. Agt., 
214 Empire Bldg. 
Phone Smithfield 1762-1763 


PHILADELPHIA, PA., 
F. G. Smith, General Agt., 
409 Finance Bldg. 
Phone Rittenhouse 3275-6 


egg ORE., 
. E. Hunt, General Agent, 
201 Morgan Bldg. 
Phone Atwater 0931 


SAN FRANCISCO, CAL. 
A. icher, Generai Agent, 
1009 Hearst Bldg. 
Phone Douglas 3892-J 


ST. LOUIS, MO., 
J. M. Sanford, General Agt., 
203 Boatmen’s Bank Bldg. 
Phone Olive 51 


ST. PAUL, MINN., 


HELENA, MONT., 


L. B. Woods, Assistant General 
Freight and Passenger Agent 


G. H. Smitton, Freight Traffic Manager. 
-A. J. DICKINSON 


Passenger Traffic Manager 


NO EXTRA FARE. 
They can help you route 


ST. PAUL, MINN., 
Wallace D. O’Brien, G.A.F.D., 
Phone Interior 45303 
SEATTLE, WASH., 
H. W. Costigan, G. A. F. Dept., 
506 Alaska Bldg. 
Phone M 9800 
SIOUX CITY, IA. 
P. J. Donohue, 
516 Nebraska St. 
Phone Auto 4422, Bell 438 
SPOKANE, WASH., 
J. F. Pewters, General Agent, 
Davenport Hotel. 
Phone M 887 
ee yt WASH., 
. Black, General Agent, 
Ses So. Tenth St. 
Phone Main 1124 
TORONTO, ONT., 
H. E. Watkins, General Agt., 
202 Webster Bldg. 
Phone Adelaide 5818 
VANCOUVER, B. C., 
Edwin A. Dye, General Agent, 
607 Hastings St. 
Phone Seymour 3386 
ve MAN 
W.T Hetherington, D.F.&P.A. 
226 Portage Ave. 
Phone A-6603, A-1123 


SEATTLE, WASH., 


M. J. Costello, 
Western Traffic Manager 
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Direct company 


branches in 105 
cities as follows: 


Aurora, Ill. 
Baltimore, Md. 
Billings, Mont. 
Birmingham, Ala. 
Bismarck, N. D. 
Boston, Mass. 
Buffalo, N. Y. 
Cedar Falls, lowa 
Cedar Rapids, lowa 
Charlotte, N. C. 
Chattanooga, Tenn. 
Cheyenne, Wyo. 
Chicago, Ill., (3) 
Cincinnati, Ohio 


Council Bluffs, lowa 
Dallas, Tex. 
Davenport, lowa 
Dayton, Ohio 
Denver, Colo. 

Des Moines, lowa 
Detroit, Mich. 
Dubuque, lowa 
Duluth, Minn. 
East St. Louis, Ill. 
Eau Claire, Wis. 
Elmira, N. Y. 

El Paso, Tex, 
Evansville, Ind. 
Fargo, N. D. 

Fort Dodge, Iowa 
Fort Wayne, Ind. 
Fort Worth, Tex. 
Grand Forks, N. D. 
Grand Rapids, Mich. 
Green Bay, Wis. 
Harrisburg, Pa. 
Helena, Mont. 
Houston, Tex. 
Hutchinson, Kan. 
Indianapolis, Ind. 
Jackson, Mich. 
Jacksonville, Fla. 
Kankakee, iil. 
Kansas City, Mo. 
Knoxville, Tenn. 
Lincoln, Neb. 
Little Rock, Ark. 
Los Angeles, Calif. 
Louisville, Ky. 
Madison, Wis. 
Mankato, Minn. 
Mason City, lowa 
Memphis, Tenn. 
Milwaukee, Wis. 
Minneapolis, Minn. 
Minot, N. D. 
Nashville, Tenn. 
Newark, N. J. 
New Orleans, La. 
New York, N. Y. 
oO ——-, N. Y. 
Oklahoma City, Okla. 
Omaha, Neb. 
Parkersburg, W. Va. 
Parsons, Kan. 
Peoria, Ill. 
Philadelphia, Pa. 
Pittsburgh, Pa. 
Portland, Ore. 
Quincy, Ill. 
Richmond, Ind. 
Richmond, Va. 
Rochester, N. Y. 
Rockford, Ill. 
Saginaw, Mich. 
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INTERNATIONAL 





The job of a motor truck 


is to haul loads in all seasons and go on doing it for years. 
After you have invested in trucks, the less you hear about 
them—except good words from your accounting department, 
your customers, and your drivers—the better. You want 
consistent low-cost hauling. 


Motor trucks lead hard lives. It is not easy to build trucks 
that stand the gaff, but they are easy for you to find—in Inter- 
nationals. Thousands of firms whose hauling needs are as in- 
sistent as yours are proving it to their complete satisfaction. 


International Motor Trucks are the products of twenty years 
automotive experience. You will find the result of that long 
experience in the sound principles of design and in every 
mechanical detail of International Trucks. And there are other | 
factors in what International offers you; go outside of the truck 
itself and give a thought to the matchless service outlined in 
the column at the left. Is assurance of dependable service, near 
at your hand, also a part of what you ask of a truck? 


INTERNATIONAL HARVESTER COMPANY 
606 So. Michigan Ave. of America Chicago, Ill. 


(Incorporated) 








St. Cloud, Minn. 

St. Joseph, Mo. 

St. Louis, Mo. 
Salina, Kan. 

Salt Lake City, Utah 
San Antonio. Tex. 
San Francisco, Calif. 
Sioux City, lowa 
Sioux Falls, S. D. 
South Bend, Ind. 
Spokane, Wash. 
Springfield, Ill. 
Springfield, Mo. 
Terre Haute, Ind. 
Toledo, Ohio 


Wichita, Kan. — 
Winona, Minn. 





The 
McCORMICK - DEERING 
INDUSTRIAL TRACTOR 


is building an 
enviable reputa- 
tion for itself in 
commercial, 
industrial, and 
municipal haul- 
ing. Brother to 
the International 
Motor Truck. 
Write for the new 
McCormick- 
Deering Indus- 
trial Tractor 
catalog. 
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the shortest =. 
“Your consuming Markets 


WE BRIDGE THE GAP 


M& TRAFFIC MAN, LOOK AT THE MAP. The circled cities 
are strategic traffic pivots, linked by the rails of the Penn- 
sylvania System. 


You will recognize these cities with their dependent territories 
as being logical centers in which to carry ae stocks, to be sent 
there at carload rates and be readily accessible to your local cus- 
tomers when they want your = or available for prompt less- 
carload reshipment to your clientele in adjacent towns. 


You will save your company Time and Money in thus dis- 
tributing in and through these circled cities. 


In each city is a dependable warehouse facility of the Penn- 
sylvania System, providing a modern storage and distributing 
establishment with up-to-date methods, reasonable non-discrimina- 
tory rates, and unsurpassed service. Negotiable receipts are issued 
and low insurance rates are procurable. 


Carrying stocks in these thoroughly reliable facilities will 
please your trade in the territories served by these circled cities 
and minimize your traffic costs. 





Consign your cars in care of the warehouses listed below and 
enjoy modern storage and distributing service par excellence. 


/ 
INCINNATI 


\ 


Duquesne Warehouse Co., Pittsburgh, eee, Chicago i . 


Keystone Warehouse, Harrisburg, Pa. Fort Erie Warehouse & Docks, Erie, Pa. 
The Terminal Warehouse Co., Baltimore, Md. Merchants’ Warehouse Co., Philadelphia, Pa. 


Keystone Warehouse Co., Buffalo, N. Y. 


Ponneylvenia Terminal Duchess Co., St. Lode, Mo. 
Pan Handle Storage Warehouse, Cincinnati, O. 
Philadelphia Tidewater Terminal, Philadelphia, Pa. 
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‘Where they reach 
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HIS IS Valentine Day! There 

are on our rails thousands of 
tons of commodities moving from 
and to and between many places, 
near and far. All of it is useful to 
somebody at some place, or it would 
not be in transit. Some of it is of 
low commercial value; some of it is 
of high commercial value. Probably 
the lightest and least bulky separate 
article (though in the aggregate it 
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Where to reach them 


ebruary 14 





makes up thousands of heavy sack- 
fuls) is that individual token of love, 
the valentine. 

In all the material wealth of the 
shipments in our freight, baggage 
and mail cars today, there is nothing 
more valuable than these little mes- 
sengers from heart to heart and soul 
to soul! If you have not done so 
already, send one to some one, some- 
where, before the day is ended. 
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